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TRAFFIC EDUCATION 


There has been considerable misunderstanding in 
some quarters, due largely, we surmise, to failure to give 
sufficient thought to the subject, with respect to some 
phases of the educational program of the Associated 
Traffic Clubs of America and the methods by which that 
program may be worked out. One practical illustration 
of how business men may be brought to realize the im- 
portance of traffic departments and traffic men in their 
business—which is one of the aims of the educational 
committee and the one to which it is directing its imme- 
diate efforts—is to be found in the resolution adopted 
by the association at its meeting last week in Memphis 
asking the Secretary of Commerce, Herbert C. Hoover, 
to-bring to the attention of business men, through his 
department, the importance of traffic, as a part of his 
program for the elimination of business waste. The res- 


olution speaks for itself except that it might be more 


” 


specific in describing “this situation,’ which it seeks to 
bring to the attention of Mr. Hoover. The situation re- 
ferred to, of course, is the lack of knowledge on the part 
of a large number of business men as to the importance 
in their business of having a department to look after 
its traffic. It is to be hoped that the individual clubs will 
ratify the resolution and thus make it effective. 

What Mr. Hoover is asked to do is entirely in line 
with his program. If he can be brought to see the sit- 
uation as the association sees it, he will do as it requests. 
Not only is what Mr. Hoover is asked to do in line with 
his efforts along other lines, but it is exactly in line with 
what others are doing—for instance, the Metropolitan 
Life Insurance Company, which, in a series of pamphlets 


on various phases of business organization, issued for 
the benefit of its policyholders and business generally, 
recently included a treatment of the subject of the indus- 
trial traffic manager and his value to business. 

Another practical illustration of what is meant is to 
be found in a recent issue of “Chicago Shipper,” pub- 
lished by the Chicago Shippers’ Conference Association. 
It quotes Edward A. Filene, of Boston, one of the coun- 
try’s greatest retail merchants, as saying: “We are in 
the midst of the greatest changes in distribution and pro- 
duction that the world has ever seen,” and remarks: “To 
meet this competition, Mr. Filene feels that independent 
retailers and wholesalers must adopt new methods. We 
agree, and Mr. Filene can set an example by hiring a 
traffic manager and organizing a traffic department for 
his store in Boston.” 

Evidently the writer of this paragraph knows that 
Mr. Filene has no traffic department. He does not mean, 
of course, nor do we, that Mr. Filene should be labored 
with personally by the association of traffic clubs to con- 
vince him of the error of his way. What is meant is 
merely that he is typical of a class that is far too large 
and that it would be a service to business, to men who 
have chosen or will choose traffic for their profession, 
and to the country at large in increasing the efficiency 
with which commerce is transacted, if business men of 
this sort could be brought to understand what they are 
overlooking. 

As a suggestion, by the way, to some good traffic 
man out of a job or who seeks to better his condition, 
why does he not go to see Mr. Filene and sell himself 
and the idea? That is the way good jobs are often made. 


WESTERN WAGE ADVANCE 

The western railways are soon to begin their pres- 
entation of testimony before the board of arbitration 
in Chicago in opposition to the demands of their con- 
ductors, trainmen and yardmen for increased wages. 
The present hearings are the outgrowth of a national de- 
mand presented to the railways on February 1, 1926, by 
their train service employes for increased basic rates of 
pay even in excess of the peak wages received in 1920. 
Although the original meetings between the managers 
and the employes to discuss these demands were held in 
western territory, the employes, because of the more 
favorable earning situation of the eastern railways, de- 
cided to press their wage demands in that territory first, 
and requested an indefinite postponement in the west. 
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MMR) HE territory served by Illinois Trac- 

WANs tion System offers so many advantages to 
manufacturers and jobbers that they are 
locating plants and branches along its lines 
in ever increasing numbers. 


These locations are situated in or 
near well developed communities affording 
unlimited electric power, coal and water, 
and served by unexcelled facilities for 
freight and passenger transportation. 


Illinois Traction System has available along its lines 
numerous splendid industry sites offering advantages well 
worthy of your investigation. 


This highly developed electric railway serves the prin- 
cipal cities of Central Illinois, as well as the great St. Louis 
industrial area. It is the only railway with independent en- 
trance over its own bridge into the city of St. Louis. 


Joint freight rates and physical track connections with 
all principal steam railways make possible shipments over its 
lines to or from any point in the United States. Standard 


freight equipment is freely interchanged with all railways. 
Industries and private sidings on connecting lines may be 
reached under reciprocal switching arrangements. 


Write the Traffic Department, Illinois Traction 
System, Springfield, Illinois, for detailed in- 
formation concerning industrial sites available. 


Il 


linois 


Ur 


Vol. XXXIX, No. 19 








ate 2 Ch @&® BR OO 64S —ClCU Ff 





No. 19 











May 7, 1927 


After conferences between the eastern railways and their 
train service employes, which failed to reach a decision, 
the services of the United States Board of Mediation 
were invoked and finally a board of arbitration was ap- 
pointed which granted the conductors, trainmen, and 
yardmen on the eastern railways a wage increase 
amounting to 7% per cent. A similar increase to these 
same classes of employes was subsequently granted on 
the southeastern railways through the services of the 
Board of Mediation. 

Having obtained advances in eastern and southeast- 
ern territory, the employes, February 10, 1927, requested 
a resumption of negotiations in the west, and, in com- 
pliance with this request, a meeting was held February 
23 at which time demand was made by the men that the 
7% per cent wage increase granted in the east and south- 
east be extended to western territory. This demand was 
refused by the railways, and the controversy is now be- 
fore the board of arbitration for final decision. 

All of the important western and southwestern rail- 
way companies have been made parties to the proceed- 
ings in Chicago, and approximately 65,000 conductors, 
trainmen, and yardmen on these western lines are af- 
fected by the demands. It is estimated that, if the 7% 
per cent wage increase granted in the east and southeast 
is extended to the west for these classes of employes, it 
will mean an annual boost of approximately $13,000,000 
in the wage bill of the western roads, while, if the same 
increase is given to all employes, outside of the officers, 
it will mean an annual additional expense of about 
$85,000,000. 

Throughout the entire negotiations the western 
railways have maintained the position that the present 
wages paid these employes are just and reasonable. The 
latest figures available show the annual earnings of the 
train service employes on western lines to be as follows: 


Bond paeeemper COmBMCIOrS .... «5... ovescccccccseseccs $2,982 
Assistant road passenger conductors and ticket collectors 2,431 
Road freight conductors (through freight)............ 2 685 
Road freight conductors (local and way freight).. . 3,163 
Road passenger baggagemen ................eeeeeees 2.2 

Road passenger brakemen and flagmen................ 2,086 


Road freight brakemen and flagmen (through freight). 2,058 
Road freight brakemen and flagmen (local and way 


EE sti ndiid bbmiicens ouken nebueaaeehieeeKNwet 2,505 
Average, rand eR SET ViCE. . ... 0.60.5. cccsccsccovecces 2,433 
Yard conductors and yard foremen................64+ 2,369 
Yard brakemen and yard helpers.................000- 2,045 
FI, SI I ano xcevses evesscreenvsces 2,145 
PEVOT Es Uk COAME SOLVING ox. oi siece erp eo. diaws v'egremioaeies 2,501 


No increases over these wages are now justified, the 
western roads say, and they say they cannot afford to 
pay higher wages than are now being paid. They point 
to the fact that the wage level of their train service em- 
ployes is now only about five per cent less than their 
peak wages, received immediately after the war, and say 
that, when the purchasing power of these wages is con- 
sidered, the employes are even better off now than they 
were under their post-war peak wages. As regards the 
wage increases granted in the east and southeast to these 
classes of employes, the western railways contend that 
these awards do not in any way establish a precedent for 
western territory, due to the difference in conditions in 
the east and in the west. 

It is common knowledge that the post-war depres- 
Sion was much greater in the agricultural west than in 
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the industrial east, while in the south there has been a 
large development and growth. The situations of these 
sections are naturally reflected in the conditions of the 
railways that serve them. Agricultural traffic —the 
principal support of the western lines—has failed to 
increase in anything like the measure that industrial 
traffic in the east has risen. Further, decisions of the 
Commission have required rate reductions in western 
territory in recent years, on the ground that the condi- 
tion of agriculture required relief. These factors have 
had a material effect on the western lines. 

The western railways, for example, in 1926 earned 
a return of 4.45 per cent on their property investment, 
while the railways in the rest of the country as a whole 
earned a return of 5.63 per cent. Comparing 1926 with 
1920, gross earnings in the western district declined 138 
million dollars and increased 361 million dollars in the 
rest of the country. In the same period, revenue freight 
traffic in the western district increased one per cent, 
while in the rest of the country there was an increase of 
approximately 11 per cent. Still comparing 1926 with 
1920, western passenger traffic showed a decrease of 38 
per cent, as compared with a decrease of 16 per cent in 
the remainder of the United States. Further, western 
freight rates are on a relatively lower basis than those 
in the remainder of the country, the average freight rates 
in western territory now being only 26 per cent higher 
than in 1911, while rates in the remainder of the country 
are 58 per cent higher than in 1911. me. 

These factors, the western railways say, are suffi- 
cient to destroy any idea that the 7% per cent wage 
increases gtanted in the east and southeast represent a 
precedent that must be followed in the west. They feel 
that no wage increases are justified at present and that, 
if any increases are granted, they must be at the expense 
of the general public, either in the form of increased 
rates or impaired service, as railway earnings in the 
west are far from large enough to absorb wage increases 
without having their effect felt by the traveling and 
shipping public. 

We do not pretend to pass on the merits of the 
demand for higher wages in the west, but we do agree 
with the western roads that what has been done in other 
parts of the country in which the railroads are more 
prosperous must not be considered a precedent for the 
west, and we point out that, if wages are increased in 
the west, the public must understand that the money 
to pay the increase cannot be gathered out of the air, 
but must be obtained from the proceeds of rates, already 
too low in the west as compared with the rest of the 
country and with what the Commission, under the law, 
has found to be an adequate return for the railroads as 
a whole and has allowed in larger measure in other 
regions. 


COOPERATIVE RATE MAKING 


Editor The Traffic World: 

I have been following your editorials on cooperative rate 
making. I am inclined to think that some of the articles to 
which you refer are dealing with fine theories rather than things 
that are practical. It seems to me that we have about the near- 
est thing to cooperative rate making that can be economically 
devised. 

Under the agreement between the railroads and the shippers, 
all important rate changes are docketed for public information 
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and, if desired, there is discussion across the table, shippers are 
given every opportunity to present their views, and, if the rate 
committee does not give full weight to the shippers’ presenta- 
tion, they have a right to appeal to the traffic executives and, 
pending the appeal, the rate cannot become effective. There is 
an occasional slipup where something gets through without 
being docketed, but I have never known of a case of this kind 
where the Commission failed to suspend when requested to do so 
by interested shippers. In Trunk Line territory the number of 
subjects on which public hearing is requested by shippers or 
deemed necessary by the carriers, approximates one per cent 
of the total rate proposals handled. 

I will admit it is a fine theory to sit down across a table 
and discuss every proposed rate change, but when you come to 
the practical application of the theory you run up against the 
obstacle which was found in Mr. Childe’s proposal. His plan 
provided very elaborate machinery, one part of which was to be 
furnished by the shippers. Committees were to be established 
that would look after the shipping interests, but while that was 
entirely practicable during the period of federal control when 
merchants and manufacturers were willing to contribute the 
services of their traffic men, because of the very great interest 
at that time in “winning the war,” everyone was doing things 
that were unusual and for that period almost the entire time of 
some of the traffic men representing industry was devoted to the 
railroad rate structure instead of to the business of those who 
paid their salary; in times of peace no such arrangement is 
possible. i 

A merchant is not going to pay the salary necessary to 
secure the services of a competent man and have him devote 
his time to problems affecting other people’s business and, 
obviously, it is impracticable to get all interested shippers of a 
given commodity into a conference and, if they could be gotten 
into a conference, it would be like a town meeting and very 
little would be accomplished. 

It seems to me that rate making is pretty much like price 
fixing in ordinary business, with the exception, of course, that, 
if the person is not satisfied with a rate, he has a court to which 
he can appeal. It appears to me that in the very nature of 
things the initiative must be taken by the railroads, except in 
those cases where shippers have proposals to submit, and we 
must bear in mind that, even in many of those cases, the interest 
of the proponent is opposed to that of other shippers in the same 
line of business. 

Then, again, the question of having a conference committee 
made up of one’s competitors appeals to very few shippers. It 
seems to me that what Mr. Childe and others have in mind is 
the adjustment of some particular rate on one particular com- 
modity between particular points rather than a multitude of ad- 
justments covering, or liable to cover, any or every item in the 
classification. We are all prone to suggest things that will suit 
our particular case—in other words, to use our own problem 
as the measuring stick for every one else—and that is where, I 
think, so many of us err. 

There has been a great deal of theorizing about this co- 
operative rate making. Why does not someone suggest a plan 
that is entirely practicable which will meet with the general ap- 
proval of shippers? If such a plan can be devised (and I am 
not saying that it cannot, but I am frank to admit that I do not 
see how it can be done) let us put it up to the railroads and see 
if we can get their cooperation. In the meantime, do not let 
us overlook the fact that we have a very much better plan for 
making rate changes than we ever dreamed of before federal 
administration. 

I find there are a very large number of shippers who do not 
avail themselves of the procedure that has been provided under 
the agreement referred to. I also find that there is a great deal 
of misunderstanding as to how these rate committees function, 
and as to the rights of interested shippers. If there is any- 
thing wrong with the present system, why does not someone 
point out what the trouble is? I realize there have been many 
criticisms of the rate committees, but most of them were not 
justified. 


There are many shippers who are laboring under the mis- 
apprehension that the rates proposed by these rate committees 
are finally determined by them. Others are of the opinion that 
the caliber of the men forming these committees is not of high 
enough type and that the committees should be made of executive 
traffic men; not realizing that a great deal of research work or 
investigation, if you prefer to call it that, must be performed 
before the subject is docketed if it is a proposal of either the 
carriers or the shippers. It is true that some of the men on 
these rate committees have seemed to fret on account of the 
agreement made by the traffic executives, but, considering the 
large number of men necessary to handle the rate structure of 
the country, it is not surprising that we find one here and there 
whose. temperament might be described as not being equable. 
Occasionally there may be one who might properly be described 
as being hardboiled, but I daresay there are shippers’ repre- 
sentatives of the same type, and most of the committees have all 
the work they can possibly handle, and oftentimes more. On 
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the other hand, such a concentration of the rate adjustments 
as Mr. Childe’s plan contemplated would result in having rate 
matters in the hands of those out of touch with the traffic cop. 
ditions and in breaking down the machine by its obvious over. 
load. 

It would be a very nice thing for the industrial traffic map. 
ager if he could be called into conference with railroads when 
they thought a rate change necessary and be able to Say to the 
railroad man: “Now, boys, don’t do this. ‘My people do not want 
to pay you more money and, really, we think you are getting al] 
you are entitled to.” Then if the railroad boys would say: “A}| 
right, Bill, we guess you are right,” that would settle it. As 
I said, it would be a very nice thing, but when the carriers’ agent 
speaks he is bound by good faith and the law, while the shipper 
is still a free agent, not being bound by the act of a volunteer 
representative at large. 

It would also be a splendid proposition, from the shipperg’ 
standpoint, if the carriers would always reduce rates when they 
are instructed to remove discriminations instead of raising them 
as they frequently do. 

I was chairman of the committee that took up Mr. Childe’s 
plan with the traffic executives. I also took it up with the men- 
bers of the committee of which I am now chairman and I did not 
find anyone who thought his plan was practical. The machinery 
was too elaborate, too much time was required of the shippers’ 
representatives and it was not certain by any means that 
shippers’ representatives could be selected that would be entirely 
satisfactory to all shippers. It is very doubtful if the fertilizer 
interests would be satisfied with a steel man settling their rate 
questions and I am quite sure a grain man would not be willing 
to allow a cotton mill representative to pass upon his rate ad- 
justments, and it would be impossible to have committees made 
up of all class of industry. 

It is highly desirable that those who have individual rate 
problems should get together with carriers and endeavor to iron 
them out in conference. This is entirely practicable and, in 
fact, provided for under the rate committee procedure. Further- 
more, there is nothing to prevent any shipper from interesting 
his railroad or railroads in some particular adjustment which he 
thinks is necessary. 

If the present procedure is not what it ought to be, or if 
changes in the procedure would make it more workable, why 
does not someone suggest a change? Iam very sure that if any 
suggestion of that character is made the railroads will. give it 
careful consideration, provided it meets with the general ap- 
proval of shippers. 

By and large, I think we have a pretty good piece of ma- 
chinery and, like our automobiles, if properly used, will give 
mighty good service. On the other hand, if not properly used 
or not in use at all, dissatisfaction is bound to result. In all 
discussions about cooperative rate making, it seems to me, we 
are running after strange gods. By this I do not mean that the 
present rate committees are to receive favorabl comparison with 
the Deity, but, taken as a whole, I think they are a pretty good 
body to stick to until we can find something that we are quite 
sure is much better. 

I wonder how many, who will in all probability criticize 
the views I have expressed, would be willing to go back to the 
pre-war method of rate making, except, of course, those who had 
enough tonnage to dictate the rate structure without ever ap- 
paring in public. 


New York, N. Y., April 30, 1927. W. H. Chandler. 


PRAISE FOR RAILROADS 


Editor The Traffic World: 

It is a privilege and a pleasure to read an article such as 
published on page 1108, April 30 issue of The Traffic World, 
under the caption, “Flood Service Order.” 

A splendid spirit of patriotism is displayed by Mr. Dixon, 
vice-president of the Pennsylvania Railroad Company, in de- 
ciding “free transportation” as the solution in the handling of 
army tents from Philadelphia to St. Louis for distribution among 
Mississippi River flood sufferers, when it was found that the 
government had not enough money in the appropriation for 
such purposes to pay the published rate. 

Both the Pennsylvania and the B. & O. railroad companies 
should be highly commended for the prompt handling of sup- 
plies urgently needed, by passenger train schedules, without 
expense to the government or any other relief organization. 

The Heekin Can Company, 
C. J. Williamson, Traffic Manager. 
Cincinnati, O., May 4, 1927. 


W. & L. E. DIRECTORS’ CASE 
The Commission has set for hearing, May 23, in Washing- 
ton, D. C., before C. V. Burnside, assistant director of the bureau 
of finance, applications of P. E. Crowley, W. S. Hayden, A. H. 
Harris, Newton D. Baker, Daniel Willard, George M. Shriver 
and Walter L. Ross to hold positions of director with the 
Wheeling & Lake Erie. 
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Current Topics 
in Washington 


D. & H.-B. R. & P. Lease Case.—-By conducting a hearing 
on the application of the Delaware and Hudson for permission 
to take a lease on the property of the Buffalo, Rochester and 
Pittsburgh after the option held by the former was supposed 
to have expired, the Commission caused the asking of a good 
many questions. The big question seemed to be as to whether 
the Commission, by holding the hearing, was intending to or 
could imply anything as to the power it might have in instances 
where there was not a clear indication that the company owning 
the property proposed to be taken over by lease was ready to 
give a leasehold estate. No one of recognized standing as an 
authority in matters pertaining to the consolidation of railroads 
or mergers not involving consolidation, in a law sense, so far 
as can be recalled, has even suggested that the Commission has 
power to indicate that, in its opinion, two or more railroads 
should be merged for operating purposes. Its power seems to 
be limited to making plans for consolidations. The statute pro- 
vides for mergers, less than consolidations, on application by 
those desiring such unification. Were there no question about 
the existence of an option under which the Delaware and Hud- 
son could compel the making of a lease on the property of the 
Buffalo, Rochester and Pittsburgh, the Commission approving, 
the necessity for a hearing would be obvious. However, there 
was nothing obvious about any necessity that may have existed 
for the hearing that was held—hence the curoisity as to why 
the Commission held it. A suggestion is that the Commission 
may have gone ahead with the hearing it held because of an 
intimation or allegation that the option had not expired or that 
the Buffalo, Rochester and Pittsburgh was ready to make the 
lease if the Commission approved it, but was unwilling to have 
its hands tied, for an indeterminate time, pending the Com- 
mission’s inquiry into the matter. None of those who thought 
of the case enough to do any speculating could figure out that 
the hearing or even a favorable report by the Commission on 
the application could subject the Buffalo, Rochester and Pitts- 
burgh to any shadow of servitude, obligate the Delaware and 
Hudson, or serve the applicant in any way, unless there was 
some equitable claim the Delaware and Hudson might be think- 
ing of asserting, by way of the courts. Yet the fact that the 
Commission held the hearing was sufficient to suggest that that 
body was not so lacking in duties to perform as to seek work 
on a basis that was not dimly outlined even in a fragmentary 
manner. It is hard to make any matter that has ever been 
brought before the Commission moot, because the Commission 
is not obliged to wait for someone to move before it can start 
its processes. Even if it were admitted that the option were 
dead, it would not vacate the jurisdiction of the Commission 
if it desired to inquire into the desirability, feasibility, or pos- 
sibility of the two roads being merged. That is one reason for 
continued curiosity as to why the Commission decided to go 
forward. It is a fact that, if the Commission approved a lease 
as being in the public interest, the way’ would be made easy 
for the two roads to negotiate another agreement. Whether the 
Baltimore and Ohio would allow the Delaware and Hudson to 
go into Pittsburgh over its rails by reason of a lease it had 
taken on the property of the Buffalo, Rochester and Pittsburgh, 
is a question over which, probably, the courts would have con- 
trol. The arrangement between the B. & O. and the B. R. & 
P. was made before the Commission received power over such 
matters and the question is as to whether the arrangement is 
property which the Buffalo, Rochester and Pittsburgh could con- 
vey by lease. 





Mountainous Routing Instructions.—Attention has been 
drawn by observations in The Traffic World, April 23, p. 1045, 
to the great volume of the routing instructions published by the 
Central Freight Association lines in connection with rates and 
rules made necessary by the Commission’s decision in the Jones 
and Laughlin case, involving rates on iron and steel articles. 
The tariff carrying those rates, rules, and routing instructions 
(Jones’ I. C. C. 1843) consists of 34 pages devoted to rates 
and rules and 484 pages to routing instructions. The query 
has been raised as to whether there was really necessity for 
such a great volume of routing. The Pennsylvania lines, west, 
used up only 17 lines, or one-sixth of a page, with routing in- 
structions for the Pennsylvania Central Freight Association 
lines. That small percentage of the 484 pages used by that 
big C. F. A. carrier was made possible, seemingly, by the fact 
that, in June, 1928, R. H. Smith, chief of the Pennsylvania’s 
tariff bureau, published a routing chart for the Pennsylvania’s 
I. C. C. F-16830. Reference to it seems to be enough to comply 
With the fourth section restrictions carried in connection with 
the Jones and Laughlin rates. Nine railroads, including the 
Baltimore and Ohio, west, used only one page for their routing 
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instructions. The P. C. & Y. and the P. L. & W. used less than 
one page, while the Baltimore and Ohio, east, used 136 pages; 
the B. R. & P., 67; the Wheeling and Lake Erie, 48; the New 
York Central, west, 46; the Bessemer and Lake Erie, 28; Pitts- 
burg and Lake Erie, 26; Western Maryland, 20; Nickel Plate, 
18; Pittsburgh and West Virginia, 15; and the Michigan Cen- 
tral and Wabash, 8 each. Mr. Smith, of the Pennsylvania, is 
of the opinion that, had other carriers published routing charts 
long ago, or even just ahead of the Jones and Laughlin tariffs, 
the rates and the rules could all have been put into a publica- 
tion of 58 instead of 518 pages, the routing chart being also 
available for use in connection with other rate publications. 





Restricting American Dollar Employment.—Addressing the 
Pan American Union on May 2, Secretary Hoover suggested that 
dollars should not be borrowed for balancing a budget or for 
the upkeep of military establishments or for any other work 
of a character that would not result directly in the production 
of things to be sold for profit. He said no nation should or 
permit its citizens to borrow money from foreign countries, “and 
no nation should allow its citizens to loan money to foreign 
countries unless the money is to be devoted to productive enter- 
prise.” That is unusual advice. Foreign trade is usually 
thought to flow from foreign investments, regardless of where 
or how the dollars are invested. If European governments that 
are now balancing their budgets by borrowing, it might be ob- 
served, were to increase taxes, their nationals would have to 
borrow for productive enterprises, so that, in the end, the result. 
would be the same.’ It is suspected that the idea will be widely 
praised, but that it will be hard for Americans to refrain from 
lending their money to nations that were on the allied side in 
the world war, when American banking houses offer foreign 
government bonds to yield seven or eight per cent in compe- 
tition with American bonds, of sound industries, which afford 
less than six per cent. The advertisement of the nations on 
the allied side in the world war produced a profound impression 
on Americans that has not been eradicated, it is believed, by 
the unwillingness of some Europeans to pay even their post 
war debts. Seven and eight per cent now look good in contrast 
with the possibility that thirty years from now, in the next 
European war, some of the winners in 1918 may be losers and 
the investments of Americans in their bonds be no better 
than German pre-war and war bonds. Private property, in war, 
is just about as safe as a mouse in a cat convention, even if 
the law books do talk about the rights of neutrals and of pri- 
vate property in sonorous terms, just as if there were really 
such things. 





The United States of Machinery.—Figures just made public 
by the Department of Commerce seem to show that, while, 
politically, we are the United States of America, socially and 
industrially we constitute the United States of Machinery. The 
figures pertain to the growth of manufacturing in the 24-year 
period, 1899-1923, both inclusive. In that period the quantity or 
physical volume of goods produced increased 163 per cent, the 
value added by manufacture, 440 per cent by reason of the 
great increase in price, the average number of men employed 
88 per cent, and the increase in primary horsepower, 230 per 
cent. Stated in another way, the picture presented is this: 
Where, in 1899, 100 men produced 100 articles, in 1923, 188 
men produced 263 articles; where, in 1899, those 100 men had 
100 primary horsepower at their disposal, the 188 men, in 1923, 
had 230 horsepower to help them perform their tasks. Provi- 
sional figures for 1925 show that the quantity of goods by that 
time had increased 175 per cent. Another fact shown by the 
figures is that the big increases have taken place in the indus- 
tries making goods used primarily for recreation and diversion 
or that have brought about radical changes in the manner of 
living, as, for instance, automobiles, phonographs, electrical ap- 
pliances, silk goods, and cigarettes. Other industries that show 
increases greater than the average are those that provide the 
means for the mechanization of industries and factory-made 
articles—that is, plum pudding, formerly made at home, now 
made in factories, and industries making machines used in the 
making of plum puddings, strawberry preserves, sauer kraut, 
women’s and children’s clothing, not to mention bookkeeping 
machines, adding machines, and other aids whereby the ordinary 
man is made just as good a hand on a set of books as the best 
mathematician of fifty years ago. 





Studying First Causes of Petroleum.—Having created the 
Frankenstein pictured in the data pertaining to manufacturing, 
we Americans must now be paying scientists to examine the 
mud in the bottom of shallow parts of the ocean with a view 
to discovering the first causes of the occurrence of petroleum. 
The machines must be kept running, even if geologists such as 
George Otis Smith and the members of his Geological Survey 
staff are frequently suggesting the near end of the era of pe- 
troleum from wells. At a meeting of the oceanography section 
of the American Geophysical Union last week, Parker D. Trask 
reported on the progress of work in the brackish waters of 

































































































Pamlico Sound, on the Carolina coast, and the Channell Islands 
near Los Angeles. Trask is a research associate of the Ameri- 
can Petroleum Association. For more than a year, it was re- 
vealed, scientific chaps have been examining the mud of those 
bodies of water (sediment, they call it) with a view to deter- 
mining the marine animals and conditions that cause the forma- 
tion of the vile smelling crude petroleum. The search of,the 
mud of the shallow waters was caused by the fact that every 
well-known source of oil is found in land that was once covered 
by water. In the older oil fields the land was once covered 
by the waters of the great lakes. In the Texas and Louisiana 
coastal fields, the waters of the Gulf of Mexico were the cover- 
ing agent. Whether the mid-continent field was part of the 
great lakes body of water or of the gulf it is useless to specu- 
late. The California fields, of course, were once covered by 
the Pacific Ocean. The idea of the research committee for 
which Mr. Trask was speaking is that, if the mud will yield 
some of the secrets it will be easier hereafter to find new pools 
of oil through examination of the suface criteria. The scientists 
have found oil in the mud, the largest yield being 2.7 gallons 
to a ton of sediment, of no commercial importance, but helpful 
in the search for facts that may be of significance in the hunt 
for new pools. 


Regulation of Communication Agencies.—Senator Watson, of 
Indiana, chairman of the Senate committee on interstate com- 
merce, according to his own declaration, is framing a bill cre- 
ating a Communications Commission to have jurisdiction over 
radio companies and radio broadcasting, telegraph and tele- 
phone companies. Thereby it now looks as if he might create 
something of a commotion among state utility commissioners. 
At present the Interstate Commerce Commission is not devoting 
much attention to the wire companies, probably because there 
are few complaints about their service between the states. 
John E. Benton, general solicitor for the National Association 
of Railroad and Utilities Commissioners, in a bulletin to the 
members of that association, expresses the opinion that the 
most important part of that bill, from a practical point of view, 
would seem to be the proposal to transfer regulatory power over 
the wire companies from the Interstate Commerce Commission 
to the Communications Commission. After calling attention to 
the fact that the Interstate Commerce Commission is much en- 
grossed with railroad regulation and seems disposed not to enter 
actively into the field of telephone regulation, Mr. Benton sug- 
gests that, if a new commission were created, with no duties 
other than the regulation of companies transmitting communi- 
cations, the present quiet situation might come to be widely 
different. He said that, notwithstanding the small proportion 
of telephone business primarily subject to federal jurisdiction, 
the broad powers that might be exercised under paragraphs 3 
and 4 of section 13 of the interstate commerce act might be 
found to suffice to enable a federal commission, desiring to be 
active, to assume the same measure of final authority respecting 
intrastate telephone rates as the Interstate Commerce Commis- 
sion now exercises respecting the like rates of rail carriers. 
“It is quite possible,” he said, “as a matter of law, for the tail 
to wag the dog, since wherever the federal power exists, it 
dominates.”—A. E. H. 


MARCH RAIL EARNINGS 


The net railway operating income of the Class I railroads 
in March amounted to $94,948,235, which for that month was 
at the annual rate of return of five per cent on their property 
investment, according to reports filed by the carriers with the 
Bureau of Railway Economics, which says: 


In March, 1926, their net railway operating income was $94,- 
657,590, or 5.13 per cent on their property investment. 

Property invesmtent is the value of road and equpiment as 
shown by the books of the railways, including materials, sup- 
plies and cash. The net railway operating income is what is left 
after the payment of operating expenses, taxes and equipment 
rentals but before interest and other fixed charges are paid. 

This compilation as to earnings in March is based on reports 
-—_ 184 Class I railroads representing a total mileage of 238,263 
miles. 

Gross operating revenues for the month of March amounted 
to $531,056,379, compared with $531,464,114 in March, 1926, or a 
decrease of one-tenth of one per cent. Operating expenses in 
March totaled $395,423,299, compared with $379,132,362 in the same 
month in 1926, or a decrease of four-tenths of one per cent. 

Class I railroads in March paid $31,079,004 in taxes, a decrease 
of $115,030, or four-tenths of one per cent under the same month 
in 1926. This brought the total tax bill of the Class I railroads 
for the first three months in 192T to $89,114,767, an increase of 
$945,085, or 1.1 per cent above the corresponding period in 1926. 

Twenty-one Class I railroads operated at a loss in March, 
of which nine were in the Eastern district, two in the Southern 
and ten in the Western district. 

Class I railroads for the first three months in 1927 had a net 
railway operating income amounting to $226,601,544, which was 
at the annual rate of return of 4.73 per cent on their property 
investment. During the corresponding period of the preceding 
year, their net railway operating income amounted to $223,945,445, 
or 4.80 per cent on their property investment. 

Gross operating revenues for the first three months in 1927 
amounted to $1,487,318,468, compared with $1,474,252,803 during the 
corresponding period in 1926, or an increase of nine-tenths of one 
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per cent. Operating expenses for the first three months’ periog 
of 1927 totaled $1,144,585,586, compared with $1,137,421,187 during 
the corresponding period the year before, or a increase of sgix- 
tenths of one per cent. 

Net railway operating income by districts for the first three 
months, with the percentage of return based on property invesgt- 
ment on an annual basis, follows: 


, Per Cent 
Mew Wieland, TEGO .oc.cciccccecseccssiens $ 8,926,684 6.23 
CUGRE TGS TUN 6 65 voce ccsececescwes 37,155,428 5.00 
Central Maastern Hegion.......ccccccccecesas 51,304,885 5.58 
ee eee 19,705,686 8.71 
TWOCel Mastern DIMlrict «oc csccccccweses 117,092,683 5.76 
Total Seutherm Histrict ..ccccccccccscs 35,845,136 4.53 
WOTERWERCErR TIGMION. oc cccccccvccsciees 10,783,336 1.86 
Central Western Region «2... .cccccccccese 40,627,376 4.46 
BOUL WESCOEE TLOGION boc ccsccvecceccsce 22,253,013 4.67 
Total Western District ..ccccescccces 73,663,725 3.74 
WI BE hiv iin oo io wssledeineinsiccwe mone $226,601,544 4.73 


Because of the fact that railway business and earnings fiuc- 
tuate from year to year, only the showing of results over a periog 
of years can indicate the real trend of railway returns. The rate 
of return on property investment for the five years ending with 
the month of March, 1927, has averaged 4.53 per cent. 

Eastern District 

Class I railroads in the Eastern district for the first three 
months in 1927 had a net railway operating income of $117,092,683 
which was at the annual rate of return of 5.76 per cent on their 
property investment. For the same period in 1926 their net rajl- 
way operating income was $109,034,699, or 5.52 per cent on their 
property investment. Gross operating revenues of the Class I 
railroads for the first three months in 1927 totaled $752,775,020, 
an increase of 2.6 per cent over the corresponding period the year 
before, while operating expenses totaled $582,413,021, an increase 
of 1.3 per cent over the same period in 1926. 

Class I railroads in the Eastern district for the month of 
March had a net railway operating income of $50,975,665, com- 
pared with 50,290,483 in March, 1926. 


Southern District 


Class I railroads in the Southern district for the first three 
months in 1927 had a net railway operating income of $35,845,136, 
which was at the annual rate of return of 4.52 per cent on their 
property investment. For the same period in 1926 the net railway 
operating income amounted to $44,198,613, which was at the an- 
nual rate of return of 5.87 per cent. Gross operating revenues 
of the Class I railroads in the Southern district for the first three 
months in 1927 amounted to $209,128,840, a decrease of 8.6 per cent 
under the same period the year before, while operating expenses 
totaled 157,971,850, a decrease of 4.6 per cent. 

The net railway operating income of the Class I railroads in 
the Southern district in March amounted to $14,234,443, while in 
the same month in 1926 it was $17,484,838. 

Western District 


Class I railroads in the Western district for the first three 
months in 1927 had a net railway operating income of $73,663,726, 
which was at the annual rate of return of 3.74 per cent on their 
property investment. For the first three months in 1926, the rail- 
roads in that district had a net railway operating income of 
$70,712,133, which was at the annual rate of return of 3.66 per 
cent on their property investment. Gross operating revenues of 
the Class I railroads in the Western district for the first three 
months this year amounted to 525,414,608, an increase of 2.6 per 
cent over the same period last year, while operating expenses 
totaled $404,200,715, an increase of 1.8 per cent, compared with 
the first three months the year before. 

For the month of March, the net railway operating income 
of the Class I railroads in the Western district amounted to $29,- 
738,127. The net railway operating income of the same roads in 
March, 1926, totaled $26,882,269. 


CLASS I RAILROADS—UNITED STATES 
Month of March 


Total operating revenues............ $531,056,379 $531,464,114 
Total operating expenses ........... 395,423,299 397,132,362 
NE. 5 oo cara one oe ace rate oss Maeno mares 31,079,004 31,194,034 
Net railway operating income........ 94,948,235 94,657,590 
Operating ratio—per cent............ 74.46 74.72 
Rate of return on property invest- 

WHONRE—-PEPr COME. 6.oi6.ccccicccce cee pens esses 5.00 5.13 

Three Months, Ended March 31 

Total operating revenues.......... $1,487,318,468 $1,474,252,803 
Total operating expenses .......... 1,144,585,586 1,137,421,187 
SUMOM oc crecis oreacean ao ciectsisiane « 89,114,767 88,169,682 
Net railway operating income...... 226,601,544 223,945,445 
Operating ratio—per cent............... 76.96 77.15 
Rate of return on property invest- 

WIOHU—EP CORE oo. s 6% cise crvneneevews 4.73 4.80 


HOCH-SMITH IRON AND STEEL 


The Commission has set No. 17000, Rate Structure Investi- 
gation, Part 6, Iron and Steel, for hearing at Atlantic City, 
Blenheim Hotel, June 15, before Commissioner Campbell and 
Examiners Faul and Bardwell. The formal and investigation 
and suspension docket cases involved in the iron and steel part 
of the Hoch-Smith investigation, on which testimony will be 
taken at that time, in addition to that which may be given in 
the general inquiry, are: 


Nos. 17878, Rates on Iron and Steel Articles in Carloads within 
state of Ohio; 18547, the Cleveland Chamber of Commerce vs. A. T. 
& S. F. et al.; 18548, Jones and Laughlin Steel Corp. vs. A. & E. 
et al., 18627, Cumberland Steel Co., vs. B. O. et al., 18667, the 
American Rolling Mill Co. vs. P. R. R. et al., 18688, Inland Steel Co. 
et al. vs. A. C. & Y. et al., 18951, the Detroit Board of Commerce 
vs. A. & E. et al., 19023, Kalamazoo Chamber of Commerce vs. A: 
& E. et al., 19036, Lansing Chamber of Commerce vs. A. & E. et al. 
19066, the Motor Wheel Corp. vs. A. & E., 19085, Elmira Steel Co., 
Inc., vs. L. V. et al., 19134, the Natl. Supply Co. et al. vs. N. Y. C. 
et al., 19428, the Kawneer Co. vs. B. & O. et al., 19498, Barry Mfg. 
Co. et al. vs. A. & E. et al., I. & S. 2890, Iron and Steel Articles, 
carloads, between points in New England territory; I. & S. 2896, 
Iron and Steel Articles from Cleveland, O., to Dunkirk, N. Y.; 19400, 
Keystone Steel & Wire Co. vs. C. & A. et al.; 19531, Keytsone Steel 
& Wire Co. vs. B. & O. et al. 
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Decisions of Interstate Commerce Commission . 


WIRE PRODUCTS MIXING RULE 


The Commission, by division 3, in I. and S. No. 2816, Iron 
and Steel Articles in Mixed Carloads between Shreveport, La., 
and Points in Texas, mimeographed, has found justified the 
proposed mixing rule under which wire products move in mixed 
carloads with merchant iron, at commodity rates, between 
Shreveport and points in Texas, and between points in Texas in 
interstate traffic, changed so as to include staples and woven wire 
among the wire products and restrict the weight of the wire 
products in the mixture to 50 per cent of the carload weight. 

At present the mixing rule allows an unrestricted mixture 
of wire and nails with such iron and steel articles as are com- 
monly known in the trade as merchant iron. The proposed rule, 
the report says, limits the weight of the nails, stables, wire 
and/or woven wire to not more than half of the weight of the 
entire carload, for movement on the merchant iron rates which 
are lower than the rates on wire products. Under the new rule 


. a mixture in which the wire products exceed 50 per cent of the 


weight of the entire car, the car will be taken at the rate ap- 
plicable on wire products, in straight carloads. The protestants 
contended that if the rates on the so-called wire products were 
on the proper basis there would be no necessity for a limitation 
on the amount thereof that might be included in a mixture. 

The carriers proposed the limit in respect of interstate traffic 
so as to bring it into harmony, as they said, with the rule pre- 
scribed by the Texas commission on intrastate traffic. They pro- 
posed changes in the intrastate adjustment, in some respects, so 
there was a joint state and federal hearing on the subject. 
Protestants, the report said, strongly opposed the application of 
distance rates, as proposed to wire products because it would 
disrupt the present grouping and equalization of Texas ports. 

The proposed revision of the rule, the report said, would 
result, in the event the limit of wire products was exceeded, in 
increased rates on shipments moving less than 326 miles in 
single-line hauls, or 251 miles in joint-line hauls. Beginning at 
326 miles on single-line and 251 miles on joint-line hauls, the 
rates on merchant iron and wire products are the same up to and 
including 350 miles for single-line or 300 miles for joint-line 
hauls. For longer hauls the merchant iron rates are higher than 
the wire products rates. 

In disposing of the case, the Commission said that quantity 
or percentage restrictions in carload mixtures were not new and 
that in Memphis-Southwestern Investigation, 102 I. C. C 227. 
it had prescribed a mixing rule for mixtures of cottonseed meal 
and cottonseed hulls based on quantity. 


LUMBER TRANSIT RESTRICTIONS 


The Commission, by division 2, in I. and S. No. 2810, Transit 
Privileges on lumber from North Pacific Coast, Eastbound, 
Transcontinental, mimeographed, has found justified the pro- 
posed cancellation of the restrictions as to transit arrangements, 
on lumber and lumber products, from north Pacific coast points 
to eastern destinations. It has vacated the order of suspension 
and discontinued the proceeding. 

The suspended schedules proposed to cancel exceptions to 
the rule authorizing milling or manufacturing in transit ar- 
rangements on lumber and articles taking lumber rates, from 
north Pacific coast territory to destinations in Western Trunk 
Line, Southwestern, Central and Eastern Trunk Line territories. 
The suspension was made upon protest of the Western Pine 
Manufacturing Co. and the Crowley Co., of Spokane, Wash. 

If the proposed cancellation were permitted, said the report, 
the transit schedule of the lines originating the traffic in the 
north coast territory would remain in effect. It restricts transit 
and provides transit charges based on the distances the transit 
material moves to the transit point, no transit being allowed on 
material hauled more than 250 miles from point of origin. But 
the cancellations proposed, the report said, would open the way 
to permit Western Trunk Line carriers, for example, to publish 
arrangements on this traffic in their territory. The restrictions 
of the originating carriers, with exceptions, do not permit such 
transit now, on Western Trunk Line rails. Western Trunk Line 
territory railroads, the report says, provide at certain points, 
without regard to distance from origin, for storing, sorting, 
splitting, barking, planing, or dressing, resorting or reshipping, 
but do not provide for otherwise manufacturing, which, the 
report said, was of special interest to the parties represented 
in this proceeding. 

A witness for the respondents testified, the report said, that 
for a long time there had been an inconsistency between the 
rules of the transcontinental lumber tariffs and those applicable 
east of Chicago as to the application of transit arrangements. 


The report said that the transit restrictions of the origin lines 
of the north Pacific coast territory limited the transit territory, 
while the Western Trunk Line carriers provided for the transit 
operations hereinbefore mentioned. 

It was asserted in behalf of the proposed cancellation that 
no increases and, in fact, no reductions, would be created, but 
that all points would be put on a uniform basis subject to the 
individual transit tariffs of lines performing the transit service. 

The respondent carriers also said there had been conflict 
between the transit restrictions under consideration and the 
transit arrangements of the Central and Eastern Trunk Line Car- 
riers. They also pointed out that the California lines, in Decem- 
ber, 1925, had amended their transit tariffs by adding “manu- 
facturing, milling, etc.,” to the list of transit practices which 
would be permitted under the tariffs of individual lines. 

Protestants in the northwest, said the report, insisted that 
the tariffs should not be opened so that a transit arrangement 
could be established at points distant from the source of the 
raw material, as much of the lumber was of low grade from 
which a great amount of material had to be cut before being 
made into mill work. Therefore, they said, it would be an 
economic loss to haul the rough lumber great distances from the 
sources of production. It was stated that the mills at the Missis- 
sippi River and in Wisconsin that manufactured doors, sash and 
frames bought a higher grade of lumber than was generally 
used by protestants and that the waste material was not so great. 

In closing its discussion of the proposal, the Commission 
said the record failed to disclose that any increases would result 
from the schedules. It said that the protest was mainly lodged 
against the way being opened to permit eastern competitors to 
apply to carriers for a transit arrangement. The record, the 
report said, did not disclose that any undue prejudice would 
result from the proposed schedules. It said that if other transit 
schedules were later filed by individual carriers parties to the 
transcontinental tariffs, which might result in undue prejudice, 
protestant’s interest might be amply protected by filing protests 
or making the issue the subject of formal complaint. 


PIG IRON RATE REVISION 


Approved, with exceptions, by the Commission (division 3), 
in its mimeographed report on I. and S. No. 2788, of the revision 
proposed by the carriers, of their rates on pig iron in Central 
territory (See Traffic World, April 30), léaves those rates on 
the basis they have been on for thirty-five years. Rates, ac- 
cording to the report, written by Commissioner Campbell, have 
been based upon competitive and commercial conditions. Rela- 
tionships have been the important consideration. That was the 
big point in the case created by the schedules filed by the 
carriers, after many conferences with shippers and after several 
public hearings, to have become effective November 1, 1926. 
The suspended schedules, the effective date of which was post- 
poned until May 31, 1927, represented the effort of the carriers 
to compose an agitated situation, in respect of rates on pig iron 
caused by rate changes made by carriers at the earnest solicita- 
tion and pressure of consignors and consignees, and the orders 
of state commissions in Ohio, Indiana, Pennsylvania and 
Michigan. 

At the request of the Ohio and Indiana commissions a 
joint hearing was had in December, 1926, at which testimony 
was received concerning both state and interstate rates. Repre- 
sentatives of the Pennsylvania and Michigan commissions also 
sat at the hearing, but the intrastate proceedings, resulting from 
the suspension, by the Ohio and Indiana commissions, of pro- 
posed increased rates were not heard jointly with the federal 
case. Commissioner Campbell said that intrastate rates involved 
in the state proceedings were not directly involved in this 
proceeding. 

With some exceptions, Commissioner Campbell said, the rates 
under consideration were those established prior to 1913, modi- 
fied by the general increases and reduction. The exceptions, he 
said, were the result of minor readjustments, and the individuai 
action of some of the carriers which departed from the general 
basis. 

This revision had its beginning in 1923, when, according to the 
report, the carriers received a request for reduced rates on pig 
iron from Toledo, O., to destinations in western Ohio and 
Indiana in order to bring those rates into line with rates from 
competitive points, distance being largely a factor on which 
reductions were requested. In 1924, producers in Cleveland 
asked for reductions to several destinations in Central territory, 
particularly to Indiana points of consumption, to put them on 
a better footing in respect of competitors in the Pittsburgh and 
Mahoning and Chenango valley districts, Toledo and southern 
producing points. These, and other reauests were granted, the 
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result being a stirring up of dissatisfaction among the railroads 
and the creation of a condition akin to a rate war. Reductions 
were made over some lines and not over others. The dis- 
satisfaetion among the carriers was also spread among the 
producers and consumers. 

Conferences and hearings resulted in agreement on many 
points, but insoluble disagreements as to others. The carriers 
then made up the schedules which were suspended. The pro- 
posals were for both increases and reductions. At the hearings 
the shippers said they were not asking for changes that would 
result in the reduction of carrier revenues, and in presenting 
their proposals the carriers said they were proposing adjust- 
ments that would cause a reduceion in their revenues of more 
than 10 per cent in comparison with 1922 rates. They con- 
tended that the proposed rates would satisfy, as narly as 
practicable, the applications for realignments and adjustments 
between different points in Central territory. The proposed 
rates preserved the origin and destination groups that had 
existed for many years. The railroads admitted the rates, gen- 
erally, were higher than in [Illinois territory, but they said the 
Illinois rates were on a depressed basis on account of acute 
competition between the carriers and unusual pressure from con- 
signors and consignees and could not, therefore, be considered a 
proper measure for rates in Central territory. 

Subnormal!l intrastate rates, the railroad witnesses said, were 
used as arguments for concessions by the carriers in respect of 
interstate rates. Rates ordered by the Pennsylvania, Ohio and 
Michigan commissions were cited to illustrate the point, particu- 
larly a rate of $1.39 per long ton, from Sharpsville to Grove City 
and Meadville, Pa.; one of $1.26 from Youngstown to Canton, O., 
and one of $2.70 from Detroit to Holland, Mich. That rate is in 
effect via the Pere Marquette, rates over other routes being $2.90 
and $3.02. : 

The report said the matter of rates mentioned in the pre- 
ceding paragraph, in Ohio and Pennsylvania, would be left to 
the Ohio and Pennsylvania commissions. 

As to the rate between Detroit and Cleveland, the Commis- 
sion said it would expect the respondents to publish a rate of 
$2.75 between those points over all lines now publishing a rate 
of $3.02. Under the proposed adjustment the rate from Detroit 
to Cleveland would be $2.75 over all lines. In the opposite direc- 
tion the rate would be $3.02 over all routes, except the Wheeling 
& Lake Erie, which proposed a rate of $2.75. 


The Commission found that a proposed rate of $2.15 from 
the Chicago district to St. Joseph, Benton Harbor and Bridgman, 
Mich., would be unduly preferential of Michigan City, Ind., to 
which a rate of $1.40 was proposed. It directed the cancellation 
of that rate, which would leave in effect a rate of $1.89. 


As to revised rates from Jackson, O., in comparison with 
unrevised rates from Keokuk, Ia., to destinations in Central 
territory, the Commission said it would not withhold its ap- 
proval of the proposed rates from Jackson, but that it would 
expect the respondents participating in the traffic from southern 
Ohio points to make reductions in the rates from Keokuk which 
would more nearly reflect the relationships in the present rates. 

A proposed rate of $2.40, from Chicago to Goshen, North 
Manchester, Wabash and Huntington, Ind., was condemned as 
unduly prejudicial against Toledo and unduly preferential of 
Chicago and was ordered cancelled. 

The Commission also condemned a proposed increase in the 
rate from Toledo, O., to Logansport, Ind., from $2.65 to $2.90, 
proposed to be brought about by removing Logansport from the 
group in which it is now located, and ordered it cancelled. 

The report said the Commission could not find that the 
grouping of Dayton, O., with Troy and Springfield, O., on traffic 
from Detroit and not from Toledo, would be unjustly dis- 
criminatory against interstate commerce. It pointed out that 
the haul from Toledo to the Ohio points was intrastate. The 
Commission left that, and other intrastate situation, to the 
state commissions. 

In disposing of the case the Commission said: 


Rates on pig iron between petete in central territory are not 
constructed upon any scientific basis. They have been established 
from time _to time to keep pace with the growth of the pig-iron 
industry. With few exceptions the carriers, producers, and consumers 
uphold the propriety of maintaining rates on pig iron with primary 
regard for commercial and competitive conditions, and contend that 
satisfactory relationships between the respective shipping points is 
more important than the level of the rates. The great majority 
of Pa are opposed to the application of any distance scale 
and expressed their belief that ae rates in central territory 
could not be adjusted satisfactorily upon either a strictly distance 
basis or a fixed percentage of sixth class. The only producer who 
advocated a distance scale stated that such a scale would be disas- 
trous to his own company if it had to market a surplus production 
of pig iron from one of its plants. It is admitted by some protestants 
that under the proposed rates respondents’ revenues on this com- 
modity will be approximately 10.2 per cent less than under the rates 
effective on July 1, 1922. Generally a readjustment of such wide 
care as the one here before us requires justification by rate com- 
parisons or cost studies, and ordinarily such meager evidence in 
that respect as that adduced by respondents upon this record would 
incline us to find the entire adjustment without adequate justification. 
However, as stated, a are primarily interested in rate re- 
lationships, and we have been offered little evidence bearing upon 
the reasonableness per se of the proposed rates. We are convinced 
that the proposed adjustment, while not all that might be desired, 
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is an improvement over that now existing. Our aproval thereof, with 
the exceptions hereinbefore noted, is without prejudice to different 
conclusions which may be reached in other proceedings both upon 
the level and the relationships of these rates. 

We find, except where contrary conclusions appear in this re. 
port, that the proposed schedules have been justified. An appropriate 
order will be entered, and the proceeding discontinued. 


TRANSIT ON MIXED FEED 


A finding of justification as to proposed restricted transit 
arrangement to be applied at Nashville, Tenn., on blackstrap. 
molasses content of shipments of mixed feed has been made by 
the Commission in a mimeographed report by division 3 jp 
I. and S. No. 2845, transit on mixed feed at Nashville, Tenn, 
The order of suspension was vacated as of May 14 and the 
proceeding was discontinued. 

The Louisville & Nashville proposed certain restrictions of 
its recently established transit arrangements applying at Nash- 
ville on interstate shipments of mixed feed. J. H. Wilkes & 
Company, manufacturer of feed at Nashville, and the Jackson- 
ville (Fla.) Traffic Bureau made protests. 

The Commission said blackstrap molasses was shipped from 
New Orleans, La., Mobile, Ala., and Pensacola, Fla., to Nashville, 
and there used in the manufacture of feeds distributed to vari- 
ous southeastern destinations. Under respondent’s present 
transit arrangement through rates from the west are applied 
on the weight of grain-product ingredients in the feed, and the 
through rate on feeds from New Orleans, Mobile, or Pensacola 
to final destination is applied on the weight of the molasses 
in the feed, regardless of any out-of-line or back hauls. The 
report said respondent sought to modify the arrangement in 
several respects, but that protest was made only against that 
which would cancel the present arrangement on traffic to Florida 
destinations, leaving in effect the local rate to Nashville on 
the blackstrap and the mixed-feed rate beyond on the weight 
added to the mixture by the use of the molasses. 

The Commission concluded that the record Contained no 
evidence that the proposed restricted transit arrangement would 
be unduly prejudicial to Jacksonville or Florida interests and 
said it was not clear that any undue prejudice to Nashville 
would result if the suspended schedules became operative. 


DRUG AND MEDICINE RATES 


The Commission, by division 3, in No. 17723, Dr. Miles 
Medical Company vs. Baltimore & Ohio et al., mimeographed, 
upon reconsideration, has found that class rates charged on 
drugs and medicines, in carloads, from Elkhart, Ind., to New 
York and Philadelphia, between June 15, 1925, and July 14, 
1926, were the applicable rates but that they were unreasonable 
to the extent they exceeded the commodity rates contem- 
poraneously applicable from Kalamazoo, Mich., to the same des- 
tination, subject to rule 77, and awarded reparation to that 
basis. In the original report, 118 I. C. C. 33, the Commission 
found that the third-class rates from Elkhart to New York and 
Philadelphia were not unreasonable or otherwise unlawful but 
were applicable in a specified period and inapplicable in another 
period. It directed the refund of overcharges and dismissed 
the complaint. The complainant asked for a reversal of the 
finding that the rates charged from June 15, 1925, to the date 
of the hearing, January 25, 1926, were the applicable rates and 
that such rates were not unreasonable or otherwise unlawful. 
July 15, 1926, the report said, the carriers established a com- 
modity rate of 71 cents, which it said, was satisfactory to the 
complainant. 

At the reconsideration, the report said, it developed, for the 
first time, that the tariffs carrying a rate of 70 cents from 
Kalamazoo to New York and Philadelphia, between June 15, 
1925, and July 14, 1926, published a rule in conformity with 
rule 77 of Tariff Circular 18-A. It said that the Commission 
had consistently found that the publication of such a rule was 
tantamount to an admission that the higher rate from the inter- 
mediate point from which no specific commodity rate was pub- 
lished was unreasonable, hence the reversal, in part, of the 
original finding. 


FURNITURE EXCEPTIONS CASE 


The Commission, by division 4, has dismissed No. 17954, 
Lammert Furniture Company vs. Southern et al., mimeographed, 
finding the rates that were charged on carload shipments of 
furniture, from Jasper, Ind., to St. Louis, Mo., between Septem- 
ber 11, 1920, and March 3, 1925, were applicable. The com: 
plaint was that they were inapplicable. The question was as to 
the force of a restriction on rates, the restriction being carried 
in one tariff and the rates in another. The Commission said 
that when a tariff referred to another tariff for rules or appli- 
cation, the tariff referred to, in effect, became a part of the 
tariff making such reference, and any restrictions which were 
part of the tariff referred to were thereby included in the tariff 
making the reference, unless the latter tariff clearly and speci- 
fically provided otherwise. The complainant contended the re- 
striction was effective only in connection with rates actually 
contained in the tariff containing the restriction. The Com- 
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mission said that Jones’ I. C. C. No. 1592 provided that Jasper 
take the Louisville, Ky., rates only with respect to shipments 
to Cairo, Gale and Thebes, Ill., and points taking the same 
rates, St. Louis not being such a point. 


L. C. L. SADDLE RATINGS 


An order of dismissal has been made in No. 17600, Troxel 
Manufacturing Company vs. Baltimore & Ohio et al., mimeo- 
graphed, the Commission, by division 4, finding the first class 
rating on saddles, less-than-carloads, of the sort used on bicy- 
cles, not unreasonable. First class is applied in each of the 
three classification territories. The complainant asked for Rule 
95 in Official and second class in Western and Southern terri- 
tories, on shipments from Elyria, O. 


LUMBER INCREASES FORBIDDEN 


The Commission, by division 3, in I. and S. No. 2833, Forest 
Products from Decatur, Ala., and Related Points on the L. & 
N. to Nashville, Tenn., mimeographed, has found not justified 
a proposal to increase the rates on forest products, from De- 
catur, Ala., and related points, to Nashville, Tenn. The present 
rate on common woods is 11.5 cents and on walnut, cherry and 
cedar, it is 13.5 cents. The proposal was to make the rates 14 
cents on both kinds. Thereby they would become the same as 
the rate from Florence and Sheffield, Ala., to Nashville. The 
report said the principal movement appeared to be from De- 
eatur. A shipper from the higher rated points called attention 
to the difference in the rates. On examining the facts put into 
the record by the Traffic Bureau of Nashville, Muscle Shoals 
Trafic Bureau and Decatur Chamber of Commerce, the Com- 
mission found that the proposed rate of 14 cents would be out 
of line with rates it itself had prescribed for the distance in- 
volved, 120 miles. In Northeast Mississippi Traffic Bureau vs. 
M. & O., 104 I. C. C. 15, it found it had prescribed 14 cents for 
joint line-hauls of 137 and 138 miles but that in the Meridian 
Rate Case, 66 I. C. C. 179, it had prescribed a rate for 120 miles, 
single-line, on lumber in that same general territory, the present 
equivalent, for 120 miles, of which would be 12 cents. It said 
the 14-cent rate would have created unauthorized fourth section 
departures. It also said it was not shown whether the present 
fourth section departure resulting from the 13.5 cent rate on 
the woods of value, to Nashville, was protected. 


SCRAP IRON RATES 


The Commission, by division 1, has dismissed No. 18085 
Hyman-Michaels Co. vs. Norfolk & Western et al., mimeographed, 
finding that rates on iron and steel articles, from Norfolk and 
Port Norfolk, Va., to Newark, N. J., and McKee’s Rocks, Pa., 
were applicable to shipments of rivets, grab rods, handles, 
stanchion heads, davits, hooks, pads, pad eyes and other articles 
of iron and steel generally used in ship construction, made in 
1923. The stuff was bought from a governmental agency created 
to dispose of this and other surplus material constituting a part 
of the stock on hand at navy yards after the end of the war. 
The question was as to whether the rates on scrap iron were 
applicable. The complainant contended that they were because 
the articles had no commercial value except for remelting and 
that they actually were remelted. The Commission, however, 
adhered to the letter of the tariff rule defining scrap, namely, 
that the articles, to be entitled to the scrap rates, must be broken 
into fragments and not shipped in their original form for the 
reasons set forth in Alaska Junk Co. vs. S. P. & &S., 98 I. C. C. 
551, and other cases. 


RATES ON HAY 

The Commission, by division 4, in No. 18168, C. F. Arnold 
& Co. vs. Southern et al., mimeographed, has found that a car- 
load of hay, from Manhattan, Kans., shipped in November, 1922, 
to Birmingham, Ala., and reconsingned to Jasper, Ala., was over- 
charged and has awarded reparation. The question was as to 
how the proper combination was to be made on a shipment 
which was refused at Birmingham, after inspection. A combi- 
nation of 83.5 cents was assessed. At the time of the movement 
there was a combination of 64.5 cents from Manhattan to Jasper, 
composed of a rate of 37.5 cents to Memphis and a class D rate 
of 27 cents to Jasper, which the complainant contended was ap- 
Plicabe. The defendants contended that the proper combina- 
tion was 75.5 cents, which is what the Commission found was 
applicable. There was no restriction on the routing under the 
27 cent factor from Memphis to Jasper. The report said the 
complainant’s contention, that that factor was applicable, was 
undoubtedly based upon previous cases in which the Commission 
had stated that if the carriers intended to restrict the applica- 
tion of a rate they should do so by using clear and unequivocal 
language and that unless the routing was restricted the rate 
applied over the lines of all carriers parties to the tariff via “all 

reasonably available routes.” 
In this case the Commission said that the contention that 
the 27-cent factor was applicable through Jasper to Birming- 
and back to Jasper because not restricted as to routing, 
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was founded upon an unreasonable construction of the tariff. 
Manifestly, it said, a rate from one point to another did not 
contemplate movement beyond the destination and back again. 


FINISHED WALL PAPER RATES 


The Commission, by division 4, has dismissed No. 18123, 
Tex-Mex Jobbing House vs. Lehigh Valley et al., mimeographed, 
findings rates on finished wall paper, carloads, from Niagara Falls, 
N. Y., to Dallas, Tex., not unreasonable. The report also covers 
a sub-number, Campbell Store vs New York Central et al. A 
combination rail-water-rail rate of 149 cents was collected on 
two carloads. The complainants, in their statement of facts, 
the complaint having been tried under the shortened procedure 
method, claimed the rate was unreasonable to the extent it 
exceeded 90 cents. The dismissal was based on the Commis- 
sion’s decision in Pan American Wall Paper and Paint Co. vs. 
C.R. I. & P., 122 1. C. C. 838. 

Commissioner Eastman dissented He said he did not agree 
with the decision in the case made controlling in this one. For 
similar reasons, he said, he did not agree with this decision. 


AUTOMATIC TRAIN CONTROL 

The Commission, in No. 13418, Sub. No. 31, mimeographed, 
after inspection and test, has found an installation of an auto- 
matic train-stop device by the General Railway Signal Co., on 
the first district of the Cincinnati, New Orleans & Texas Pacific, 
to meet the requirements of its specifications and order. There- 
fore it has approved the installation, with exceptions, and has 
prescribed requirements in respect of apparatus and operations 
with which the carrier is expected promptly to comply. 


AUTOMATIC TRAIN CONTROL 


The Commission, by division 1, In No. 13413 (sub. No. 30), 
mimeographed, after inspection and test, has found the instal- 
lation of an automatic train stop device, made by the General 
Railway Signal Company, on parts of the Delaware and New 
York divisions of the Erie, to meet the requirements of its or- 
der and approved the installation except as indicated. It has 
prescribed requirements in respect of apparatus and operations 
with which the carrier is expected promptly to comply. The 
cost of the installation, as reported by the carrier, was $190,116. 

The Commission, by division 1, in No. 13413 (sub. No. 31-2), 
mimeographed, after inspection and test, has found the instal- 
lation of an automatic train stop device, by the General Railway 
Signal Company on the second division of the Cincinnati, New 
Orleans & Texas Pacific, to meet the requirements of its specifi- 
cations and order and approved the installation, except as indi- 
cated. It has prescribed requirements in respect of apparatus 
and operations with which the carrier is expected promptly to 
comply. The cost of the installation, as reported by the car- 
rier, was $267,542. 

The Commission, by division 1, in No. 13413 (sub. No. 33), 
mimeographed, after inspection and test, has found the instal- 
lation of an automatic train stop device, made by the Union 
Switch & Signal Company, on parts of the Richmond and Clif- 
ton Forge divisions of the Chesapeake & Ohio, to meet the re- 
quirements of its specifications and order and approved the in- 
stallation. The cost of the installation, as reported by the car- 
rier, was $785,205. 

The Commission, by division 1, in No. 13413 (sub. No. 33-2), 
mimeographed, after inspection and test, has found the instal- 
lation of an automatic train stop device, made by the Union 
Switch & Signal Company, on a part of the Clifton Forge divi- 
sion of the Chesapeake & Ohio, to meet the requirements of its 
specifications and order and approved the installation. The 
cost of the installation, as reported by the carrier, was $267,592. 


FRUIT AND VEGETABLE RATES 

The Commission, by division 3, in I. and S. No. 2832, fruits 
and vegetables from stations on the Louisville & Nashville to 
Memphis, Tenn., mimeographed, has found not justified, without 
prejudice, however, proposed increased and reduced joint rates 
on fruits, melons, and vegetables, in carloads and less than car- 
loads, from points on the Louisville & Nashville, south of Mont- 
gomery, Ala., in Alabama, Florida, Louisiana, and Mississippi, to 
Memphis, Tenn. It has ordered the suspended schedules can- 
celed without prejudice to the filing of new ones which will 
show rates to Memphis not more than approximately five per cent 
greater than those to Nashville. 

That finding, the Commission said, was not to be construed 
as approval of the establishment of less-than-carload commodity 
rates. It indicated that the reasons for that observation were 
to be found in Southern Class Rate Investigation, 100 I. C. C. 513. 
In that case it abolished less-than-carload commodity rates, the 
thought being that less-than-carload shipments should move on 
class rates. 

The present commodity rates, the report said, were the same 
in amount as those which applied from New Orleans and Mobile 
over the Illinois Central and Mobile & Ohio, respectively, those 
being the short lines. The report said the present rates from 
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the Gulf coast territory were generally lower than those from 
intermediate points north thereof and south of Montgomery. 
They are also lower from the same points to Nashville, for 
single-line hauls considerably shorter. The report said the 
publication of those rates was largely the result of a clerical 
error which the carriers were proposing to correct. The changes 
were also proposed for the correction of fourth section depar- 
tures and to put the rates on a consistent and logical Basis. 
The report said that the movement at the rates proposed to 
be canceled, except on potatoes, possibly, to Memphis, was almost 
negligible. 


PERRY AND SOUTHEASTERN LINE 


The Commission, by division 4, has found in finance docket 
No. 5395, that public convenience and necessity are not shown 
to require the construction and operation by the Perry & South- 
eastern Railway Company of a line of railroad from Clinchfield 
to Perry, Ga., and has denied the application for authority to 
construct the line. It also denied authority in finance docket 
No. 5396 to the Perry & Southeastern to issue $250,000 of capital 
stock. The Georgia, Southern & Florida, controlled by the 
Southern, opposed the applications. 

The applicant planned to sell its stock to the Pennsylvania 
Dixie Portland Cement Corporation. The protestant said the 
line was not needed. The Commission said that, while the line 
would be of material advantage to the cement company, the 
record was convincing that such advantage would not be in the 
public interest. It said practically all the traffic of the applicant 
would be diverted from the protestant and the Central of 
Georgia. It said another feature of the case in itself sufficient 
to condemn the project was the relationship between the appli- 
cant and the cement company; that most of the applicant’s 
traffic would be furnished by the industry that controlled it, and 
that the undesirability of that from the standpoint of the public 
and of connecting carriers was apparent. It said that was 
stressed in Construction of Line by Jefferson Southwestern, 86 
I. C. C. 796. 


ACQUISITION OF FLORIDA LINE 


In authorizing the Trans Florida Central Railroad Company 
to acquire and operate a line of railroad in Indian River 
county, Florida, known as the Fellsmere Railroad, the Com- 
mission, by division 4, in finance docket No. 4106, has imposed 
the ccndition that the Trans Florida tender to the Florida East 
Coast an option to acquire control of the Trans Florida Central 
upon fair and reasonable terms, subject to the Commission’s 
approval. 

The Fellsmere line extends from Sebastian, where it con- 
nects with the Florida East Coast, to Fellsmere, a distance of 
about 10 miles It is controlled by the Ammoniate Products 
Corporation, which, according to the report, contemplates the 
construction and operation of a fertilizer plant at Fellsmere. 
The controlling company caused the applicant to be organized 
to take over operation of the line. In its findings, the Com- 
mission said: 


We do not favor the control and operation of lines constituting 
portions of our transportation system by, or primarily in the in- 
terest of, particular industries. As a rule, we believe that the public 
interest would be better served if such lines were operated by the 
trunk lines with which they connect. Operation of Lines by C. R. 
& E. Ry. Co., 94 I. C. C. 389. Construction by Rio Grande, Micolithic 
& Northern Ry., 117 I. C. C. 19. Although the record does not show 
that the Florida East Coast Railway Company has taken any interest 
in the Fellsmere Railroad, our certificate will be conditioned upon 
the tender to that company by the applicant of an option, to be 
held open until our further order, to acquire control of the applicant 
or of its properties upon fair and reasonable terms, subject to our 
approval. 


ACQUISITION OF LINES 


The Commission, by division 4, in finance docket No. 6014, 
has authorized the Spokane, Coeur d’Alene & Palouse Railway 
Company to acquire and operate the lines cf railroad of the 
Spokane & Eastern Railway & Power Company and the Inland 
Empire Railroad Company; to operate under trackage rights 
over rails of the Great Northern, and to abandon operation of 
approximately 1.33 miles of railroad, all in Spokane and Whit- 
man counties, Washington, and Kootenai and Latah counties, 
Idaho. In the same case the Great Northern was authorized to 
construct an extension of its line of railroad, approximately 995 
feet long, in Spokane county, Washington. The Spokane, Coeur 
d’Alene & Palouse Railway Company was authorized to issue 
not to exceed $860,000 of demand promissory notes, and to 
assume obligation and liability in respect of $442,000 of first 
mortgage bonds of the Coeur d’Alene & Spokane Railway Com- 
pany, Ltd. The Great Northern was authorized to assume obli- 
gation and liability in respect of the bonds. 

The report said that, following acquisition by the Spokane of 
the properties of the Eastern and the Inland, those lines would 
be operated as a part of the Great Northern. It said the record 
showed that the lines could not be successfully operated inde- 
ay, but that there was substantial demand for their 
services. 
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Dissenting, Commissioner Eastman said what was proposed 
was clearly the consolidation into a single system for owner. 
ship and operation with the Great Northern of the properties 
of the Spokane & Eastern and of the Inland Empire. He saiq 
the Spokane, Coeur d’Alene & Palouse was merely another name 
for the Great Northern. Whatever the merits of the consolida. 
tion, he said, adding that he thought it had merit, the Com. 
mission had no power to approve it until it had prepared a plan 
of consolidation under paragraph 5 of section 5 of the act. 


FINDS AGAINST ABANDONMENT 


The Commission, by division 4, in finance docket No. 5974, 
has denied the application of the Carbon County Railway Com. 
pany for authority to abandon, as to interstate and foreign 
commerce, operation of its line from a connection with the 
Sunnyside branch of the D. & R. G. W., to Columbia, Utah, a 
distance of 4.79 miles. The construction of the line was au. 
thorized by the Commission in 1923. Authority to abandon 
operation as to interstate and foreign commerce was asked on 
the ground that the interstate business was so infinitesimal as 
not to warrant service therefor. 

In the report authorizing construction of the line, it was 
stated that the subscribers to the applicant’s stock controlled 
the Utah Coal & Coke Company and were organizing the Co- 
lumbia Steel Corporation, whose coal mines and mining prop. 
erties are served by the line. 

The Commission remarked in the decision that “it may 
fairly be said that railroad companies should not be permitted 
to regard their status as common carriers engaged in inter. 
state commerce merely as a garment to be worn or cast aside 
at will to meet the traffic exigencies at any particular time.” 
It said the record indicated that there was no substantial dif- 
ference between present conditions and those that existed at 
the time the application for authority to build the line was 
filed. It said there was nothing’of record to indicate that any 
deficit was caused by operation of the line in interstate com- 
merce. On the other hand, it said, the items “rent of locomo- 
tives” and “rent for leased roads” showed at a glance the rea- 
son for the applicant’s failure to operate at a profit. The Com- 
mission said that under a lease arrangement between the appli- 
cant and the Columbia Steel Corporation, sums paid to that 
corporation “have all the appearance of a concession or rebate 
from the published tariff rates.” It also remarked that the 
applicant’s balance sheet of November 30, 1926, showed that 
it had outstanding $5,000 of capital stock and that the Commis- 
sion’s records failed to show that any authorization had been 
given for the issue of the stock. 


MIDCONTINENT OIL RATES 


The Commission, in No. 15584, Sinclair Refining Company 
et al. vs. Ahnapee & Western et al, No. 15585, Miller Petroleum 
Company vs. Santa Fe et al., No. 16065, Barnsdall Refining Com- 
pany et al., and No. 16066, North Texas Petroleum Traffic Bu- 
reau vs. Same, collectively known as Midcontinent Oil Rates, 
1925, has authorized the defendants to postpone until June 20, 
on not less than three days’ notice, the effective date of all 
schedules which may have been filed in compliance with its 
order of January 14, 1927, without regard to the provisions of 
Rule 9 of Tariff Circular 18-A. 

Decision in these cases was made in the latter part of 
June, 1926. It provided for a differential adjustment of rates 
from the midcontinent groups, to destinations in territory north 
and east of them, with a rate of 39 cents from group 3 (Tulsa) 
to Chicago and nearby points in northwestern Indiana, of 39 
cents, as the rate around which others were built. No definite 
order requiring the carriers to establish the adjustment was is- 
sued until January 14, 1927. 

From the time of the original decision to the present the 
Oklahoma refiners have been protesting against the adjustment 
and asking for further hearing or consideration. Some of the 
petitions have been denied However, some are still pending. 
Postponement of the effective dates of the tariffs, which Okla- 
homa lines are willing to make, will enable the Commission to 
consider the petitions for further proceedings not yet disposed 
of. 


CEMENT ORDER POSTPONED 


At the suggestion of the Missouri commission, the federal 
Commission has postponed until its further order the effective 
date of its order in No. 15117, Iola Cement Mills Traffic Associ- 
ation et al. vs. Santa Fe et al., and No. 15139, Atlas Portland 
Cement Company of Kansas vs. Same. Thereby, the Commis- 
sion avoided, for the time being, at least, the issue created by 
the conflict between its order and that of the Missouri commis- 
sion respecting rates on cement from points in Kansas and in 
Missouri to Kansas City and other Missouri River markets. 
The Missouri commission suggested that, inasmuch as the fed- 
eral Commission had set the case for reargument June 18, it 
was desirable to suspend the order, which might be modified as 
a result of that reargument 
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SUBSTITUTED GRAIN TONNAGE 


Examiner Dale C. Dillon has recommended the dismissal 
of No. 18705, Lathrop-Marshall Grain Company vs. Chicago & 
North Western et al., on a finding that the substitution of other 
tonnage after a transit shipment has moved, for that originally 
surrendered to the carrier at the transit point, is without tariff 
authority. Further, he said, it should find the rates charged on 
eight carloads of grain transited at Kansas City, Mo.-Kan., and 
forwarded to destinations in Louisiana, Texas and Tennessee 
were inapplicable. He said the Commission should direct the 
adjustment of undercharges and overcharges and dismiss the 
complaint. The complaint alleged the rates were unlawful to 
the extent they exceeded the remainders of the applicable joint 
through proportional rates from Council Bluffs, Ia., to the desti- 
nations. 

The Omaha Elevator Company, in March, 1925, delivered 
corn to the Union Pacific at Council Bluffs which had had transit 
at that point, consigned to a buyer at Tonganoxie, Kan. It fur- 
nished the carrier paid freight bills which showed that grain of 
equal tonnage had moved to Council Bluffs from country stations 
in Iowa, South Dakota and Nebraska and that the shipments 
were entitled to any applicable proportional reshipping rates 
from Council Bluffs to their final destinations. There were no 
joint through rates from the country stations to Tonganoxie. 
The shipments, therefore, were assessed the applicable rate of 
20.5 cents from Council Bluffs to Tonganoxie. Before the grain 
arrived, the consignee failed and the grain was diverted to 
Kansas City, Mo.-Kan. The 20.5 cent rate was also applicable 
to that point. 

However, when the diversion order was made, the carrier 
allowed the shipper to withdraw the inbound billing originally 
furnished and substitute therefore equal tonnage billing show- 
ing shipments from points in Nebraska to Omaha, from which 
stations of origin the rates to Kansas City were 4.5 cents higher 
than the rates to Omaha or Council Bluffs. 

The complainant bought the grain on the trading floor of 
the Kansas City Board of Trade. It was furnished with arrival 
notices by the Union Pacific. They showed points of origin as 
in the original billing, and a rate of 20.5 cents paid from Coun- 
cil Bluffs to Kansas City. 

When the complainant forwarded the corn it submitted to 
the receiving carrier the freight bills and arrival notices deliv- 
ered to it when it bought the grain. It refused “corrected 
freight bills’ showing the substituted tonnage. It demanded 
bills in accordance with the information shown in the arrival 
notices. 

The forwarding carriers assessed the proportional rates 
from Council Bluffs-Omaha to destinations less 4.5 cents, which 
is the rate shown on the substituted bills of lading to have been 
paid from Omaha-Council Bluffs to Kansas City. 

According to the examiner, the sole question was whether 
the substitution of other tonnage for that originally surrendered 
at the time the cars moved at Council Bluffs was in accordance 
with any transit rule in the applicable tariffs. He said the 
tariffs were silent as to substitution but that the item about the 
surrender of inbound billing was positive and precluded the sub- 
stitution of other tonnage billing at any other date. He said 
that the substitution of tonnage was without tariff authority, 
and that the Commission should find that the applicable rates 
were the local rates into Council Bluffs, plus a rate of 20.5 
cents beyond, and that the applicable rates out of Kansas City 
were the proportionals from Council Bluffs to the respective 
destinations, less 20.5 cents. 


OVERCHARGE ON LUMBER 


On a finding that a shipment of spruce lumber from Prince 
Rupert, B. C., to Collinwood Station, Cleveland, O., was over- 
charged, Examiner R. W. Marshall has recommended issuance 
of an order directing refund and dismissal of the complaint in 
No. 16267, Acorn Lumber Company vs. Director-General, as agent, 
Grand Trunk Pacific, et al. The overcharge claimed was based 
on the contention that the weight used in arriving at the charges 
collected was in excess of the actual weight, the examiner said. 
Charges were collected on the basis of a weight of 61,180 pounds 
and the applicable rate of 65.5 cents per 100 pounds. The ex- 
aminer said the Commission should find that the shipment 
weighed 40,019 pounds and was overcharged $138.60. 


LUMBER RATES CONDEMNED . 

Examiner George C. Clarke, in No. 18361, Muscle Shoals 
Traffic Bureau for Florence Lumber Co. et al. vs. Illinois Cen- 
tral et al., said the Commission should find unreasonable and 
unduly prejudicial, the rates on lumber, from points in Missis- 
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sippi, on the Illinois Central, Strickland to Golden, inclusive, to 
Florence, Sheffield and Tuscumbia, Ala., prescribe new ones 
and award reparation. The complainant, on behalf of lumber 
dealers at the points mentioned, alleged the rates were unreason- 
able, unjustly discriminatory and unduly prejudicial. The ex- 
aminer said the Commission should find the rates unreasonable 
and unduly prejudicial to the extent they exceeded, exceed or 
may exceed rates to Florence, Sheffield and Tusumbia, 10.5 
cents from Strickand, 11 cents from Leedy and Holcut, 11.5 cents 
from Paden, Tishomingo and Neil, 12 cents from Dennis, Bel- 
mont and Golden and award reparation to that basis. 


OVERCHARGE ON CEDAR POSTS 


In a proposed report in No. 16485, Sub. No. 1, Pendleton & 
Gilkey et al. vs. Minneapolis, Red Lake & Manitoba et al., Ex- 
aminer A. S. Parker has recommended that the Commission find 
that the rate charged on a carload of cedar posts, shipped from 
Spur 28, Minn., to Stoutsville, Mo., was inapplicable and that 
refund of the overcharge should be directed. Charges were 
collected at a combination rate of 42 cents, composed of 9 cents 
to Bemidji and 33 cents beyond Complainant contended that by 
reason of the deductions authorized under a combination rule 
in Agent Jones’ I. C. C. No. US-1, the aggregate rate was 40 
cents. The examiner said that upon the basis authorized in 
that tariff the through rate on complainant’s shipment was 40 
cents, which, he said, must be protected by the carriers par- 
ticipating in the factor from Bemidji to Stoutsville. 


RATES ON SURPLUS MATERIAL 


Dismissal of the complaint in No. 18928, A. C. Loveland & 
Company, Inc., vs. Atalntic Coast Line et al., has been recom- 
mended by Examiner A. J. Sullivan on a finding that rates 
charged on five carloads of army surplus material from Atlanta, 
Ga., to Hartford, Conn, were not and are not unreasonable or 
otherwise unlawful. 

The examiner said the shipments were tendered as “paper 
stock in machine pressed bales.” Actually, he said, one of the 
cars contained leggings and tents and the remaining four, hav- 
ersacks, cartridge belts and other army material. Charges were 
collected on the shipment of leggings and tents at the applicable 
first class rate of $1.89 and on the other shipments at one and 
one-quarter times the first class rate or $2.365. Contemporane- 
ously, there was in effect a rate of 55 cents applicable on rags. 
It was to that basis that reparation was sought and requested for 
the future. 

The examiner said that complainant’s contention that the 
articles should have taken the rate of 55 cents applicable on 
rags and paper stock because they were actually used as rags 
in the manufacture of paper was unsound. He said the Com- 
mission had consistently found that second-hand goods were 
not entitled to lower ratings than the same articles when new, 
citing Industrial Traffic Association vs. N. Y. C. & H. R. R. R. 
Co., 37 I. C. C. 607, and Levene’s Sons vs. D. L. & W., 93 I. C. C. 
103. The examiner said the commodities in the instant case 
were properly rated first class and that the rates charged were 
applicable. He said the evidence was not convincing enough 
to prove that the rates in themselves were unreasonable. 


SWITCHING RATES APPROVED 


Examiner E. H. Kerwin, in a proposed report in No. 17842, 
Kansas City, Kaw Valley & Western Railway Company, Harry 
C. Jobes, receiver, vs. Kansas City Southern Railway Company 
et al., has recommended that the intermediate switching rate of 
$6 of the Kansas & Missouri Railway & Terminal Company and 
the joint intermediate switching rate of $7.50 of that carrier in 
connection with the Kansas City Southern at Kansas City, Kan.- 
Mo., be found not unreasonable and that the complaint be dis- 
missed. The examiner said there might be merit in complain- 
ant’s criticism of some of the cost items and other items used 
by defendants in their evidence, but that it had been shown 
reasonably that the switching rates complained of “have not 
paid the actual or out-of-pocket cost of the switching service 
plus taxes and interest upon the funded debt, much less a 
return upon the investment.” In his conclusions, he said: 


Defendants should not be expected to perform switching for 
other carriers at a loss. The effect of such a course upon a carrier 
such as the Kansas & Missouri, whose business consists entirely of 
switching, is apparent. Complainant compared the switching rates 
of the Kansas & Missouri with those at certain other points. The 
mere citation of other switching rates for comparison, without an 
opportunity for study of the conditions connected with the different 
rates, is of little value. For example, complainant assails the Mis- 
souri & Kansas intermediate switching rate of $6 at Kansas City, 
but its own interstate switching rate at Bonner Springs, Kans., is 
$6.30, and at Lawrence, Kans., “ to lb 

The Commission should find that the switching rates assailed 
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were not and are not unreasonable. The complaint should be dis- 
missed. 


RATES ON MALT SYRUP 


Attorney-Examiner R. N. Trezise has advised the Commis- 
sion to dismiss No. 18755, Burger Brothers Co. vs. Akron & 
Barberton Belt et al., on a finding that the rates on malt syrup, 
hops and gelatin, packed in cartons, in carloads, from Cimcin- 
nati, O., to destinations in Official Classification territory, are not 
unreasonable. The combination carton is rated fourth class 
under the caption, “Beverage preparations.” Only the carload 
rating was attacked. Fifth class was requested. The carriers 
pointed out that fifth class was given to comparable articles, 
such as molasses, jams and jellies, because they were food 
products and moved in enormous quantities. The examiner 
pointed out that in Coca-Cola Co. vs. B. & O, 92 I. C. C. 340, the 
Commission found fourth class on coca-cola syrup, in bulk, in 
barrels or kegs, in Official Classification territory, was not 
unreasonable. 


RATES ON SHIPPING BASKETS 


Examiner W. M. Carney has proposed the dismissal of No. 
18911, Edgerton Manufacturing Co. vs. Aberdeen & Rockfish 
et al., on a finding that rates and rule applied by the defendants 
to compainant’s shipments of straight or mixed carloads of fruit 
and vegetable shipping baskets and wooden box material are 
not unreasonable or otherwise unlawful. The complaint alleged 
the rates and rules applicable on baskets and hampers in 
straight carload or in mixed carloads with box and crate ma- 
terial from Plymouth and Paoli, Ind., to destinations in Ala- 
bama, Georgia, Mississippi, the Carolinas and Tennessee were 
unreasonable and unduly preferential of its competitors at points 
in Southern and Western Classification territories and unduly 
prejudicial to it. 

The examiner said there were no joint through rates on 
mixed carloads to southern territory, except to some points in 
Mississippi Valley territory. Rates, he said, were generally made 
by adding to the rates published to certain basing points such 
as Memphis or New Orleans, the rate from the basing point to 
the destination. Rates to the southern territory, generally, he 
said, were made by combination on the Ohio river. The com- 
plainant contended that the methods of making rates on its 
traffic, in view of the usual form, were illogical. Carney said 
that the attack upon the rates because of the fact that they 
were based on illogical basing points had not much force when 
it was remembered that by their use lower rates were assessed 
than would be otherwise applicable if the Ohio river combina- 
tions were used. 


CHARGES ON FRESH FRUITS 


An award of reparation has been recommended by Examiner 
P. F. Mackey in .a proposed report in No. 18749, L. Powers Fruit 
Company et al. vs. Pennsylvania, on a finding that back haul 
charges on carloads of fresh fruits from Fresno and other points 
in California to destinations in Pennsylvania, Ohio, West Vir- 
ginia and Michigan were inapplicable. 

Complainants alleged that the rates charged on numerous 
carloads of fresh plums, peaches and grapes shipped in the 
period of 1922 to 1925, inclusive, from Fresno and other points 
in the San Joaquin Valley, Cal., to destinations in Pennsylvania, 
Ohio, West Virginia, and Michigan, via Pittsburgh, Pa., and 
Columbus, O., respectively, were unlawful in violation of section 
6 of the act. Reparation only was sought. 

The examiner said complainants did not assail the rate of 
$1.73 charged from point of shipment to Pittsburgh and Colum- 
bus, but contended that such rate was applicable as a through 
rate to the destinations involved via those points and that the 
additional charges for the hauls to destinations beyond were 
inapplicable though the complainants did not attack the measure 
of those charges as such. The defendant contended that such 
charges were the applicable back haul rates from Pittsburgh 
and Columbus to the respective destinations under the reconsign- 
ing rules in the governing tariff. The examiner concluded that 
the Commission should find that the charges assailed were 
inapplicable and that complainants were entitled to reparation 
to the basis of the applicable through rate of $1.73. . 


RICE MINIMUM UNREASONABLE 


Examiner W. K. Berryman, in No. 19009, Batey-Fleming Co. 
et al. vs. Seaboard Air Line et al., has recommended that the 
Commission find unreasonable a minimum of 40,000 pounds on 
rice, from Crowley, La., to Jacksonville, Fla., to the extent that 
it exceeded 30,000 pounds, on four carloads shipped to Jackson- 
ville in October, 1923. The minimum from other rice shipping 
points was 30,000. Suit was begun by the carriers, for the col- 
lection of undercharges. The examiner said the collection of 
the undercharges should be waived. 


RATES ON BANANAS 


Examiner D. C. Dillon, in No. 17932, Amicon Fruit Co. et al. 
vs. Alabama & Vicksburg et al, said the Commission should 
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find rates on bananas from New Orleans and Mobile, Ala., to 
Williamson, Welch and Bluefield, W Va., unreasonable and yp. 
duly prejudicial to the extent they exceeded 100 cents from 
New Orleans and 95 cents from Mobile, prior to May 20, 1996. 
He said reparation should be awarded. He said those rates 
should be prescribed in place of rates of 113 and 105 cents to 
Bluefield; 147 and 139 to Welch, and 126.5 and 119 to Williamsop, 


INTER-LINE CREAM RATES 


Examiner Kenneth J. McAuliffe, in No. 18955, North Amer. 
ican Creamery Co. vs. American Railway Express Co. et al., 
said the Commission should find unreasonable and unduly prejy. 
dicial, the rates on inter-line shipments of cream in 5, 8 and 
10 gallon cans, moving interstate, in baggage cars or in bag. 
gage and express service, from points in Iowa, Minnesota, North 
Dakota and South Dakota to Paynesville and Alexandria, Minn, 
Oakes, N. D, and Watertown, S. D. He suggested the making 
of rates in accordance with a scale set forth in his report and 
the award of reparation on shipments to Oakes. The scale 
recommended by him is the one prescribed by the Commission 
in Kirschbraun & Sons vs. G. N., 100 I. C. C. 28, extended to 
a distance of 410 miles. The scale begins with rates of 45, 49 
and 31 cents in the 10, 8 and 5 gallon cans, for distances of 
25 miles and less. The scale is 60, 54 and 42 cents at 100 miles; 
75, 67 and 52 cents at 250 miles, and runs out at 410 miles at 
88, 79 and 62 cents. 


FRESH AND CURED MEAT RATES 


Attorney-Examiner Frank E. Mullein, in a report in No, 
18896, F Wieber & Son vs. Chicago, Milwaukee & St. Paul et al. 
has recommended a finding that the rates on fresh meats and 
packing-house products, in straight and mixed carloads, from 
South St. Paul, Minn., to Houghton, Mich., are unreasonable to 
the extent they exceed 57.5 cents on fresh meats and 34.5 cents 
on packing-house products on shipments within the statutory 
period. He recommended that finding on the authority of 
Armour & Co. vs. C. M. & St. P., 115 I. C. C. 68. He said repara- 
tion should be awarded. 


RATES ON COTTONSEED 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Thurston B. Johnston, in 
No. 18372, Texarkana Cotton Oil Co. vs. DeQueen & Eastern 
et al., as to rates on cottonseed, from various points in Louisi- 
ana and Arkansas to Texarkana, Ark.-Tex. He said rates should 
be found unreasonable to the extent they exceeded those pre- 
scribed in Oklahoma Corporation Commission vs. A. & S., 98 
I. C. C. 183, in which the Commission prescribed the so-called 
14150 scale, subject to a minimum of 40,000 pounds. 


COTTON TIRE FABRIC RATING 


In a report in No. 18418, Manville Jenckes Co. vs. Akron, 
Canton & Youngstown et al., and a sub-number, Firestone Tire 
& Rubber Co. et al. vs. Same, Examiner J. J. Williams said the 
Commission should find a rule 25, any-quantity rating, in Official 
Classification, when applied on carload shipments of cotton 
tire fabric, unreasonable to the extent it exceeded third class, 
minimum 24,000 pounds. The complaint suggested fourth class. 
The tire fabric is now rated as cotton piece goods. The car- 
riers resisted the complaint for a carload rating, on the ground, 
among others, that if it were given, shippers of other cotton 
piece goods would ask for and it would be necessary to accord 
them carload ratings where there were carload movements and 
that thereby the any-quantity rating would be disrupted. The 
examiner said the any-quantity rating had been maintained for 


a long time and that in the circumstances reparation should be 
denied. 


SUGAR CASE DISMISSED 


Examiner Paul A. Colvin has recommended the dismissal 
of No. 17427, American Sugar Refining Co. vs. Atlantic Coast 
Line et al., on a finding that the rates on sugar, carloads, from 
Baltimore, Md., to Lynchburg and Roanoke, Va., are not un- 
reasonable or otherwise unlawful. The rates were alleged to 
be unreasonable and, when compared with rates from New 
York, and Port Wentworth, Ga., unduly prejudicial to the com- 
plainant and unduly preferential of competitors at New York 
and Port Wentworth. The examiner said that fourth section 
questions involved would be affected by dispositions made in 
No. 13569, the Southeastern Sugar Investigation, and No. 15879, 


Eastern Class Rate Investigation, and would not be passed upon 
in this case. 


IRON AND STEEL TANK RATES 


Examiner Thurston B. Johnston in No. 18846, Magnolia 
Petroleum Company vs. Chicago, Rock Island & Gulf et al., said 
the Commission should find unreasonable a commodity rate of 
62.5 cents applied on iron and steel tanks, in carloads, from 
Navarro, Tex., to Gladney, Okla., in October, November and 
December, 1924, prescribe reasonable rates, and award repara- 
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tion. Fifty-one carloads were shipped. The rate sought by the 
complainant was 39 cents, based on the scale prescribed in 
Memphis-Southwestern Investigation, 77 I. C. C. 473 The ex- 
aminer said the Commission had before it rates on iron and 
steel tanks between points in Texas and Oklahoma in Consoli- 
dated Southwestern Cases, 123 I. C. C. 203, and that in this 
case it should find the rates assailed were unreasonable in the 
past to the extent they exceeded 51 cents, and for the future 
would be unreasonable to the extent that they exceed, for like 
distances, the rates prescribed in the Consolidated cases. 


IMPORTED PIG IRON RATES 


Attorney-Examiner John McChord has recommended the 
dismissal of No. 18869, United States Cast Iron Pipe and Foun- 
dry Company vs. Alabama Great Southern et al., on a finding 
that rates on imported pig iron, in carloads, from Mobile to 
Birmingham, Bessemer, and Anniston, Ala., are not unreason- 
able. The complaint alleged that the rates were and are unrea- 
sonable. The Commission was asked to prescribe rates for the 
future and award reparation. The pig iron in question was a 
shipload imported from Europe in June, 1926 It was trans- 
ported from Mobile in 66 cars. A rate of $3.60 was charged to 
Birmingham and Bessemer and $3.93 to Anniston, per long ton. 
The complainant asked for a rate of $3.05 from Mobile to Bir- 
mingham, Bessemer, and Anniston. 


PORT ARTHUR INTERCHANGE 


Affirmance of former findings has been recommended by 
Examiner G J. Hall, upon further hearing in No. 11889, Port 
Arthur (Tex.) Chamber of Commerce & Shipping vs. Texarkana 
& Fort Smith et al. The former findings, 73 I. C. C. 361, which 
Hall said should be affirmed, were that the refusal of the Kan- 
sas City Southern to interchange export and import carload 
traffic at Port Arthur, Tex., was not unreasonable, that the com- 
plaint should be dismissed and the related investigation and 
suspension proceeding should be discontinued. The original 
report was made by division 2. It covered the formal complaint 
and the related I. and S. No. 1304, Interchange Switching on 
Lumber and Timber at Port Arthur, Tex. In the proposed re- 
port the examiner discussed the York Switching case, 73 I. C 
Cc. 40, Hastings Commercial Club vs. C. M. & St. P., 107 I. C. C. 
208, and other cases in which interchange questions were in- 
volved. 


COTTON AND LINTER RATES 


Attorney-Examiner George M. Curtis has recommended the 
dismissal of No. 18518, Charleston (S. C) Traffic Bureau vs. 
Aberdeen & Rockfish et al., on a finding that the rates on cot- 
ton and cotton linters, from South Carolina points, thruogh 
Charleston, S. C., to New England destinations in connection 
with the Clyde Steamship Company, are not unreasonable or 
otherwise unlawful. The rates were alleged to be unduly pref- 
erential of competitors of the complainants shipping through 
Norfolk, Va., in connection with the Merchants & Miners line 
and through Savannah, Ga., in connection with the Ocean Steam- 
ship Company of Savannah. The Commission was asked to pre- 
scribe reasonable joint through rates. Briefly stated, the ex- 
aminer said, the case involved a proposed enlargement of the 
territory from which cotton might be drawn from Carolina ter- 
ritory to move on joint rates through Charleston. 


DEMURRAGE ON LUMBER 


Examiner R. J. Olentine has recommended the dismissal of 
No. 18987, William Danzer & Company vs. Southern et al., on a 
finding that the rate and certain charges on a carload of lumber 
from St. George, S. C., to Salem, Mass., in August, 1924, were 
not unreasonable or inapplicable. He said that a demurrage 
charge of $4 was applied erroneously on one car at Boston, 
Mass., and should be refunded. 


CANNED GOODS RATES 


Examiner Frank C. Weems has recommended the dismissal 
of No. 18655, Ozark Cider & Vinegar Company et al. vs. Alabama 
& Vicksburg et al., on a finding that rates on canned goods and 
vinegar, in carloads, from points in northwestern Arkansas to 
destinations in southeastern territory are not unreasonable or 
otherwise unlawful. The complainant alleged the rates were 
unreasonable, unjustly discriminatory, and unduly prejudicial as 
compared, respectively, with rates to the same destination ter- 
ritory on canned goods from producing points in Maryland and 
Tennessee and rates on vinegar from St. Louis, Mo., New Or- 
leans, La., and points in Virginia, Kentucky and Tennessee. 
Reasonable rates for the future were asked. 

Weems said the general basis for through rates from the 
general origin territory in this case to the southeast was the 
combination of rates to and from the Mississippi River gate- 
ways. Joint rates on a lower level apply generally, he said, in 
the reverse direction. Complainants, he said, sought joint rates 
on their products on a level no higher than was accorded pro- 
ducers of the like commodities in the southeast on traffic there- 
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from to the southwest; that is, they contended, in substance, 


Weems said, that rates westbound should be the measure of 
rates eastbound and that if this was deemed not a proper meas- 
ure, that rates on the Memphis southwestern scale should be 
the measure of rates from. these points in Arkansas to the 
southeast. 


RATES ON SCRAP METALS 

Attorney-Examiner William A. Disque, in No. 18558, South- 
ern Iron Metal Company vs. Beaumont, Sour Lake & Western 
et al., and two sub numbers thereunder, Sampson Iron & Metal 
Company vs. A. T. & S. F. et al., and L. Pulaski Junk Company 
vs. Galveston, Harrisburg & San Antonio et al., said the Com- 
mission should find rates on scrap metals, in carloads, from 
Beaumont, Galveston and Houston, Tex., to St. Louis, Mo., not 
unreasonable but unduly prejudicial, and in certain instances 
violative of section 4. He said the Commission should find the 
rates prescribed for the future in Consolidated Southwestern 
Cases, 123 I. C. C. 203, would be the proper basis for the cor- 
rection of the adjustment. Disque said the record did not 
establish that the rates were, are, or for the future would be 
unreasonable, but that it did establish that they were unduly: 
prejudicial to the extent they exceeded those applicable under 
scale 7 prescribed in Memphis Southwestern Investigation, 77 
I. C. C. 473, from points in western Louisiana to St. Louis and 
that those through Shreveport were violative of section 4 in 
and to the extent that they exceeded the aggregate of interme- 
diates to and from Shreveport. He said that the establishment 
of rates prescribed in the Consolidated cases would correct the 
adjustment. Complainants’ alleged damages due to the undue 
prejudice and violation of section 4, said Disque, were not proved 
and that reparation accordingly should be denied. 


PIG IRON RATE CASE 

Examiner William B. Wilbur has recommended the dismissal 
of No. 18795, Beaumont Iron Works et al. vs. Gulf, Colorado 
& Santa Fe et al., and a sub number, Blykin Machinery & Supply 
Co. vs. Same, on a finding that the rate on pig iron in car- 
loads, from Galveston, Tex., to Beaumont, Tex., applied on fifteen 
carloads of pig iron transshipped between August 15, 1924, and 
February 27, 1925, was not unreasonable. The complainant al- 
leged that a rate of 19 cents assessed on the iron which arrived 
at Galveston by water, was unreasonable and unduly prejudicial. 
The rate was blanketed over a large group. The examiner said 
other reasons besides a disparity in hauls permitted under the 
same or approximately the same rate, had to intervene to estab- 
lish unreasonableness or undue prejudice. 


WROUGHT IRON PIPE RATES 


Application of the rates prescribed in Consolidated South- 
western Cases, 123 I. C. C. 203, has been recommended by Ex- 
aminer Thurston B. Johnston, in No. 18959, Magnolia Petroleum 
Co. vs. Atchison, Topeka & Santa Fe et al. and a sub-number 
thereunder, Magnolia Pipe Line Co. vs. M-K-T et al. He said 
the Commission should find rates on wrought iron pipe, in car 
loads, between points in Texas and points in Oklahoma unreason- 
able, prescribe rates in accordance with the model set in the 
case mentioned and award reparation. 

Approximately 70 carloads, the report said, were shipped in 
the two years prior to the filing of the complaints. All but 
eight shipments were from the complainants to themselves. The 
eight exceptions were new pipe shipped to the complainants. The 
other shipments were of second-hand pipe from one oil field 
to another. The rates sought were those prescribed in Memphis- 
Southwestern Investigation, 77 I. C. C. 478. The examiner said 
the Commission should find the rates assailed were unreasonable 
to the extent they exceeded, for like distances those prescribed 
in the Consolidated case; distances to be computed over the 
actual routes of movement of the shipments; and that the rates 
for the future will be unreasonable to the extent they exceed 
the rates prescribed in the Consolidated case, applied in the 
manner therein prescribed. 


GREEN SALTED HIDE RATES 


Examiner Charles W. Berry has recommended the dismissal 
of No. 18216, National Leather Company vs. A. T. & S. F. et al., 
and No. 18643, Armour & Co. et al. vs. A. T. & S. F. et al., on 
a finding that rates on green salted hides, sheepskins and pickled 
sheepskins, in carloads, from points west of the Mississippi River 
and in central territory to trunk line and New England terri- 
tories are not unreasonable. The complaint alleged that the 
rates from Chicago and Hast St. Louis, Ill, Milwaukee, Wis., 
St. Paul and Minneapolis, Minn., Omaha and South Omaha, Neb., 
Sioux City and Cedar Rapids, Iowa, St. Joseph, Mo., and Kansas 
City, Mo.-Kans., to Peabody and Winchester, Mass., were and 
are unreasonable. The Armour complaint included Denver, 
Colo., Oklahoma City and Ft. Worth, Tex., as points of origin 
and Salem, Mass., Gloversville and Johnstown, N. Y., Haverhill 
and Winslow, Mass., as points of destination. 

In conclusion his discussion of ton-mile statistics and data 
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of that sort the examiner said the freight charges on hides were 
a smaller percentage of the value of the hide at destination than 
the charges on many of the principal products of agriculture, 
mines, forests and animals, except wool. 


ADDITIONAL COTTON AWARDS 


In a report on further hearing in No. 14346, Houston Cotton 
Exchange and Board of Trade et al. vs. Abilene & Southern et 
al., Examiner Harris Fleming said the Commission should award 
reparation on additional shipments of cotton, any quantity, from 
points in Texas and Oklahoma to Galveston, Tex., for export. 
The original report in this case is in 92 I. C. C. 363. The addi- 
tional awards are to Alexander Sprunt & Son, A. H. Cleaver & 
Co., Major Cleaver & Co., S. M. Bully & Sons, James N. Darrow 
& Co., C. F. Witherspoon & Sons, and Sanders & Co. In the 
original report the Commission found that some of the shipments 
were barred by the statute of limitations. It also found that the 
charges complained of were unreasonable to the extent they 
exceeded charges that would have accrued at a rate of 95 cents 
from Texas common points and exceeded charges based on 
rates that would reflect an increase of 35 per cent in the rates 
less the wharfage charge from other points in Texas and Okla- 
homa to Galveston for export. 


SWITCHING CHARGES APPLICABLE 


Examiner R. J. Olentine has recommended the dismissal of 
No. 18694, Chicago Live Stock Exchange vs. Baltimore & Ohio et 
al., on a finding that switching charges at Youngstown, O., 
collected ‘on many cars of hogs, shipped from Chicago to Youngs- 
town, between December 8, 1921, and March 7, 1924, were not 
inapplicable. The complaint alleged that the charges were un- 
reasonable and in excess of those applicable. The examiner 
said no allegation as to the unreasonableness of the charges 
was made in the informal complaint which stopped the running 
of the statute, and that the allegatfon of unreasonableness was 
not made until the formal complaint was filed, in November, 
1924. He said that claims for reparation therefore were barred. 

The complainant, the examiner said, had based its case en- 
tirely upen a showing that double-deck cars were ordered for 
the movement, and that, in lieu thereof, single-deck cars were 
furnished by the carriers for their convenience. No complaint, 
he said, was made in regard to the applicability of the freight 
rate. The complainant attacked the assessment of a switching 
charge of $7 per car made by the Youngstown and Suburban, 
the delivering line, on each car. If double-deck cars had been 
furnished not so many cars would have been switched. The 
trunk lines pointed out that they were not parties to any rates 
published by, in connection with, or for account of the Youngs- 
town and Suburban, and that they did not absorb or assume, in 
whole or in part, any rate or charge of the Youngstown and 
Suburban. The examiner said while it was apparently true that 
the complainants were forced to pay more switching charges 
than would have been assessed had double-deck cars been fur- 
nished, nevertheless the carriers had done all that could reason- 
ably have been expected of them when they furnished single- 
deck cars in lieu of the double-deck cars ordered. 


SAND AND GRAVEL RATES 


Examiner F. L. Sharp, in No. 16747, George W. Pyott Sand & 
Gravel Co. et al. vs. Atchison, Topeka & Santa Fe et al., said the 
Commission should find not unreasonable the rates charged on 
sand and gravel from and to points on the Chicago & North 
Western and Chicago, Milwaukee & St. Paul, to and from points 
in the Chicago district, but inapplicable in certain instances. 
He said it should direct the refund of overcharges and hold the 
record open for 90 days for such further action as might be 
necessary after the parties had made an effort to agree upon 
Rule V data. 

The examiner said the rates attacked were those to points 
on other than the originating line, only, over interstate routes. 
The rates charged were the local rates of the line-haul carrier 
to, or from Chicago, from, or to, origin or destination points, 
plus the terminal charges published in the Lowrey tariff or, in 
the case of shipments to or from points on the Belt, plus propor- 
tional rates published by that line on shipments of sand from 
or to industries on its line in the Chicago district to or from 
junctions with connecting lines. The Belt charges, the examiner 
said, were the same in amount as those published in the Lowrey 
tariff, to which the Belt was a party. 

The case was one of tariff interpretation with alternative 
contentions involving the Sligo Iron Store rule in connection 
with the Jones fule for making combinations, as to the reason- 
ableness of the rates. The examiner said there was practically 
no evidence in sunnort of the allegation of unreasonableness. 
Complainants conceded, in effect, the examiner said, that a basis 
of rates different from that advanced by them was approved in 
Chicago Sand & Gravel Producers vs. Director-General, 64 
I. C. C. 87. 

The complainants raised a section 6 issue. The examiner 
said they relied upon the rule that when shipments were un- 
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routed, except for the delivering line, it was the duty of the 
carrier to move them over the lowest rated route and to assegs 
the charges accordingly. The carriers insisted, the examiner 
said, that the complainants were seeking by means of straineg 
and distorted interpretations to defeat rates prescribed in the 
Gravel Producers’ case. 

After stating the alternative proposition, the examiner saiq 
the Commission should find the rates applied were inapplicable 
and resulted in overcharges to the extent they exceeded the 
lowest aggregate available in accordance with bases pointed 
out by him in his report and that the carriers should refund 
on shipments that moved within the statutory period. 

Reparation on shipments that had moved since March 1, 
1920, and reasonable rates for the future were requested. The 
examiner said the prayer for rates for the future was withdrawn 
at the hearing. The examiner said that under the statute of 
limitations, recovery of charges not based on overcharges was 
barred as to all shipments which moved prior to December 6, 
1922. Overcharges, he said, might be recovered on shipments 
which moved subsequent to December 6, 1921. The report covers 
a sub-number, American Sand & Gravel Co. vs. Belt et al. 


G. M. REORGANIZATION 


Examiner A. C. Devoe, in a proposed report in finance docket 
No. 5955, Gainesville Midland reorganization, embracing also 
finance dockets Nos. 5967, 5968, 5969 and 5970, has recommended 
that the Commission find that the present and future public 
convenience and necessity will not permit the abandonment by 
the Gainesville Midland Railway in interstate and foreign com- 
merce of the Belmont-Monroe branch extending from Belmont 
to Monroe, Ga., a distance of 32 miles. He also said the Com- 
mission should permit the Gainesville Midland Railroad 
Company, referred to as the New Gainesville company, and the 
Seaboard Air Line, to amend, with 60 days, their several appli- 
cations in all respects necessary for them to apply for authority 
to acquire, operate and control the entire line of the Gainesville 
Midland Railway. He said that, as the applications recorded 
under Nos. 5967-5970, inclusive, were dependent on the authority 
sought in No. 5955, which related to authority to abandon the 
32 miles of line between Belmont and Monroe, Ga., no further 
recommendations were now made in respect thereto, except that 
the total amount of new securities that might be authorized 
should not exceed $405,500. 


Authority was sought in the applications for permission to 
abandon the 32 miles of line, for the new company to acquire 
the Gainesville line from Gainesville to Fowler Junction, Ga., a 
distance of 38 miles, for the new Gainesville company to issue 
$300,000 of capital stock and $360,000 of first-mortgage 20-year 
6 per cent gold bonds, and for the Seaboard to acquire control, 
by acquisition of capital stock, of the new Gainesville, and to 
guarantee the bonds. 


UNCONTESTED FINANCE CASES 


The Chicago, Milwaukee & St. Paul has been authorized to pro- 
cure authentication and delivery of $6,453,000 of 5 per cent general 
mortgage gold bonds, series D. 

he Chesapeake & Ohio has been authorized to assume obliga- 
tion and liability as guarantor in respect of $300,000 of Sewell Valley 
Railroad Company 5 per cent first mortgage bonds. 

The Gulf, Mobile & Northern has been authorized to acquire 
control of the Birmingham & Northwestern Railway Company by 
purchase of capital stock and by lease. 

he Illinois Bell Telephone Company has been authorized to 
acquire the property of the Winnebago County Telephone Company. 

Acquisition by the Southwestern Bell Telephone Company of the 
telephone properties of James Thompson, doing business as the 
Seminole Telephone Company, has been approved by the Commission. 

The Commission has authorized the Western Pacific to con- 
struct a branch line from near Kingdon, Calif., to a point on the 
bank of the Little Potato Slough, a distance of about 7.5 miles, 
in San Joaquin county. 


FINANCE APPLICATIONS 


George M. Shriver, vice-president of the Baltimore & Ohio, has 
applied for authority to hold the position of director of the Wheeling 
& Lake Erie. 

The Lehigh & New England has applied for authority to sell 
$750,000 of 5 per cent general mortgage bonds at 102 per cent of 
par and accrued interest to Drexel & Company of Philadelphia, Pa. 
_ bonds were heretofore issued under authority of the Commis- 
sion. 

In finance dockets Nos. 4730, 4914, and 5111, the Oregon, Cali- 
fornia & Eastern and the Central Pacific have asked the Commission 
for an extension of time of six months from May 3, 1927, within 
which to begin construction of lines in southern Oregon and Modoc 
county, Calif., heretofore authorized by the Commission. The ap- 
plicants said the entire situation with respect to new construction in 
the Klamath basin was so unsettled that they should not be required 
to begin construction now. 

The Baltimore & Ohio has applied for authority to issue nominally 
$11,425,500 of 5 per cent refunding and general mortgage bonds and 
to pledge them from time to time. ; 

The Chicago, Springfield & St. Louis Railway Company has applied 
for authority to issue not exceeding $42,770.03 of promissory notes 
or lease warrants in connection with acquisition of one combination 
passenger-baggage engine-driven rail car and one combination mail 
and baggage trail car. 

Daniel Willard, president of the Baltimore & Ohio, and Newton 
D. Baker, as a director of the Baltimore & Ohio, have asked per- 
mission to hold positions of director of the Wheeling & Lake Erie. 
Mr. Willard said in his application that he held no stock, bonds or 
notes of any carrier except stocks and bonds of the Baltimore & 
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f the Northern Pacific, Chicago & North Western, 
Onle,, wane ‘and Central of New Jersey and stock of the Northern 
venurities Company. He said he held qualifying shares of the W. 
no E. and of carriers with which he now held positions. Mr. 
& cr said he held stock of the B. & O., the W. & L. E. and C. & O. 
Ww. Ul. Bremner, receiver of the Minneapolis & St. Louis, has ap- 
lied for authority to extend the maturity date of $950,000 of first 
P ortgage 7 per cent bonds, due June 1, 1927, to June 1, 1932, and 
to change the rate of interest to 6 per cent. 
The Chicago, Indianapolis & Louisville has applied for authority 
to sell $650,000 and to issue nominally $350,000 of first and general 
ortgage 5 per cent gold bonds, in exchange and cancellation of 
$1 000,000 of unsold first and general mortgage 6 per cent bonds. The 
a plicant said it had made arrangements to sell the $650,000 of bonds 
4 10014 per cent and accrued interest to Harris-Forbes & Company 
and Potter & Company of New York. 
The Pearl River Valley Railroad Company has applied for au- 
thority to liquidate by_ renewal or otherwise certain of its unsecured 
notes aggregating $21,500. 


FINAL VALUATION REPORT 


Valuation Docket No. 164, Charleston _& Western Carolina Rail- 
way Company, opinion No. B-516, 121 I. C. C. 721-74, final value for 
rate-making purposes of property owned and used for common Car- 
rier purposes found to be $9,991,825, and of property used but not 
owned, $106,931, as of June 30, 1915. 


TENTATIVE VALUATION REPORTS 


Chicago & Illinois Western Railroad, as of June 30, 1918, total 
owned property, $1,021,607; total used property, $1,209,009. 

Morgantown and Kingwood Rail Road Company, as of June 30, 
1918, total owned property, $2,708,200; total used property, $2,716,203. 

Little Kanawha Railroad Company, as of June 30, 1918, tota) 
owned property, $370,000; total used property, $374,312. 

The Electric Short Line Railway Company, of Minnesota, as of 
June 30, 1920, $1,502,299. 


SUSPENDED TARIFFS 


In I. and S. No. 2898, the Commission has suspended from 
May 1 until December 1 schedules as published in supplements 
Nos. 12 and 13 to the Chesapeake & Ohio I. C. C. No. 10103. The 
suspended schedules propose to increase the rates on bituminous 
coal, from New River, Kanawha, Kentucky and Big Sandy dis- 
tricts to points on the Chesapeake & Ohio Railway between Low 
Moor, Va., and Deepwater, W. Va. The following is illustrative: 


Rates in cents per ton of 2000 pounds, from New River District, 
to Covington, Va., present 135, proposed 164; from Kanawha District, 
to Covington, Va., present 145, proposed 174; from Kentucky and 
Big Sandy District, to Covington, Va., present 165, proposed 194. 


In I. and S. No. 2899, the Commission has suspended frcem 
May 2 until December 2 schedules as published in supplement 
No. 78 to Fonda’s I. C. C. No. 174, supplement No. 12 to Johan- 
son’s I. C. C. No. 1878, and other schedules. The suspended 
schedules propose to increase rates on window glass and rough 
rolled glass, carloads, from, to and between points in southwest- 
ern territory. The following is illustrative: 


FROM FORT SMITH, ARK., AND OKMULGEE, OKLA. 


To Pres. Prop. 
OG oa. wie:ssnraid wierelnwabinne émekinaee aqme 3816 5516 
ee eS  .y ne. 44:0: 3 w0bG'arorgi Game wepinee 4814 56% 
PONE, “SERN Soi Siv sos See otaei ero eae be ae eee eeewnaae 4814 56% 

FROM SHREVEPORT, LA. 

To Pres. Prop. 
PR. TTI I coon aces 6: pare tonsn nies Wiig nqy Seb nico ro/arauehSiananaeee 3616 51% 
Sa NINN EINE oraxatara oe Scbnoin 4ie/ sind tee aie ae eek sarees 3614 51% 
PROUT, TES | 6 bs6 4. 5s01s a. wh bibre s:eeSe thet be ewe bewoaes 36% 51% 

FROM COFFEYVILLE, KANS. 

To Pres. Prop. 
POG. EN FI occ erivniesdieinst sla 0G Selo bwin.ale-sasiewe sete 45% 55% 
Rr re re eee 56 56 
PORN ON EEE. Siig civcuskac noone temenen sa Rheees 56 56 


In I. and S. No. 2901, the Commission has suspended from 
May 1 until December 1 the operation of certain schedules as 
published in Wabash Railway Company’s tariffs I. C. C. No. 
6159 and supplement No. 10 to I. C. C. No. 5550. The suspended 
schedules propose to cancel transit privileges on lumber at points 
on the Wabash Railway when the traffic originates at points 
on the Gulf, Mobile & Northern Railroad and its short-line con- 
nections, which would result in the application of higher com- 
bination rates in lieu of the present joint through rates. The 
following is illustrative: On lumber, carloads, transited at 
Toledo, O., from Mobile, Ala., and Beaumont, Miss.: 


Present through rate to Buffalo, N. Y., 45; Detroit, Mich., 43; 
ee Toledo combination rate to Buffalo, N. Y., 6514; Detroit, 
Mich., 


In I. and S. No. 2902, the Commission has suspended from 
May 1 until December 1, schedules as published in supplement 
No. 25 to Jones’ I. C. C. No. 1771. The suspended schedules 
Propose to restrict the rates on straw, carloads, so as not to 
apply via the Chicago, Burlington & Quincy or the Missouri 
Pacific, as the case may be, on traffic moving from Cairo, 
Thebes, East St. Louis and Metropolis, Ill., and other points on 
these lines, also from Upper East Bank Mississippi River Cross- 
ings to various destinations in Indiana and Ohio, which would 
result in increased rates. The following is illustrative, rates in 
cents per 100 pounds on straw, carloads: 
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From Cairo, Ill., via Mo. Pac. R. R., to Muncie, Ind., present 19%, 
proposed 31; Vincennes, Ind., present 12%, proposed 23; St. Marys, 
O., present 221%4, proposed 34; from Metropolis, Ill., via C. B. & Q. 
A x. to Muncie, Ind., Vincennes, Ind., and St. Marys, O., present 
12%, proposed 23. 


In I. and S. No. 2903, the Commission has suspended from 
May 5 until December 5 schedules as published in supplement 
No. 15 to Jones’ I. C. C. No. 1754. The suspended schedules 
propose to restrict the minimum carload provision applicable 
on Sunny Jim Bran Dandies, a cereal manufactured from wheat 
originating in Central Freight Association territory, when 
destined to Eastern Trunk Line and New England points. The 
following provisions applicable on Sunny Jim Bran Dandies at 
Buffalo, N. Y., and other points are illustrative: 


Present—Carload minimum weight 40,000 pounds on domestic 
traffic and 60,000 pounds on export traffic, except that when the 
car is loaded to full capacity, actual weight will apply. 

Proposed—Carload minimum weight 40,000 pounds on domestic 
traffic and 60,000 pounds on export traffic. 


In I. and S. No. 2904, the Commission has suspended from 
May 5 until December 5, schedules as published in supplements 
Nos. 6 and 7 to Johanson’s I. C. C. No. 1887. The suspended 
schedules propose to increase the carload commodity rates on 
furniture from Fort Smith, South Fort Smith and Van Buren, 
Ark., to Birmingham, Ala., and also to restrict the routing in 
connection with the same rates. The following is illustrative: 


From Fort Smith, Ark., 
To Present 
Birwimgnams. BIB.. -<.< doéiccscwadcvlaes 82 


PETITIONS FOR REHEARING, ETC. 


The Empire Refineries, Incorporated, complainant in No. 
16065, Barnsdall Refining Co. et al. vs. Louisiana & Arkansas 
et al., and intervener in No. 15584, Sinclair Refining Co. et al. 
vs. Ahnapee & Western et al., No. 15585, Miller Petroleum Co. 
et al. vs. Santa Fe et al., and No 16066, North Texas Petroleum 
Traffic Bureau vs. Louisiana Ry. & Navigation Co., has asked 
the Commission for rehearing, reargument and reconsideration. 

The complainant in No. 17671, Whiting-Mead Co. vs. Director- 
General, as agent, has asked the Commission to grant a further 
hearing before submission. 

The interveners in No. 15686, American National Live Stock 
Asscoiation et al. vs. Santa Fe et al., and cases grouped there- 
with, have asked the Commission for a modified order. 

The Southwest Missouri Millers’ Association, intervener in 
No. 16112, Ogden Grain Exchange vs. Abilene & Southern et al., 
has asked the Commission for reopening and reargument. 

The Corporation Commission of Oklahoma has asked the 
Commission for rehearing, further consideration, or for further 
investigation in No. 15584, Sinclair Refining Co. et al. vs. Ahna- 
pee & Western et al., and related cases. 

The complainant in No. 16908, Manufacturers’ Traffic Bureau 
et al. vs. Belt Railway of Chicago et al., has asked the Commis-* 
sion for reopening of the proceeding. 

The respondents and defendants in I. and S. 2450, salt, be- 
tween western and southwestern points, and cases grouped 
therewith, have asked the Commission for modification of the 
report and orders entered therein on December 16, 1926. 

The Glasgow Railway, by W. L. Porter, its president, has 
asked the Commission to modify its finding and order in No. 
16295, fertilizer and fertilizer materials between southern points, 
concerning rates to and from points on the short and weak lines. 

The Champlin Refining Co., intervener in No. 15584, Sinclair 
Refining Co. et al. vs. Ahnapee & Western et al., and related 
cases, has asked the Commission for rehearing, reargument, and 
postponement of effective date of the order therein. 


Proposed 
124 


COMMISSION ORDERS 


The petitions of the Baltimore & Ohio and Bessemer & 
Lake Erie et al. for modification of order entered in No. 15329, 
Pennsylvania Sand & Gravel Producers’ Association et al. vs. 
Baltimore & Ohio et al., have been denied. 

The Commission has reopened No. 16322, Nebraska State 
Railway Commission vs. Santa Fe et al., and No. 16612, Su- 
perior Traffic Association vs. Santa Fe et al., for further hearing 
at such times and places as the Commission may hereafter 
direct. 

The Texas & Pacific has been permitted to intervene in 
Valuation No. 863, Galveston, Harrisburg & San Antonio. 

The Association Feed Dealers of California, Phillips Mill- 
ing Company, Anderson Smith & Hamilton, Inc., and Sperry 
Flour Company have been permitted to intervene in No. 19263, 
Taylor Milling Company et al. vs. Santa Fe et al. 

The Cumberland Chamber of Commerce, Inc., has been per- 
mitted to intervene in No. 19280, Fairfax Sand & Crushed Stone 
Company vs. Baltimore & Ohio et al. 

The Topeka Coal Company has been permitted to inter- 
vene in No. 18853, Tulloch Coal Company et al. vs. Santa Fe 
et al. 

The order entered in No. 13506, Parkersburg Rig & Reel 
Company vs. St. Louis-San Francisco et al., and No. 13537, 
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Same vs. Chicago, Milwaukee & St. Paul et al., on February 8, 
1927, has been modified so that it will become effective on July 
25, 1927, instead of said May 25, 1927. 

The orders entered in No. 17517, Rates on Chert, Clay, 
Sand and Gravel Within the State of Georgia, No. 17699 (and 
Sub. 1), Roquemore Gravel Company et al. vs. Atlanta, Birming- 
ham & Atlantic et al., No. 17764 (and Sub. 1), Dixie Sand & 
Gravel Company vs. Atlanta, Birmingham & Atlantic et al., and 
No. 17763, Roquemore Gravel Company et al. vs. Atlanta, Bir- 
mingham & Atlantic et al., on January 21, 1927, which were by 
their terms made effective on June 1, 1927, have been modified 
so that they will become effective on August 1, 1927, instead 
of on June 1, 1927. 

The Western Union Telegraph Co. has been permitted to in- 
tervene in Valuation No. 978, The Lake Erie & Eastern. 

The Cudahy Brothers Co. has been permitted to intervene 
in No. 19301, Swift & Co. et al. vs. Akron, Canton & Youngstown 
et al. j 

The Arcady Farms Milling Co. has been permitted to inter- 
vene in No. 19353, The Southwestern Milling Co., Inc., vs. 
Chicago, Rock Island & Pacific et al. 

The St. Louis Independent Packing Co. has been permitted 
to intervene in No. 19425, Swift & Co. et al. vs. Akron, Canton 
& Youngstown et al. 

The Indiana Bituminous, Coal Operators’ Assn. has been 
permitted to intervene in No. 19468, J. S. Bash & Sons, Inc., 
et al. vs. Central Indiana Railway et al. 

The order entered in No. 15082, Capital Grain & Feed Co. 
et al. vs. Illinois Cerftral et al., on November 27, 1926, and which, 
as modified, provides for the establishment of the rates therein 
prescribed on or before May 25, 1927, upon the filing and post- 
ing of tariffs on not less than 30 days’ notice, has been further 
modified so as to permit the filing and posting of tariffs on not 
less than 20 days’ notice to the Commission and to the general 
public. 

Stephen D. Rice has been permitted to intervene in No. 
19283, Phoenix Horse Shoe Co. vs. Santa Fe et al. 

The Commission has dismissed No. 17253, Jess D. Hawkins 
et al. vs. Chicago, Burlington & Quincy et al., upon complain- 
ant’s request. 

The order entered in No. 18038, Fredonia Linseed Oil Works 
Co. vs. Santa Fe et al., on March 11, 1927, which was by its 
terms made effective May 6, 1927, has been modified so that it 
will become effective on July 6, 1927. . 

The effective date of the order of December 30, 1925, in 
No. 16270, Board of Railroad Commissioners of the State of 
South Dakota vs. Chicago & North Western et al., as modified 
by orders of February 19, 1926, March 1, 1926, June 18, 1926, 
August 3, 1926, November 17, 1926, January 17, 1927, and March 
3, 1927, in so far as it requires the removal of undue prejudice 
by June 6, 1927, has been postponed until July 6, 1927, upon 
statutory notice. 

The order heretofore entered in No. 15916, Spanish River 
Pulp & Paper Mills, Ltd., et al. vs. Ahnapee & Western et al., 
on June 28, 1926, as since modified, which by its present terms 
is to become effective on June 3, 1927, has been further modified 
so that it will become effective on July 3, 1927. 


The Commission has reopened No. 17900, Kentucky Lumber 
Co. vs. Louisville & Nashville et al., for further hearing under 
the shortened procedure, 


The petition of W. P. Emerson, for a modification of fourth 
section order No. 9493, molasses and syrup from southern points, 
entered in fourth section application No. 13027, has been denied. 

The time prescribed in finance No. 3385, construction of 
extension by Cambria & Indiana, as extended, within which 
the Cambria & Indiana shall commence and complete the con- 
struction of the extension of its line of railroad therein author- 
ized, has been extended to January 1, 1928, and December 31, 
1928, respectively. 

The petition of defendants in No. 16029, Florence Chamber 
of Commerce vs. Illinois Central et al., and No. 15944, Florence 
Chamber of Commerce vs. Louisville & Nashville, for rehearing 
and reargument, also requesting postponement of effective date 
of the order entered therein on February 24, 1927, and further 
consideration of the record in said proceedings, has been denied. 


MISROUTING OF COAL 


A further hearing, solely on the question of misrouting, in 
docket 16699, Crerar Clinch Coal Company against the Ann 
Arbor railroad and others, was held in Chicago before Examiner 
Smith May 3. 

The case involves charges on twelve carloads of bituminous 
coal shipped from Herrin, Ill., to Ithaca, North Star, Ashley, and 
Bannister, Mich., between September 11 and October 31, 1922. 
It was originally heard on the Commission’s shortened pro- 
cedure docket, at which time the complainant charged unrea- 
sonableness of the rates and asked reparation to $3.30 a ton, 
which, it claimed, was the contemporaneous rate from other 
mines in the district to the same destination territory. The 
railroad had assessed that figure originally, but later discovered 
it was not applicable over the routes which the shipments 
moved and submitted a bill for the additional revenue due— 





Vol. XXXIX, No. 19 


the applicable rate having been $4.81 on most of the shipments 
and a few cents under that on the others. In disposing of the 
case the Commission found the rates not unreasonable, byt 
awarded reparation for overcharges on two cars. ' 

The complainant asked for a rehearing on the grounds that 
the facts had not been properly presented under the shortened 
procedure. The Commission denied that, but entered an order 
reopening the case. 

A. C. Rauch, chief clerk, Illinois Coal Traffic Bureau, ap. 
pearing for the complainant, said it was his contention that 
five of the twelve cars had been misrouted, but that the Com. 
mission’s former order entirely corrected the overcharge on one 
of that number, leaving only four cars involved. He presented 
duplicates of the bills of lading issued by the Missouri Pacific 
at the point of origin which showed routing instructions, “I. ¢. 
Matteson-M. C.-Ann Arbor.” He said the shipments had been 
turned over to the Ann Arbor railroad at Ann Arbor, Mich,, 
which resulted in the rate of $4.81. He said the rate would 
have been $4.35 to three of the destinations and $4.48 to the 
other, if the Michigan Central had turned the shipments over 
to the Ann Arbor at Owosso, Mich. Hes asked that the resultant 
differences in rates be returned to the coal company. It was 
his contention that “Ann Arbor,” in the routing instructions, 
could as well be interpreted as referring to the railroad as to 
the city, and that it was the duty of the carrier to protect the 
shipper in such a situation. 

J. Finlay, assistant general freight agent, M. C., introduced 
the waybills that had accompanied the shipments, which showed 
the routing as presented by Mr. Rauch, except that “A. A. R. R.” 
appeared in the place of “Ann Arbor” and there was a pencil 
insertion of “Ann Arbor” between the last two items of the 
instructions. He said the men who handled cars on the road 
knew nothing about the rates applicable over the various routes 
and that they assumed that rates marked were correct. There 
was some dispute as to what the original instructions of the 
shipper were, and then as to the responsibility of carrier 
representatives in interpreting those orders. 


RATES ON CORN STARCH 


Hearing in portions fourth section applications 2056, 1024, 
2138, and 1021, brought in issue by docket 17653, A. E. Staley 
Manufacturing Company against the Wabash and others, was 
held in Chicago before Examiner Smith, May 4. 

The docket case had been heard in the Commission’s short- 
ened procedure some time before. It involves the rates on corn 
starch from Decatur, Ill., to points in Alabama and Georgia, in- 
termediate between Decatur and Atlanta, via the Wabash-M. & 
O.-West Point route, the complainant having attacked as unrea- 
sonable such rates as were higher than the existent rate to 
Atlanta. 

With reference to the fourth section departure issues, T. C. 
Burwell, vice-president and general manager, A. C. Staley Com- 
pany, made a statement to the effect that the average loading 
and other circumstances surrounding the transportation of the 
commodity in question were such that rates high enough to 
necessitate the departure were not necessary, at the interme- 
diate points, to give the carriers a reasonable revenue for the 
service performed. 

R. A. Chadwick, commerce agent, M. & O., also represent- 
ing the other carriers involved, pointed out that the distance 
over the short line route from Decatur to Atlanta was 617 miles 
as against 892 miles via the route of the defendants, and that 
at every point where they were asking relief the distance ex- 
ceeded the short line distance to Atlanta. He said the rate of 
61% cents to Atlanta was established to meet the competition 
of other lines. He introduced exhibits to show that the earn- 
ings on the traffic to Atlanta were adequate and made rate com- 
parisons to substantiate his contention that the rates of 68 
cents to Lanet, Ala., and West Point, Ga., were not unreason- 
able. Car-mile earnings on traffic moving to Atlanta via the 
short line route, as set out in his exhibits, were 56.5 cents as 
against 39.1 cents via the route of the defendants. 


CLAIM PREVENTION MEETING 


A freight claim prevention educational meeting will be held 
at Atlanta, Ga., May 9 and 10, under the auspices of the South- 
eastern Claim Conference. J. W. King will be the chairman. 
The purpose of the meeting is “to educate shippers’ and car- 
rier’s representatives in the most approved packing, loading, and 
handling practices.” Benjamin S. Barker, executive vice-presi- 
dent and secretary, Atlanta Chamber of Commerce, will give 
an address of welcome the first morning and T. B. Curtis, presi- 
dent of the Traffic Club of Atlanta, will fill a similar function 
the second morning. The program will consist of a series of 
addresses by experts in the specific branches of the general 
subject. 


HEARINGS ON CHICAGO TIME 
Examiner J. Edgar Smith has announced that, with the con- 
sent of the parties, the hearings docketed before him in Chicago 
will be held on Chicago Daylight Saving time, rather than Stand- 
ard time, as announced in the Commission’s communications. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


igests taken from Reporters and Digests of National Reporter 
an published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of New Jersey.) Instructions to messenger 
delivering coat to owner for collection of repair charges that 
he should allow examination implied giving owner temporary 
possession of coat, including trying it on.—Cohen vs. Cohen, 136 
Atl. Rep. 710. 

Where messenger, following instructions, permitted owner 
to put on coat repaired, messenger held not liable to person 
making repairs for value thereof, where owner refused to give 
up coat or pay charges, messenger not being required to order 
officer for purpose of taking coat by force, causing breach of 
peace.—Ibid. 

Reasonable effort of messenger delivering coat repaired to 
owner to collect charges did not require calling of policeman 
to take coat forcibly after owner had put coat on, following 
messenger’s instructions to allow inspection, and had refused to 
surrender coat or make payment.—Ibid. 

Duty of messenger, sent to deliver coat to owner and collect 
repair charges to perform contract or pay for his breach, held 
subject to reasonable and proper exercise of privilege given 
messenger to allow inspection by owner.—Ibid. 

(Supreme Court of Washington.) In action against railroad 
for wrecking locomotive crane, railroad had burden of proof of 
affirmative defense that damage to crane was due to manner of 
preparation for shipment.—Western Machinery Exchange vs. 
Northern Pac. Ry. Co. et al., 254 Pac. Rep. 248. 

In action for loss claimed as result of wrecking locomotive 
crane while being transported over defendant’s railroad, railroad 
held under evidence not to have sustained burden of affirmatively 
showing that cause of wrecking of crane was due to manner of 
preparation for shipment, and that it was not responsible there- 
for.—Ibid. 

In action for damage to goods in shipment, while difference 
in value before and after its wrecking is true measure of dam- 
ages, opinion evidence is not the only kind of proof necessary 
to show such difference.—Ibid. 

In action for damage to locomotive crane while being trans- 
ported by defendant railroad, cost of repairs necessary to put 
crane in condition it was before being damaged held proper 
element of damages.—Ibid. 


In action for damage to locomotive crane while being trans- 
ported over defendant railroad, award for loss of use of crane 
during time necessarily consumed in repairing it held proper 
element of damage.—lIbid. 


Where liability of shipper as bailee of locomotive crane and 
of railroad for damage thereto in course of shipment arose be- 
cause of single incident of wrecking of the crane, joinder of ship- 
per and railroad in single action held not prejudicial to railroad, 
in view of fact that case was tried without a jury.—lIbid. 


Where there was no express contract of timber company 
as lessee of locomotive crane to return it to owner in as good 
condition as received, timber company was bailee for mutual 
benefit of parties, and liable only to exercise ordinary care in 
protection of crane while in its possession.—Ibid. 


Evidence held to show that timber company, as lessee of 
locomotive crane, was bailee for mutual benefit of parties, and 
exercised ordinary care in preparing it for reshipment to owner 
thereof.—Ibid. 

(Supreme Court of Arkansas.) In action against express 
company for damages to strawberries en route, refusal of in- 
struction that, if berries were in good condition when received 
by defendant, law presumes that damaged condition on arrival 
at destination, was caused by defendant’s negligence, held not 
error, in view of evidence that they were inherently infirm and 
defective, though apparently in good condition when delivered 
to defendant.—H. Rouw Co. vs. American Ry. Express Co., 291 
S. W. Rep. 1001. 

In action against express company for damages to straw- 
berries en route, refusal of instruction that, if they were in good 
condition when received by defendant, and in damaged condition 
on arrival at destination, law presumes that latter condition was 
caused by defendant’s negligence, was not reversible error, in 
view of instruction that, if jury found such facts, plaintiff made 
prima facie case of negligence.—Ibid. 

In action against express company for damage to straw- 
berries en route, instructions to find for defendant, if damage 
resulted from decay, waste, or deterioration in quality, due to 
their inherent nature or infirmity, or they were in defective 
condition when loaded in car, held not erroneous as abstract, in 
view of expert testimony that inspection at destination revealed 
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evidences of disease which might have caused deterioration en 
route.—Ibid. 

Plaintiff cannot complain of instructions submitting same 
issue as instruction requested and obtained by plaintiff.—lIbid. 

That instructions, in action against express company for 
damages to strawberries en route, were incomplete in not placing 
burden on defendant to prove that berries were inherently de- 
fective, did not render instructions prejudicially erroneous, but 
plaintiff should have made effort to have omission supplied in 
trial court.—Ibid. 

In action against express company for damage to straw- 
berries en route by alleged improper refrigeration, admission 
of defendant’s division superintendent’s testimony as to general 
method employed by defendant in handling shipments of perish- 
able products, and manner in which particular shipment was 
handled, held not prejudicial, in view of competent testimony of 
nine other witnesses as to how shipment was handled and iced 
during trip.—Ibid. 

It does not constitute reversible error to admit incompetent 
evidence tending to prove fact otherwise established by com- 
petent evidence.—Ibid. 

In action against express company for damage to straw- 
berries by furnishing of defective refrigerator car or failure 
properly to ice and re-ice it, testimony of defendant’s local agent 
at point of destination as to what occurred in handling car after 
its arrival there held inadmissible as foreign to issue.—Ibid. 

In action against express company for damage to strawber- 
ries by furnishing defective refrigerator car or failure properly 
to ice it en route, admission of testimony of defendant’s local 
agent at point of destination as to statements by broker and 
buyer’s representative as to basis on which purchased held 
erroneous, but not reversible, real issue having been submitted 
to jury under proper instructions.—Ibid. 

n action against express company for damages to straw- 
berries en route because of alleged negligence in furnishing de- 
fective refrigerator car, testimony of defendant’s superintendent 
of car equipment that car furnished was one of fifty constructed 
exactly alike so as to produce proper refrigeration was admissi- 
ble as tending to prove that particular car was properly con- 
structed, though witness did not examine it.—Ibid. 

In action against express company for damages to straw- 
berries en route by alleged failure properly to ice car, defend- 
ant’s superintendent of car equipment held qualified by expert 
knowledge to testify as to sufficiency of amount of ice furnished 
at various stations to produce and maintain proper refrigeration. 
—Ibid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken irom Reporters and Digests of National Reporter ; 
System, published by West Publishing Co., St. Paul, Minn, 
Copyright by West Publishing Co.) 





(Circuit Court of Appeals, Ninth Circuit.) Owner held liable 
for damages to cargo from seawater which entered through two 
holt-holes through the shell of the ship, from which the bolts had 
worked loose and dropped out, though the ship encountered no 
unusually stormy weather, and all other similar bolts were 
found tight and in good condition—Toyo Kisen Kabushiki Kai- 
sha vs. Willits & Co., Inc., et al., 17 Fed. Rep (2d) 762. 

Where cargo is damaged by entry of water through apertures 
which should be protected, the burden is on the ship to excuse 
the fault and make a clear case that it fully discharged the duty 
it undertook to perform toward the shipper.—Ibid. 

Where a special rate is not allowed a shipper by reason 
of a concession on his part that his recovery in case of damage 
should be limited, a limiting clause in the bill of lading is not 
binding on him.—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, E. D., Michigan, S. D.) Where, in suit to 
restrain state Public Utilities Commission from enforcing state 
statute against transportation company, preliminary injunction 
was neither urged, granted, nor denied, single district judge 
had jurisdiction to hear matter on its merits, and it was not 
necessary to convene special court of three judges, under Judi- 
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cial Code, sec. 266, as amended by act Feb. 13, 1925 (Comp. St., 
sec. 1243).—Film Transport Co. vs. Michigan Public Utilities 
Commission et al., 17 Fed. Rep. (2d) 857. 

Transportation company, engaged in transporting moving 
picture films for theaters and exchanges under special contracts, 
exclusively operating over fixed routes, but which did not adver- 
tise or solicit business, nor hold itself out to transport for pwhblic 
indiscriminately, held private carrier, and state Public Utilities 
Commission will be enjoined from applying Pub. Acts. Mich. 
1923, No. 209, and particularly section 3, relating to common 
carriers, thereto, as constituting a taking of private property 
for public use without just compensation, in violation of due 
process clause of Const. U. S. Amend. 14.—Ibid. 

(Court of Appeals of District of Columbia.) Interstate Com- 
merce Commission held not required to appoint a board of ref- 
erees to determine the just compensation due a carrier under 
the guaranty provisions contained in transportation act 1920, 
sec. 209 (Comp. St., sec. 1007144dd), where such carrier had not 
entered into any agreement with the President, as authorized 
by federal control act, sec. 1 (Comp. St., sec. 3115%4a).—Inter- 
state Commerce Commission vs. United States ex rel. Ft. Dodge, 
D. M. &.S. R. Co., 17 Fed. Rep. (2d) 860. 

(Supreme Court of Ohio.) Section 614-87a, General Code, 
confers upon the Public Utilities Commission, after a public 
hearing, a discretion to grant or withhold consent to the transfer 
of a certificate of convenience and necessity to operate a motor 
transportation line; but the consent of such commission to a 
transfer of such a certificate to a purchaser who does not pos- 
sess the qualifications essential to the recipient of an original 
certificate of convenience and necessity is an abuse of discretion. 
—Pennsylvania R. Co. vs. Public Utilities Commission of Ohio, 
and eight other cases, 155 N. E. Rep. 694. 

The recipient of a certificate of convenience and necessity 
to operate a motor transportation line over portions of the pub- 
lic highways does not thereby acquire any property right in 
such highways, and the acquisition of such certificate does not 
add to his capital assets.—lIbid. 

A certificate of convenience and necessity to operate a motor 
transportation line over a portion of the public highways is 
neither property nor a business, and good will does not attach 
thereto; nor does operation over the public highway under such 
certificate entitle the holder thereof to credit his capital assets 
with any sum either for good will or going concern.—lIbid. 

An order of the Public Utilities Commission consenting to 
the transfer of a certificate of convenience and necessity to a 
purchaser who is wholly insolvent is unreasonable and unlawful. 
—Ibid. 


When it is made to appear that an applicant for the consent 
of the Public Utilities Commission to a transfer to him of a 
certificate of convenience and necessity must, to make a show- 
ing of solvency, include as capital assets a sum paid for good 
will or going concern, it is the duty of the Public Utilities Com- 
mission, in the interest of the public convenience and necessity, 
to withhold its consent to such transfer.—lIbid. 


An application to amend the tariff and schedule of one or 
each of two certificated motor transportation routes, authorized 
to be operated as separate routes, so as to convert the service 
of such routes from local service between their respective ter- 
mini to a through service between the outside termini of the two 
routes, is in effect an application for a new route, and must be 
made under section 614-91, General Code, and publication must 
be made and notices served as provided in that section, and 
before an order can issue, granting such service, the Public 
Utilities Commission must find that the public convenience and 
necessity require it.—Ibid. 


(Court of Appeals of New York.) Railroad, having con- 
tracted with importer to store ocean shipment on arrival at 
railroad’s warehouse docks, and negligently giving erroneous 
information as to dock at which it was stored, even though 
before receipt of shipment by railroad, held liable to importer 
for amount of insurance it would have been entitled to had it 
not given misdescription to insurer in reliance on railroad’s 
ee Products Co. vs. Erie R. Co., 155 N. E. 

ep. 662. 


In proper case, words negligently spoken may justify re- 
covery of proximate damage caused by faith in their accuracy.— 


Where railroad, which agreed with importer to receive, and 
store on its dock, ocean shipment on arrival, gave importer 
erroneous information as to dock at which shipment was stored, 
in action by importer against railroad to recover amount of 
insurance it was entitled to if misdescription had not been 
given, importer held under facts not negligent as matter of law 
—— discovering railroad’s error by inspectign of bill of lading. 

(Supreme Court of Washington.) Where one of two appli- 
cations to department of public works for certificate of public 
convenience and necessity was allowed under auto transporta- 
tion act (Laws 1921, p. 338), successful applicant was necessary 
party entitled to notice of review proceedings under Rem. Comp. 
Stat., sec. 10428, before its right could be affected—Sumner- 
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Tacoma Stage Co. vs. Department of Public Works of Wash. 
ington et al., 254 Pac. Rep. 2465. 

On unsuccessful applicant’s review under Rem. Comp. Stat, 
sec. 10428, of order of department of public works denying 
certificate of convenience and necessity under auto transporta. 
tion act (Laws 1921, p. 338), representation of department on 
review proceedings held not equivalent to representation of 
successful applicant, who was not notified, department repre. 
senting only public interest.—Ibid. 

Superior court, in proceedings under Rem. Comp. Stat. 
sec. 10428, to review order of department of public works deny. 
ing certificate of public convenience and necessity, could not by 
its judgment bind successful applicant, who was necessary party 
and not notified.—Ibid. 

Superior court could reestablish order made by department 
of public works under auto transportation act (Laws 1921, p. 
338), on rehearing and second review proceedings at which all 
parties were represented, where department’s order had been re- 
viewed without notice to necessary party.—Ibid. 

(Supreme Court of California.) Railroad Commission can- 
not, under public utilities act (St. 1915, p. 148), sec. 50, subds. 
(a) and (b), as amended by St. 1917, p. 168, order telegraph 
company, operating under federal franchise through acceptance 
of Act Cong. July 24, 1866, secs. 1, 2 (14 Stat. 221), under pro- 
vision of section 4, which act was authorized by Const. U. §,, 
art. 1, sec. 8, to cease operation of line constructed along “post 
roads,” which, under Act Cong. March 1, 1886 (U. S. Comp. 
St., sec. 7457), include all public roads and highways maintained 
as such, for intrastate business until it secures certificate of 
public convenience and necessity, though it may regulate conduct 
of company’s business under police power.—Postal Telegraph- 
Cable Co. vs. Railroad Commission of California et al., 254 Pac. 
Rep. 258. 

Telegraph company obtaining federal franchise by accept- 
ing Act Cong. July 24, 1866, secs. 1, 2, 4 (14 Stat. 221), under 
provisions of section 4 thereby became agency of federal gov- 
ernment for transaction of postal business, and an agent of 
interstate and foreign commerce.—lIbid. 

Building of lines by telegraph company within state is suffi- 
cient acceptance of Civ. Code, sec. 536, which constitutes grant 
of franchise to telegraph corporation to construct lines within 
state.—Ibid. 

Railroad Commission cannot require telegraph company, 
which accepted grant of franchise under Civ. Code, sec. 536, to 
procure certificate of public convenience and necessity before 
carrying on intrastate business over new lines erected after 
amendment of Constitution in 1911 and enactment of public 
utilities act (St. 1911, Ex. Sess. 1911, p. 43), sec. 50 (b), since 
rights required under Civ. Code, sec. 536, are vested, and cannot 
be taken away by subsequent state legislation.—Ibid. 

(Supreme Court of North Carolina.) Stipulation in bill of 
lading that goods are to be delivered to consignee, “he or 
they paying freight,” does not release consignor from liability 
where consignee fails to pay freight charges, in absence of 
stipulation amounting to express agreement by which consignor 
is to be exonerated.—Davis, Director-General of Railroads, vs. 
Ford, 137 So. BE. Rep. 328. 


In action by carrier against shipper to recover freight charges 
which consignee failed to pay, question whether express con- 
tract existed by which consignor was exonerated from paying 
freight charges, held for jury.—Ibid. 

Action by Director-General of Railroads, being action on 
behalf of United States in its governmental capacity, held not 
subject to statute of limitation.—Ibid. 

(Supreme Court of Arkansas.) Whether a stave company’s 
failure to ship over railroad the percentage of its finished prod- 
uct required by a contract granting a special rate to the com- 
pany on rough material was due to lack of cars was properly 
submitted to the jury, in suit to recover undercharge.—Davis, 
Director-General of Railroads, etc., vs. Hampton Stave Co., 291 
S. W. Rep. 979. 

He who prevents a thing from being done shall not avail 
himself to his benefit of the non-performance which he has 
occasioned.—Ibid. 


Where Director-General of Railroads failed to supply cars 
sufficient to enable a stave company to ship over a line the 
volume of its products required by its rate contract, he could 
could not recover for the breach.—Ibid. 


BILLS OF LADING PROSECUTION 


The Commission has been informed that complaint has 
been made against Elmer W. Smith, president of Elmer W. 
Smith, Inc., Seattle, Wash., accusing him of having the North- 
ern Pacific and the Great Northern issue bills of lading pur- 
porting to cover carloads of salmon and then negotiating the 
bills at the First National and Canadian Bank of Commerce. 
The complaint, in eighteen counts, alleged that he had procured 
$62,000 on bills of lading which did not, as they purported, 
cover carloads of salmon, such transactions being in violation 
of the Pomerene bills of lading act, punishable, in each in- 
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stance, with a fine not exceeding $5,000 and/or not exceeding 
five years’ imprisonment. The acts alleged were done in Sep- 
tember and October, 1926. J ; 
Smith was held for the action of the grand jury in the 
western district of Washington, under $10,000 bond. The in- 
vestigation was made by L. B. McChord, special agent of the 
Commission in the Bureau of Inquiry. He laid the facts before 
an agent of the Department of Justice and the district attorney. 
Smith, in statements attributed to him, said he was not guilty 
of any wrong doing, asserting that he was in the east attend- 
ing the funeral of his mother when the alleged wrongful acts 
done. 
wenThe complaint alleges that Smith persuaded railroad freight 
agents to issue bills of lading, properly signed, before the cars 
were loaded and then negotiated them at the banks, each bill of 
lading, on account of the relatively high value of salmon, being 
good for. amounts ranging from $5,000 to $10,000. Sight drafts 
drawn against persons to whom the cars were supposed to be 
sent were attached to the bills of lading for collection at the 
destinations of the cars, which, according to the allegations in 
the complaint, were never loaded and therefore never shipped. 
Anxiety of traffic men to obtain business for their lines is sug- 
gested by men in the Commission who have handled the case 
as explaining why the railroad agents, signed and delivered the 
bills that were negotiated at the banks, in advance of receipt 
of the goods mentioned in the Dills. 


Cc. M. & ST. P. WINS JUDGMENT 

The Court of Claims of the United States this week decided 
No. C-63, Chicago, Milwaukee & St. Paul vs. the United States, 
holding that the carrier was entitled to $386.88 from the govern- 
ment for transportation furnished the United States Army. The 
case involved a dispute between the government and the carrier 
as to proper charges for the transportation of soldiers from 
Camp Douglas, Wis., to Texas points in 1916. The court also 
found that, as to two items involving $5,045.04 and $57.66, the 
carrier’s petition should be dismissed. 


THREE CARRIERS INDICTED 

The Commission’s Bureau of Inquiry has procured the indict- 
ment of the Chicago Great Western, Missouri-Kansas-Texas, and 
Missouri-Kansas-Texas Railway Company of Texas, in five 
counts, alleging violations of the long-and-short-haul part of the 
fourth section in rates on packing-house products from points in 
Towa to destinations in Texas. The material allegation is that 
the rates on packing-house products from South St. Paul, Minn., 
exceed those from Waterloo, Ia. The specific shipments men- 
tioned were from South St. Paul and Waterloo to Dallas and 
Waco, Tex., in 1924 and 1925. 


“FRIVOLOUS” SUIT DISMISSED 


The Supreme Court of the United States, May 2, dismissed 
No. 295, Fort Worth & Denver City Railway Company vs. State 
of Texas, “as frivolous” on authority of Farrell vs. O’Brien, 199 
U. S. 89, 100; Toop vs. Ulysses Land Co., 237 U. S. 580, 583; 
Piedmont Power & Light Co. vs. Town of Graham, 253 U. S. 
193, 195, and Seaboard Air Line vs. Padgett, 236 U. S. The suit 
originally was instituted by the state of Texas to recover 
penalties for failure of the carrier to maintain and keep prop- 
erly lighted water closets at Jolly, Tex. The lower courts up- 
held assessment against the carrier of $3,000 in penalties and 
the carrier appealed. 


TO ENJON O’FALLON ORDER 


A bill to enjoin enforcement of the Commission’s order in 
the O’Fallon recapture case has been filed at St. Louis in the 
federal district court by the St. Louis & O’Fallon and the Manu- 
facturers’ railways. The bill asks that the order be annulled 
and set aside and that a temporary injunction by entered re- 
straining, enjoining, and suspending enforcement of the order. 

The action of the Commission was attacked on the ground 
that it erred in holding that the two roads were not operated 
as a single system; that fhe Commission, in failing to give 
substantial and effective weight to increased costs and the di- 
minished purchasing power of the dollar, acted contrary to law; 
that the Commission did not give substantial and effective weight 
to cost of reproduction; and that it based its so-called findings 
of value on a purely arbitrary formula and based the same on 
erroneous principles of law, by reason of which the order of the 
Commission was void on its face. 


U. S.CANADIAN REPARATION 


The United States Circuit Court of Appeals for the seventh 
circuit has certified to the Supreme Court of the United States 
questions in connection with No. 334, News Syndicate Co., Inc., 
vs. New York Central. That is the case in which the plaintiff 
in error sued the United States railroads for the recovery of 
reparation awarded by the Commission on dccount of unreason- 
able rates on newsprint paper from Thorold, Ont., to New York 
City, 95 I. C. C. 66. (See Traffic World, April 2, p. 878, and 
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February 19, p.-477.) The questions on which the Circuit Court 
of Appeals desires answers are as follows: 


1. Where a railroad of the United States and a railroad of 
the Dominion of Canada unite in the publication of a joint through 
rate from a point within the Dominion of Canada to‘a point 
within tthe United States, the rate covering transportation both 
in Canada and in the United States, has the Interstate Commerce 
Commission of the United States jurisdiction, on complaint of a 
shipper or consignee made against the United States railroad 
alone, to determine the reasonableness of such joint through rate? 

2. Where a shipper or consignee of freight shipped to it at 
a destination in the United States from such point in the Dominion 
of Canada has paid at destination to the United States railroad 
the full published joint through freight rate thereon, has the 
Interstate Commerce Commission, upon a finding by it that such 
joint through rate was unreasonable and unjust, but in the ab- 
sence of a finding that the charges for the transportation in so far 
as it took place within the United States were unjust and unrea- 
sonable, jurisdiction to make an order for the payment of damages 
to such shipper or consignee in the amount that the entire trans- 
portation charges on the basis of the joint through freight rate 
exceeded the charges which would have been assessed on the basis 
of the joint through freight rate found by the Commission to 
have been reasonable? 

When the Interstate Commerce Commission has made such 
an order against the United States carrier alone for the payment 
of damages arising from its finding of the unreasonableness of 
such published joint through rate, can a suit thereon, under 
Section 16 of the Interstate Commerce Act, be maintained solely 
against the United States carrier? 

4, Did the District Court err in sustaining the demurrer to 
the said petition? 


SOUTHERN CLASS RATES 
The Trafic World Washington Bureau 


All the railroads in the territories east of the Mississippi 
have asked the Commission for modification of its findings in 
No. 13494, Southern Class Rate Investigation covering the inter- 
territorial class rate adjustment. Their joint petition is a 
printed volume of 186 pages plus a sheaf of printed appendices 
and maps of groups of origin and destination. It is signed by 
the chairmen of the freight committee territories in Official, 
Illinois and Southern Classification territories. 


The Seaboard, Atlantic Coast Line and the Florida Hast 
Coast, by their traffic vice-presidents, have also asked the Com- 
mission to modify its findings concerning interterritorial class 
rates between points in Central territory and points in the 
peninsula of Florida. Theirs is a pamphlet of only 14 pages. 
They pointed out that in their former petition, which the Com- 
mission denied, they dealt with only the intraterritorial rates. 

Carriers signatory of the first mentioned petition assert 
that they have tried to construct a rate adjustment satisfactory 
for interterritorial application, in accordance with their agree- 
ment with the Commission to co-operate with the Commission 
to that end, as noted in the Commission’s supplemental report 
in 109 I. C. C. 300, but find it impracticable to make such an 
adjustment unless modifications are made in finding 17 and in 
appendices N-1, O-1 and Q. They suggest the modifications 
that should be made to the end that rates in the border terri- 
tory will not be noted for their inconsistencies. They have 
suggested increases and reductions, apparently many more of 
the former than the latter. For instance, they ask for a modifi- 
cation o appendix Q, section 1, so as to give them a rate of 
132 cents first class for a haul of 200 miles in C. F. A. and 150 
miles in Southern territory, instead of 123 cents prescribed in 
the supplemental report. That, of course, is only one out of 
hundreds of illustrations, dozens of which relate only to ap- 
pendix Q, section 1. 

The Florida carriers said they were already confronted, by 
reason of the Commission’s denial of their intraterritorial peti- 
tion, with heavy reductions but that the reductions in the in- 
terterritorial rates would be far in excess of those forced upon 
them by the denial of the intraterritorial petition. They said 
that unless some relief was accorded, the combined and cumu- 
lative results of the reduction in both categories of rates car- 
ried with them a danger to the revenues of the carriers that 
assumed “an alarming aspect.” They said they were convinced, 
from various statements in the public press and otherwise 
throughout Florida, that a considerable degree of misapprehen- 
sion existed as to the intent and purposes of their former peti- 
tions concerning the intraterritorial adjustment. They try to 
show in this petition, that what they tried then and are trying 
now is not to increase, but to preserve, their present revenues. 

To show, in part, the heavy reductions they were asked 
to take, in the interterritorial rates, they put in a table contrast- 
ing the reductions from Cincinnati and Chicago, as points of 
origin, to Ocala, Orlando, Plant City and Fort Myers, Fla. In 
that table it was shown that there would be a reduction in the 
first class rate from Chicago to Fort Myers of 54 cents and 10.5 
cents from Cincinnati, or five times as much from Chicago as 
from Cincinnati. They said that such great reductions might 
‘be expected to have an effect on the distribution of the traffic 
and the trend of the movement under the revised scheme of 
rates and suggested that the value of traffic tests was impaired 
by such great changes in the rates. 

Commissioner Eastman, in a notice to all concerned with 
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reference to the petitions in No. 13494, Southern Class Rate In- 
vestigation, said the Commission would receive the views of 
those who desired to comment on those petitions on or before 
June 1. He said the Commission preferred that such state- 
ments be printed, but that if printing were impracticable, they 
would be received in mimeographed form. Fifteen copies of 
such statements are to be supplied to the Commission and three 
copies to each of the freight committee chairmen, namely, 
Charles Barham, Southern Freight Association, Atlanta, Ga.; 
Eugene Morris, Central Freight Association, Chicago; C. W. 
Galligan, Illinois Freight Association, Chicago; R. N. Collyer, 
Trunk Line Association, New York; and Frank Van Ummersen, 
New England Freight Association, Boston. 

In respect to the petition of the Florida carriers, Commis- 
sioner Eastman said fifteen copies of statements replying thereto 
should be supplied to the Commission; ten copies to Charles 
Barham and ten copies to Henry Thurtell, Washington, D. C., 
counsel for the petitioning carriers. 


LOADING OF BOX CARS 


Instances of loading of box cars suitable for transporting 
grain and food products with commodities that unfit the cars 
for high-class traffic, have been called to the attention of 
railroads by L. M. Betts, manager of the closed car section of 
the car service division of the American Railway Association, 
in an appeal asking that the carriers remedy the situation com- 
plained of. In a letter to all railroads, Mr. Betts said: 


It would seem to be-an elemental principle of good railroad op- 
eration that box cars, new, rebuilt, or otherwise in condition for 
transportation of grain or food products, should not be made unfit for 
such high class loading through being used for renin commodities 
that leave the floors and sides impregnated with oils, grease or 
offensive odors. Yet the frequency with which cases of such misuse 
are reported to the car service division indicates the necessity for 
more effective instructions and closer supervision over the class of 
cars furnished for loading commodities that manifestly belong only 
in rough freight equipment. 

Memorandum attached covers specific instances of this kind re- 
ported by two western roads. Manifestly, this indicates that such 
cases could be extended indefinitely if a general canvass were made. 
The loss of service and waste of money involved in repairing such 
cars is considerable. The importance of conserving equipment suit- 
able for the grain trade in view of.prospective heavy demands this 
summer gives particular peent to the importance of this subject. 

Cars suitable for rough freight loading usually predominate in any 
assortment of box cars. Therefore, enforcement of the suggested re- 
striction should not affect the car supply of shippers of rough freight 
commodities. 

Will you please take such action promptly as will insure the en- 
forcement of regulations that will prevent occurrences of this kind 
on your railroad? Your instructions should deal specifically with the 
foreign cars in your possession, as well as with your system cars. 


The memorandum referred to follows: 


Car 76,147 returned home from east with floor covered to a depth 
of over an inch with a composition as hard as —~ ee composed of 
some tar yregect mixed with gravel, the gravel evidently having 
been loaded when the car floor was asturated with tar. Entire floor 
had to be renewed at a cost of $117.57. 

Car 712,544, new box car, received home from the east with the 
floor covered to the depth of an inch in many places with oil, and 
the sides and ends splashed with oil three feet from the floor. Car 
unfit for further loading with food products except by renewing the 
floors and siding. 


Car 711,203, new box car, returned from the east with floor and 
side boards thoroughly saturated with oil and unfit for further loading 
of food products without complete removal of the sides and floor. 

Car 45,095 returned home from the east with floor and sides com- 
pletely saturated with tar or asphalt. Car was shopped and the entire 
flooring renewed at an expense of $106.94. 

Car 48,883, returned home from the southeast completely im- 
pregnated with fertilizer and unfit for any further high class loading 
unless entire superstructure renewed. 

Car 27,193, received empty from the east after being loaded with 
tar. Owner removed floor and side boards at a cost of $113.57 for 
labor and material. 

Car 701,127, received from the east loaded with wet glue stock. 
Car unfit for high class loading without removal of floor and sides. 

Car 43,179, received home after having been loaded with tar, 
necessitating owner renewing floor boards, grain strips and lining 
at a cost of $95.24. 

Car 48,637, received empty from the east with floor damaged from 
oil, necessitating repairs at a cost of $83. 

Car 34,295, received empty from the east with floor damaged by oil, 
nesnguanene repairs at a cost. of $103.40. 

Car 710,326, received empty after having been loaded at Jersey 
City with hides, and made entirely unfit for grain and flour. 

Car 32,283, received empty from the east after —_— been loaded 
with fertilizer, necessitating the removal of floor and lining in the 
car at a total cost of $150.38. 

Car 27,089 received empty from a southwest line, after having 
been loaded with creosoted lumber to the top of grain line, making 
it unfit for any service, amoapt rough freight, until such time as the 
flooring and lining is renewed. 


LOADING OF BARRELS 


Hearing in docket 16832, the J. D. Hollingshead Company 
against the Ann Arbor and others was held in Chicago before 
Examiner Smith May 4. The case was originally heard early 
in 1926 and the Commission issued its decision last July. The 
complainant had attacked the fourth class rating, 16,000 pounds 
minimum, then applying on nested or telescope barrels. The 
Commission’s order required the establishment of a sixth class 
rating with a 30,000 pound minimum. The case was reopened 
by the Commission March’7, 1927, in response to the complain- 
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ant’s request for a modification of the original order in favor 
of a fifth class rating with a 20,000 pound minimum. 

J. P. Ronan, attorney for the complainant, explained that, 
since the decision of the Commission, the complainant had 
made a series of tests, the result of which was to demonstrate 
the physical impossibility of loading the commodity to the min. 
imum required. He said the C. F. A. committee had agreed to 
the request of the complainant for a fifth class rating with a 
20,000 minimum. The Big Four, as represented by R. D. Hunter 
at the hearing, contended for a minimum of 24,000 pounds with 
the fifth class rating, however. 

J. Dysart, secretary and treasurer of the complaining com- 
pany, presented the results of the tests carried out by his com- 
pany. He said the maximum that could be loaded in a 36 foot 
car was 18,000 pounds and that the maximum it had been able 
to get in the larger cars ranged from 20,000 to 21,000 pounds. 
He said the 30,000 pound minimum would be practically a death 
blow to the industry, if it were allowed to go into effect. He 
explained that, in the nesting of barrels, it was necessary to 
place some obstruction inside each barrel so that they would 
not, while in transit, settle beyond a certain point—otherwise 
the units at the bottom of the pile would be broken by the com- 
bined weight and settling, due to the movement of the car 
while in transit. He said the individual barrel weighed approx- 
imately 25 pounds and that the barrels could be properly nested 
eighteen to the column, though it was physically possible to 
nest as high as twenty-four to a column, in a high car. His 
testimony went, principally, to the practicability of loading in 
excess of 20,000 pounds. 

Mr. Hunter explained that, at the time the case was 
brought, there was no specific rating on telescope barrels but 
that they moved under the “wooden ware” classification. He 
gave the results of an investigation as to the weight to which 
the commodity could be loaded, covering, mainly, six cars 
shipped from Louisville, Ky., and eighteen cars shipped from 
Thebes, Ill. He said the cars he had investigated had loaded 
from 18,000 pounds to 40,000. His testimony as to weight and 
price of barrels and other related matters conflicted somewhat 
with that of Mr. Dysart, but he said he had found that the 
facts varied at the different points of manufacture. It was 
necessary for the carriers, he pointed out, to make their class- 
ification for the industry as a whole. He introduced exhibits 
comparing the earnings produced under the various classifica- 
tions and minimum weights suggested and earnings on other 
commodities. He said his exhibits showed that the fifth class 
rating, with a 24,000 pound minimum, was as low as the car- 
riers could reasonably be expected to go. 

On rebuttal, Mr. Dysart pointed out that the barrels that 
had been loaded in the cars investigated by Mr. Hunter were 
“apple” barrels as contrasted with “sugar” barrels, the latter 
being larger and heavier than the former. He said the tendency 
in the industry was to the increasing importance, or more uni- 
versal use, of the “sugar” barrel size. 


RAIL WAGE STATISTICS 


Class I railroads in February had 1,720,520 employes to 
whom total compensation of $228,171,570 was paid, according 
to the monthly summary of wage statistics prepared by the 
Bureau of Statistics of the Commission. As compared with the 
returns for the preceding month, there was, in February, a de- 
crease in the number of employes of 3,723, and a decrease in 
compensation of 6.7 per cent. The decrease in compensation, 
the bureau said, resulted principally from the fact that Feb- 
ruary had 23 working days while January had 25. Compared 
with the returns for February, 1926, the number of employes in 
February this year showed a decrease of seven-tenths of one 
per cent, while the total compensation showed an increase of 
two-hundredths of one per cent. 

Included in the statement for February was the following 
table showing the average number of employes of selected 
classes, reported by Class I railways for the calendar years 1924, 
1925 and 1926: 


Number of employes 

Occupational class 1924 1925 1926 
INE 5x cis stake hans then mens soso 186,503 185,210 185,914 
Bridge and building skilled laborers. 28,646 28,861 30,250 
Track and roadway laborers......... 259,373 259,821 280,906 
Machinists ....... ssp wacwedeedevete 3 61,265 60,874 
I, ic plninittannwig Cian’ a dbweaie 1376 19,802 19,329 
I 0 Scie .5. 000-06 5.0.0 0 kien hincnaale:© 9,418 229 9,042 
ea ct a bees sc be gceneterse vexne 119,130 116,256 113,123 
TOUOGCEOCEE WOEEGES  ccccicccccccewcve 9,491 9,800 10,273 
Sheet-metal workers ................ 11,780 11,628 11,636 
ee ear 31,351 30,999 30,681 
Truckers (stations, warehouses and 

MUMRTONEED  acivtuaidecd ebm Rvecnseu%-s 38,505 39,231 39,256 
Common laborers (stations, ware- 

houses and platforms)........... 4,214 4,259 4,203 
Road freight conductors (through).. 15,610 15,620 16,196 
Road freight conductors (local)...... 9,254 ,299 * 
Road freight brakemen (through)... 36,574 36,205 87,494 
Road freight brakemen (local)...... 23,965 23,776 a 
Road freight engineers (through).... 21,779 21,263 21,903 
Road freight engineers (local)...... ‘ 9,236 ,390 ,660 
Road freight firemen (through)..... 23,862 23,102 23,714 
Road freight firemen (local)......... 9,484 9,612 i 

Me EEE icicnecncsbneveess Ves 1,777,391 1,769,099 1,805,780 
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CHAMBER OF COMMERCE MEETING 


The Trafic World Washington Bureau 


Refutation by Chairman O’Connor, of the Shipping Board, 
of reports to the effect that the board planned to ask Congress 
for large sums of money for construction of new ships, that the 
board was not now trying to sell ships or shipping services, and 
that it favored permanent government operation of the merchant 
marine, featured the transportation and communication ses- 
sion of the fifteenth annual meeting of the Chamber of Com- 
merce of the United States held on the afternoon of May 4. 
Another feature of the session was that a resolution proposed 
py Alba B. Johnson, president of the Railway Business Associ- 
ation, on behalf of that association, declaring for preservation 
of the integrity of the interstate Commerce Commission, was 
toned down before it was approved by the session. 

Philip H. Gadsden, of Philadelphia, vice-president of the 
United Gas Improvement Company, speaking in opposition to 
government ownership of shipping, precipitated denial by Chair- 
man O’Connor of policies attributed to the board. 

Mr. Gadsden spoke in support of the resolution proposed 
by the Chicago Association of Commerce declaring against pro- 
posals to give authority to the Shipping Board to enter upon a 
new program of shipbuilding and against a policy of continued 
government ownership. He said he had no special knowledge of the 
shipping problem but that he was speaking as a business man and 
that special knowledge of the shipping business was not re- 
quired to pass judgment on the question of government own- 
ership. He said government ownership of shipping was only a 
phase of a much larger question—how far should the govern- 
ment invade the field of business? He discussed the broad 
question of the government engaging in business and the vital 
objections to such a policy. He said business was opposed to 
permanent government operation of shipping and that it was 
looking hopefully to the time when shipping would be turned 
into private hands. 

Mr. Gadsden said there was great danger in temporizing 
with respect to getting the government out of the shipping busi- 
ness. He asked what would have been the result if such a 
policy had been followed with respect to the railroads after the 
war and referred to the accomplishments of the railroads since 
the end of federal control. 

“We are in favor,” said he, “of any legislation which looks 
to the liquidation of this adventure of government into business, 
and we are definitely and strongly opposed to any movement 
which looks to postpone the time when the government shall 
retire from this field.” 

Mr. Gadsden said it appeared there had been a change on 
the part of the Shipping Board with respect to selling ships. 
He said there were legislative proposals which, if adopted, 
would prevent the sale of ships. He also said there were pro- 
posals to have the expenditure of $250,000,000 authorized for 
new ships and government bonds to be sold to get the money. 

It was emphasized by Mr. Gadsden that he did not wish the 
discontinuance of shipping lines established by the board that 
had demonstrated they were needed to serve commerce but 
that what was desired was the transfer of these lines to pri- 
vate hands. He said he was concerned with the evident cessa- 
tion of a genuine effort to transfer the ships to private hands 
in accord with the merchant marine act of 1920. He said he 
understood there were a number of services that could be dis- 
posed of if they were properly put up for sale. He said he be- 
lieved the public generally was against permanent government 
operation and that he protested against the present tendency 
of the board and Fleet Corporation with respect to the issues 
of ships sales and government operation. 

Chairman O’Connor and several other members of the Ship- 
ping Board were present and heard what Mr. Gadsden said. 
Chairman O’Connor was invited to speak. He began by saying 
that “he (Mr. Gadsden) has attributed to the Shipping Board 
policies for which he has no authority nor basis for the simple 
reason that they are not true.” 


Chairman O’Connor said the board was not behind any 
plan for the expenditure of $250,000,000 for new ships. He 
said the board was for a merchant marine—privately owned 
and operated if possible, but in any event, a merchant marine. 
He said the board was not for permanent government owner- 
ship of the merchant marine. 

With respect to established government shipping lines, Mr. 
O’Connor said the board would sell these lines—that the price 
did not make any difference—for $5 a ton or $15 a ton, pro- 
vided assurance was given by the purchasers that the lines 
would be operated for five years. He said the situation was 
different as to single ships—that the board had no right to 
give such ships away and that these ships would be sold at 
prices the board regarded as fair. He asserted the board would 
sell its lines at once to any responsible groups of American 
citizens who would guarantee to operate them. He invited 
those present to submit offers at once and then ascertain 
whether or not the board was ready to sell. He appealed to 
the session not to take action on statements that he said mis- 
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represented the position of the board and urged it to use a lit- 
tle discretion. 

Julius H. Barnes, formerly president of the Chamber of 
Commerce, said that, in view of what Chairman O’Connor had 
said, action on the resolution of the Chicago Association of 
Commerce should not be pressed. He expressed the view that 
determined action to get the lines into private hands was es- 
sential and that plans should be formulated that would result 
in transfer of all lines to private hands because of the effect 
of government shipping competition on private American ship- 
ping lines. Mr. O’Connor stated that the government did not 
compete with private American lines but Mr. Barnes took the 
position that commerce was so interrelated that even though 
shipping lines did not call at the same ports, there was a char- 
acter of competition that did exist between government lines 
and private American lines. 

As a substitute for the Chicago Association of Commerce 
resolution, Mr. Barnes offered the following, which was adopted: 


In view of the explicit disclaimer, before this section, by Chair- 
man O’Connor, of the shipping board, that the board contemplates 
investing public moneys in new construction; and in view of his 
clear statement that the board is determintd to dispose of all ships 
and trade routes to private enterprise at any sacrifice if with rea- 
sonable assurance of continued service on those routes, this section 
believes these utterances accord with the adopted principles of the 
Chamber and no further action is necessary at this time, except 
to impress upon the shipping board the need of energy in placing 
this shipping in private operation and with such support as necessary 
to make private operation effective. 


Telegrams were read from the Shipowners’ Association of. 
the Pacific Coast and the Pacific-American Steamship Associa- 
tion in support of a declaration along the lines of that contained 
in the Chicago Association of Commerce resolution. 

Ira Campbell, of New York, counsel for the American Steam- 
ship Owners’ Association, made an appeal on behalf of private 
American steamship owners, for a declaration against intrench- 
ment of the government in the shipping business. He asserted 
that if money were appropriated for a new shipbuilding program 
as was being proposed in certain quarters, the government 
would simply be going deeper into the shipping business in- 
stead of getting out of it. He said the private owners were not 
asking that the operation of the government lines be stopped 
but that they desired no steps taken that would intrench the 
government in that business. He indicated accord with the pol- 
icy of getting the lines into private hands when it had been 
demonstrated that such transfer could be made with assurance 
of continued service. He referred to the sales of government 
lines to the Dollar interests, the Munson line and other inter- 
ests in support of his argument that there was substantial 
American flag tonnage under private operation at this time. 


Roy S. MacElwee, of Charleston, S. C., while expressing 
accord with the general principles as to the government being 
in business enunciated by Mr. Gadsden, cautioned against a 
declaration such as was proposed by the Chicago association. 
He said the American merchant marine was face to face with 


the problem of providing new modern ships in order to meet 
foreign competition. 


Malcolm M. Stewart, chairman of the Middle West Foreign 
Trade Committee, and manager of the foreign trade department 
of the Cincinnati Chamber of Commerce, said a favorable vote 
on the Chicago resolution would be a vote against an Amer- 
ican merchant marine. In part, he said: 


It is believed by these organizations that the ships the United 
States government is now operating should be continued in opera- 
tion, as it appears to us that all previous legislation has failed to 
make it possible for private American companies to purchase and 
operate vessels under the American flag in competition with foreign 
ships, and it is our belief that in the interest of commerce and national 
security the shipping board should continue to operate through private 
companies all present lines and services established by the board and 
such additional lines and services as may be required from time to 
time, until such time as private interests can permanently operate 
them. In addition there should be a definite policy of replacement, 
reconstruction and modernization of vessels, as our foreign com- 
petitors are doing, in order to meet the competition presented by 
the best of foreign ships. The uncertainty brought about by con- 
stant agitation to mt the government out of the shipping business 
as rapidly as possible has a very demoralizing effect, an revents 
the venture from being successful, inasmuch as it plays into the 
hands of our foreign competitors. It is our opinion that Congress 
should make the declaration that the American merchant marine is on 
the high seas to stay. 


On behalf of the Portland (Ore.) Chamber of Commerce, 
H. N. Lawrie outlined a plan for giving aid to American 
shipping. 
Integrity of the Commission 


Mr. Johnson, on behalf of the Railway Business Associa- 
tion, spoke in support of the following resolution on inde- 
pendence and integrity of the Interstate Commerce Commission: 


If the Interstate Commerce Commission is to give competent 
and satisfactory service its membership must be kept on a high plane 
of intelligence, experience and courage. To this end the process of 
appointment must be safeguarded and the independence and integ- 
rity of the Commission protected. Other things equal, nominees should 
be preferred who have had the experience and undergone the test 
of service on a state utilities commission. B preeentate of opinions, 
callings, interests, regions or states should have no bearing. Com- 
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missioners should come to their duties free from all obligations except 
national welfare, and qualify in a personal, not a representative, ca- 
pacity. Upon expiration of terms commissioners should be~ re- 
appointed during good conduct and health. The president and cab- 
inet members should refrain from communicating to the Commission 
or to commissioners their views upon rate adjustments ape png or 
likely to be. Senators should refrain from attempts to influence the 
action of the Commission or of commissioners. In considering nom- 
inees senators should limit inquiries to ability, integrity and ,ex- 
perience, omitting questions which would disclose opinions by which 
senators desire commissioners to be governed. Having announced 
by statute the standards by which rates are to be regulated, Con- 
gress should leave wholly to the Commission the exercise of judg- 
ment in enforcing that standard. Public discussion of rate schedules 
or the economic theories underlying them being impracticable with- 
out implicating current concrete controversies, business and farm or- 
ganizations should permit rate principles to evolve as precedents in 
orderly procedure before the Commission on issues joined. 


Mr. Barnes, speaking on the resolution, expressed the view 
that it should not be approved in the form submitted. He 
thought that certain language in the resolution would give 
offense to government officials. On his motion the following 
was adopted as a substitute: 


If the Interstate Commerce Commission is to give competent and 
satisfactory service its membership must be kept on a high plane 
of intelligence, experience and courage in order that the independ- 
ence and integrity of the Commission may be protected. Having 
announced by statute the standards by which rates are to be regu- 
lated, Congress should leave wholly to the Commission the exercise 
of judgment in enforcing that standard. 


Mr. Barnes also remarked with reference to the original 
resolution, that the Chamber would not wish to go on record 
against public discussion of rate schedules or the economic 
theories underlying them. The substitute resolution was re- 
ferred to the resolutions committee of the Chamber, that being 
the course pursued with reference to resolutions adopted in the 
group meetings of the convention. 

In five-minute talks on “New Trends in Transportation,” 
W. L. Clause, chairman of the board, Pittsburgh Plate Glass 
Company of Pittsburgh, Pa.; A. J. Brosseau, president, Mack 
Trucks, Inc., New York City; and George D. Ogden, traffic man- 
ager, Pennsylvania Railroad, of Philadelphia, Pa. discussed 
waterway, highway and rail transportation matters. 

Mr. Clause referred to the projects for improvement of the 
Ohio, Mississippi and other inland waterways. He said the 
government barge line on the lower Mississippi river was now 
on a profitable basis, that the results of operation on the War- 
rior river were improving and that the time was about at hand 
when the government should be getting out of the barge line 
business and expressed the hope that steps would be taken to 
get the barge lines into private hands. Mr. Clause believed 
that the development of transportation on the inland water- 
ways would prove a benefit to the railroads. He said the 
movement of tonnage on the Monongahela river had proved a 
benefit to them. He discussed favorably the St. Lawrence 
waterway project. 


Mr. Brosseau said in effect that the experience with the 
truck and the bus had demonstrated that there was a place 
for them in the transportation system of the country and that 
highway transportation not only would serve shippers but the 
railroads. He pointed out that there were particular spheres 
in which the motor vehicle could be used profitably. 

Mr. Ogden referred to the sympathetic attitude of industry 
toward the railroads in recent years and the consequent ability 
on the part of the railroads to meet the demands made upon 
them. He said water transportation no doubt had its proper 
place in the transportation system and that he thought the 
railroads should take the position that what was good for the 
community must eventually be good for the railroads. He said 
the same could be said with respect to the motor vehicle. 

The question of proper revision of postal rates and matters 
relating to the postal service were discussed by A. C. Pearson, 
chairman of the board, United Publishers’ Association. 

John G. Lonsdale, president of the National Bank of Com- 
merce, St. Louis, discussed the relation of commercial organ- 
izations to aeronautical development. 

William J. Dean, of St. Paul, Minn., acted as chairman, 
and Alvin B. Barber, manager of the transportation and com- 
munication department of the Chamber, acted as secretary of 
the session. 

At the general closing session of the meeting, May 5, William 
J. Dean, of St. Paul, Minn., speaking on the subject, “What’s 
Ahead for Transportation and Communication,” praised the 
performance of the railroads since their return to private opera- 
tion, adding that private management had demonstrated beyond 
any question a capacity to meet new conditions and problems 
with resourcefulness, ability and courage, and to render a 
maximum service at a minimum cost. As to railroads, he said, 
in part: 

Durin 
ungee MLANe ce soe’ setae ae Eamon Tee Claalak 
that in the coming years capital must be supplied at an equal or 
greater rate if these great arteries of commerce are to meet the 
ever expanding demands of traffic. Is this new money to be supplied 
mainly by continued issues of bonds as in the past or will the 


credit of the railways be restored sufficiently to enable them to 
finance improvements by issues of stock? This is a serious problem, 
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for without a sound and stable financial condition they will be i) 
prepared to meet any adverse conditions. 

The public welfare demands attention to these future problems of 
the railways—it calls for a sound and liberal policy of regulation 
affording full opportunity for initiative of management, realization of 
the program of permissible consolidation with proper regard for the 
public interest, continued improvement of plant and equipment taking 
advantage of the offerings of modern science, and every measure of 
efficiency and economy in operation. 


In marked contrast to the progress of the railroads, Mr. 
Dean said, was the recent history of the merchant marine “with 
the continual difficulties inherent in government ownership, ang 
with its enormous expense imposed upon the taxpayers.” He 
said losses in Fleet Corporation operation had aggregated $233. 
000,000 since 1921, without including interest or depreciation, 
He referred to Chairman O’Connor’s disclaimer at the trans- 
portation group session with reference to the government getting 
deeper than it was in the shipping business, and this met with 
—* He declared for transfer of the ships to private opera- 

on. 

Mr. Dean referred to the progress being made in civil avia- 
tion and to the development of waterways. He said it was not too 
much to hope that, in the next few years, the government’s 
pioneering barge line on the Mississippi might be in condition 
for sale to private enterprise. In conclusion, he said: 


Great as has been the progress in transportation in the past it 
is easy to conceive of even greater accomplishments in the future. 
But touched as they are in many different ways by the influence of 
governmental authority their further progress is peculiarly dependent 
upon a sound policy of those in power. So it is well that all who have 
the public interest at heart should be on guard—that the conditions 
which have made possible the great advances in the past shall be 
preserved so that the bright promise which they hold for the future 
may be realized. 


Fred W. Sargent, president of the Chicago & North Western, 
was named to succeed Carl R. Gray, president of the Union 
Pacific, as a director of the Chamber. Mr. Gray resigned on ac- 
count of press of business affairs. 


Resolutions Adopted 


The resolutions committee did not report a resolution on 
preservation of the integrity of the Interstate Commerce Com- 
mission and the resolution on that subject adopted by the 
transportation group, therefore, does not represent the position 
of the Chamber as a whole. Other proposed resolutions not acted 
on included those relating to the long-and-short-haul contro- 
versy, the Alaska Railroad, motor transportation, commercial 
eronautics and parcel post collection. The committee said these 
subjects should have further study. 

The following resolutions on merchant marine, revision of 
postal rates and highway bridges were adopted by the Chamber: 


Merchant Marine Policy 


We view with ee concern and are opposed to proposals that the 
government should enter upon a new program of building merchant 
ships and are opposed to Congress placing added restrictions upon 
the authority of the shipping board to dispose of ships to private 
parties. Such a policy as proposed is against the public interest and 
national welfare. 

The government has already sold many of the principal trade 
routes and these are being successfully operated under private owner- 
ship. Additional shipping services needed for the development of the 
nation’s foreign commerce can also be transferred to and successfully 
maintained by private enterprise through trade route and mail con- 
tracts let whenever possible on a competitive basis. 

The explicit statement made before the transportation session of 
the Chamber of Commerce of the United States on May 4, 1927, by 
Chairman O’Connor of the shipping board, that the board does not 
contemplate the investment of public moneys in new ship construc- 
tion, and his clear statement at that time that the board is de- 
termined to dispose of all ships and trade routes to private enter- 
prise at any sacrifice, if with reasonable assurance of continued service 
on those routes, accord with the adopted principles of the chamber, 
and at this time it is necessary only to impress upon the shipping 
board the need of energy in placing this shipping in private opera- 
tion and with such support as is necessary to make private operaton 


effective. 
Revision of Postal Rates 


Experience has definitely demonstrated that the present scale of 
postal rates is not on a reasonable basis and is resulting in consider- 
able harm to various users of the mails and therefore to the public 
in general. These facts have been brought out at the various hear- 
ings before the post office committees of Congress, and the postal 
service committee of the chamber has rendered a report which shows 
—— that a revision of postal rates should be made as soon as 
possible. 

There has been a more or less generally accepted idea that the 
receipts from the postal service should fully cover all of the costs 
of that service. This is contrary to accepted business principles and 
overlooks the fact that efficiency and adequacy of the service should 
be the first consideration. It also overlooks the fact that Congress, 
in its wisdom, has seen fit to use the postal service for carrying 
out of governmental policies by the granting and extending of “free 
or “less than cost’”’ services. 

In the making of postal rates, segments to purely commercial 
business, the following elements should be fully considered: First, 
the cost to the post office department of the handling of ‘‘free’”’ or 
“less than cost’”’ matter; second, the rates should be so made as 
to encourage the further use of the postal service and thus reduce 
the units of overhead expense; third, the rates should be made on 
the different classes with due regard to the character and value of 
the service and the conditions under which it is performed, in the 
same manner as rates are determined by the Interstate Commerce 
Commission for the transportation of freight and express. 

The net cost of these governmental policy services should be 
charged to the general treasury in the same manner as the cost of 
services of the other governmental departments, and thus eliminate 
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ne of the biggest businesses in the world the present unfair 
— discriminatory method of making the users of commercial mail 
pay for governmental policy services. If such an adjustment of rates 
had been made and proper accounting rendered for governmental 
policy services, the last annual report of the postmaster general 
would not have shown a deficit. 


Highway Bridges 


The construction of important bridges causes financial problems in 
connection with improvement of highways. Whenever after careful 
survey it is found to be necessary to meet these problems by per- 
mitting the erection of toll bridges, authority to build and operate 
such bridges should be granted only upon definite conditions. These 
conditions should include a requirement that construction and opera- 
tion will be under the control of appropriate public agencies with 
a duty to see that the public interest is in all ways safeguarded 
and a provision that the right to collect tolls shall cease after there 
has been opportunity to obtain a reasonable return. 


Pan-American Conference 


The importance of communication and transportation in pro- 
moting Pan-American relations was emphasized by President 
Coolidge in an address before the third Pan-American Com- 
mercial Conference on the night of May 3. The address was made 
at a joint session of the conference and the Chamber of Com- 
merce of the United States. 


“The railroad, steamship, telegraph, telephone, and now the 
airplane, have all reached their highest development as instru- 
mentalities of trade,” said President Coolidge, after referring 
to the development and volume of commerce between the United 
States and the countries to the south of it. Continuing, the 
President, in part, said: 


:A prime requisite of commerce is transportation. On account of 
location and cost most of our trade to the south is carried on by 
shipping. In the last few years these facilities have been both 
increased and improved. Boats which are comfortable and com- 
modious run from New York to Peru in 12 days and to Chile in 
20 days, while on the east coast the Argentine is reached in 20 
days and Brazil in 12 days. At least once each week, sometimes 
oftener, there are sailings to Caribbean ports. This fine passenger 
service has brought people directly to America who formerly came 
here by way of European ports. In addition to this a very extensive 
freight service has been built up. In 1900 the number of American 
vessels that entered these foreign ports was 2,044, while the number 
that cleared was 1,623. In 1925 the number that entered was 6,239 
and the number that cleared 8,193. 


While ships can land goods on the coast, and sometimes go up the 
larger rivers, any extensive distribution is dependent upon land 
transportation. The building of railroads has greatly contributed to 
this purpose. Engineering feats have taken these railroads over 
high mountain ranges that seemed impossible. The highway, with 
the introduction of motor trucks, is becoming an important adjunct 
to the railroads in our own country and in all the republics to the 
south. Modern methods of construction have been so highly devel- 
oped in building our highways that our road machinery is in great 
demand, and the desire for information and education on this sub- 
ject has become so widespread as to call together great international 
conferences. 

Supplementing other modes of travel, both by sea and land, is 
the development of aviation. While this has not reached the stage at 
which it becomes a very important factor in international commerce, 
yet where speed is necessary in carrying travelers, perishable articles, 
or mail, it holds promising possibilities. 

Not only transportation, but communication, is necessary to com- 
mercial interchange. For this purpose we have the Pan American 
postal agreement, which makes the domestic rates on mail matter ap- 
plicable to all the nations which are parties to the agreement. This 
includes all the republics of the two American continents with one ex- 
ception, so that a letter will go anywhere within their territory at 
the domestic rate of postage which prevails in each. The cable and 
the radio both furnish means by which almost instantaneous com- 
munication can be had among all the nations of our two.continents. 


At the regular session of the conference, May 3, addresses 
were made by J. P. Grace, president of W. R. Grace & Company, 
on “Transportation of the West Coasts of South Central Amer- 
ica”; and by Frank C. Munson, president of the Munson Steam- 
ship Lines, on “Transportation Facilities Between the American 
Republics—East Coast.” Before a meeting of the Pan-American 
Commercial Aviation Conference held in conjunction with the 
Pan-American Commercial Conference, William P. MacCracken, 
Jr., Assistant Secretary of Commerce for Aeronautics, discussed 
the possibilities of aircraft in inter-American trade. 

Simplification of consular precedure in inter-American com- 
merce and the possibility of obtaining uniformity in consular 
documentation and procedure were subjects considered by the 
conference. 





FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended April 30, totaled 16,485 cars, as compared with 15,775 cars 
(revised) the preceding week, and 12,377 cars in the correspond- 
ing period of 1926, according to the Bureau of Agricultural 
Economics of the Department of Agriculture. Shipments were 
reported as follows: 


Apples, 731 cars; asparagus, 178 cars; cauliflower, 154 cars; celery, 
287 cars; cabbage, 824 cars; cucumbers, 217 cars; imports, 1 car; 
eggplant, 5 cars; imports, 16 cars; grapefruit, 518 cars; imports, 21 
cars; green peas, 116 cars; lemons, 279 cars; mixed citrus fruit, 130 
cars; lettuce, 958 cars; mixed vegetables, 841 cars; imports, 5 cars; 
onions, 709 cars; oranges, 2,022 cars; imports, 15 cars; pears, 6 cars; 
peppers, 38 cars; imports, 8 cars; spinach, 241 cars; strawberries, 
1,826 cars; string beans, 405 cars; sweet potatoes, 308 cars; tomatoes, 
1,156 cars; imports, 191 cars; watermelons, 3 cars; potatoes (1927 
crop), 1,620 cars; potatoes (1926 crop), 2,913 cars; imports, 130 cars. 
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OCEAN RATE WAR THREAT 


The Trafic World New York Bureau 


The opening move in what may be the beginning of a trans- 
Atlantic freight rate war was made May 5 when the Black 
Diamond Line, operator of the Shipping Board service between 
north Atlantic ports and Antwerp and Rotterdam, withdrew from 
the Trans-Atlantic Continental Conference, following the refusal 
of that body to meet its demands for a differential under the 
conference tariffs. 

The request for a differential was based on the competition 
of the fast passenger liner tonnage operated by the Red Star 
and Holland-America Line, which quoted the same rates as the 
slower cargo tonnage of the Diamond Line. The latter felt that 
it was placed at a disadvantage in soliciting freight and sought 
a differential in its favor. 

The conference, which is made up of more than twenty 
foreign and American lines operating between Gulf and Atlantic 
ports of the United States to the continents, notified the Black 
Diamond that it was unable to accept its demands and felt that 
it would set a precedent, whereupon the Diamond Line served 
notice of its immediate withdrawal. 

This means that the company is now free to quote what- 
ever rates it deems necessary to obtain cargo in the highly com- 
petitive New York-Antwerp-Rotterdam trade. The line, which 
operated a fleet of fifteen government freighters, recently inau- 
gurated a direct weekly service out of New York to the two 
continental ports. This step was made with the sanction of the 
Shipping Board, despite the objections of the Fleet Corporation. 
It is feared in many quarters that, if the Black Diamond cuts 
rates to a low enough level, it may attract cargo that ordinarily 
is shipped direct to ports in France and Germany. Because 
of the low rates it would be possible to transship the goods from 
Antwerp to Holland and still save money. 

The overseas freight markets have been unusually strong 
and active in the last week, much to the surprise of shippers 
and, perhaps, to shipowners themselves. The result has been a 
sharp advance in charter rates and a substantial increase in the 
number of fixtures. The incentive was the sudden demand for 
vessels from Montreal and the discovery that the number of 
ships available from North Atlantic ports was not as large as 
many had believed. Heavy movements from South America to 
Europe have attracted many vessels to that trade, with a conse- 
quent shortage in supply here. 

Most of the increases were recorded in vessels chartered 
for May loading. The fixture of approximately 50 vessels within 
seven days resulted in an advance in grain rates from Montreal 
to 19 cents a 100 pounds to Autwerp and Rotterdam, 20 cents 
to Hamburg, 22 cents to three Danish ports, and 23% cents to 
Mediterranean ports. Shippers short of tonnage for May load- 
ings were responsible for the sharp upturn. It is the belief 
in some quarters that most of the shorts have now covered and 
that recessions in rates may be expected. Whether this diag- 
nosis is true will be shown in the next few days. It is certain 
that the advance has been rapid and reactions would not be 
unusual, even if the market is to continue strong for some time. 

Vessels are being offered for June loading at slightly lower 
figures than the high rates mentioned above for May shipments. 
Charterers are making a determined effort to fight the advance 
and are inclined to risk the dangers of being caught short again 
next month rather than cover their requirements at the current 
level. 

Most of the activity has been confined to grain business. 
Lumber, coal and oil trades are quiet, with little evidence of 
demand. If the grain demand continues, however, these markets 
will naturally be affected by the shift of vessels to the grain 
movement. 

Changes in conference tariffs are announced as follows: 

Trans-Atlantic—Continental Conferences. The following rates 
have been established from the Gulf to Antwerp, Amsterdam, 
Rotterdam, Hamburg and Bremen. The rate on cottonseed hull 
fibre or shaving pulp in large bales is now 53c per 100 lbs. when 
of high density compression; same standard compression 68c per 
100 lbs.; same uncompressed, $1.20 per 100 lbs. Pitch pine, lumber 
or sawn timber now takes a rate of $14.00 under deck and $13.00 
per thousand feet when stowed “on deck.” Cottonseed oil will 
be 47%c per 100 lbs. until May 31st. 

Scandinavian and Baltic Ports. Changes: to Oslo the general 
cargo rate is now 42\%c per cu. ft. or 85c per 100 lbs.; the flour 
rate to Oslo is now 30c per 100 lbs.; provisions to Copenhagen 
and Gothenberg are now 45c per 100 lbs.; same to Helsingfors, 
Abo and Hango now 50c per 100 lbs. 

Red Sea, East Africa (via Aden) and India. Changes: the 
rate on linoleum is now $12.00 per ton of 40 cu. ft., or 2,240 lbs. 
to Bombay, Karachi, Colombo and Calcutta; same to Rangoon 
and Madras. $14.00 per ton w/m. 

Argentine and Uruguay—River Plate. Changes: carbonic acid 
gas now takes third class rate while heel board has been added 
to board classification; 4th class weight rate; metal ceiling also 
takes 4 class rate; cardboard until June 30th will take 5th class. 

West Coast South America (Chile, Ecuador, Peru, Bolivia). 
The Chilean Government has issued a decree prohibiting the 
discharge of all cargo at San Antonio, Chile, except belting, car- 
bide, cement, coal, dynamite, firebrick, machinery, industrial; 
nails, iron, naphtha and benzine, in bulk; oil, flotations, oil, lubri- 
cating, in barrels; pig iron, petroleum, pipe, iron; powder, blast- 
ing; rails, iron or steel; sacks, empty; wire, iron or steel; tinplate. 

Australasia—Australia, New Zealand, Oceania. Changes: soda 
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straws to Australia ports of call, now $13.00 per ton of 2,240 Ibs. 
or 40 _ ft.; same to New Zealand ports of call, $15.00 per 
ton w/m. 


The Pacific Coast European Conferences, after a series of 
daily meetings, withdrew all guaranties of maximum rates on 
canned goods and dried fruit to Europe for the season starting 
May 1. This action followed the announcement a few days ago 
of Balfour, Guthrie & Co., as general agents, that the Harrison 
Line and Donaldson Line would quote last season’s rates and 
would not follow the conference advances of 10 cents a hundred 
pounds. 

The conference announced that no action would be taken 
for another week, and that, meanwhile, the conference would 
not be bound by its previously announced tariff. This move and 
the possibility of exchanges among all parties concerned for the 
next week is regarded as reducing a little the danger of a rate 
war, which would probably have far-reaching consequences on 
the Atlantic. Of the twelve or more lines in the Pacific Coast- 
European trade, almost all are services of large companies or 
have important connections. The dispute over the 1927 tariff, 
which has dragged along for several months and which was 
brought to a crisis by the announcement of Balfour, Guthrie & 


, Co., has threatened serious complications from several sources. 


It is learned that a number of the largest shippers have 
signed an agreement with Balfour, Guthrie & Co. to give them 
all possible shipments, in view of their refusal to advance rates. 
These agreements now tend to make the problem more difficult, 
because of possible retaliation by the conference lines. The 
shippers have asked the conference to restore the old rates— 
70 cents on canned goods and 75 cents on dried fruits. Confer- 
ence lines operators assert, however, that they would not get a 
fair share of the traffic if their rates were on a parity with 
those of Balfour, Guthrie & Co. because of the shippers’ agree- 
ment with that firm. Efforts are expected to be made to work 
out a compromise to avoid the rate war. 

Additional tariff changes on the Atlantic are announced as 
follows: 


West Coast Italy—Genoa, Naples and Leghorn. Changes: 
Scrap leather in bags or bales $1.25 on passenger ships and $1.15 
per 100 lbs. on freighters—rock or mineral wool 38c and 35c per 
cubic foot passenger and freight ships respectively. 

Levant, Black Sea and Adriatic. Changes: motorcycles and 
—e to Trieste $12.00—typewriters $20.00 per 2,240 lbs. or 40 
cu. 


Argentine and Uruguay—River Plate. Changes: cardboard 
now takes 5th class weight instead of 5th class weight or meas- 
urement—silica, kietelguhr and infusorial earth now take 2d class 
weight instead of 3d class. 


Livestock to Rosario now takes an arbitrary over Buenos 
Aires of 25 per cent of rate to B. A. 

Australasia—Australia, New Zealand, Oceanic. Changes: 
pianos to all regular ports of call in Australia and New Zealand 
reduced from $18.00 to $16.00 per ton, 2,240 lbs. or 40 cubic ft. 


Barge Canal Conference 


The New York State Barge Canal operators have formed a 
freight conference similar to those governing the workings of 
steamship lines operating in the trans-Atlantic, Pacific, and inter- 
coastal trades to stabilize rates on the waterway. 

The move to bring the operators together has been on for 
some months and it is understood that after several sessions 
among various owners the way has been smoothed for formation 
of the conference, the details of which are expected to be offi- 
cially announced by the governing committee shortly. 

It is expected that freight rates on the canal will be in- 
creased on many commodities, but that a fair differential will be 
maintained under the rail rates. A similar situation presents 
itself in the intercoastal conference, which is expected to ad- 
vance its rates, but not beyond a certain point, as the railroads 
offer stiff competition. 

The fundamental principles behind formation of shipping 
conferences is to avoid rate cutting and unfair competition. 
All established lines are invited to join and appoint a com- 
mittee from among various owners who fix what they believe 
to be a fair tariff on various commodities. 

Each member agrees to observe all the rates so fixed with 
the result that all are on equal footing in soliciting freight, the 
only advantage being in favor of large companies which by 
reason of a greater number of boats can offer more frequent 
service. Speed also is a factor which plays an important part 
in freight soliciting. 

The need for a direct shipping service between the United 
States and the Irish Free State was emphasized by Lindsay 
Crawford, of the Commission for the Irish Free State, with 
offices in this city, in discussing the trade potentialities of that 
country at a meeting of the Export Managers’ Club at the 
Hotel Pennsylvania. 

Mr. Crawford stated that all goods exported from this coun- 
try to the Irish Free State first went to British ports and were 
thus stamped as of British merchandise. If the export was 
conducted on a direct service with an Irish port, he said, it was 
manifest that the costs would be lower and in favor of selling 
American goods at a lower, or, at any rate, more favorable 
price, despite the difference in the preferential duty. 
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American goods reach the Irish Free State indirectly, he 
said, at an added cost for transshipment of 15 per cent. Ninety 
per cent of these exports go through British ports. 

The harbors on the southwest coast of Ireland Mr. Crawford 
described as very fine and large and he predicted that before 
long one would be developed for the accommodation of ships 
sailing there direct instead of having to go first to Liverpool 
as at present. This is the main problem at present for Amer-. 
ican shippers—how to direct their traffic direct to Irish ports 
and thus save in the handling cost of their goods, he pointed 
out. 


SHIPPERS AND CONSULS COOPERATE 


The Traffic World New York Bureau 


Through the formation of a joint conference committee, 
composed of representatives of the Society of Foreign Consuls 
in New York and the business men of the city represented by 
the Merchants’ Association, closer cooperation between the for- 
eign consulates in New York and shippers from that district 
has been assured, the association says. The purpose of this 
joint committee is to aid both the shippers and the consuls by 
providing a medium for the interchange of suggestions designed 
to bring about closer coordination of the work of these two 
groups. 

In a circular letter, the Merchants’ Association has asked 
for suggestions of changes in procedure or regulations at any 
of the consulates that will simplify or facilitate the dealings of 
shippers with the consulates. It is pointed out that the consuls 
are administrative officers operating under regulations formu- 
lated by their home governments and that they have no author- 
ity to change or modify basic laws or regulations under which 
they conduct their offices. They are at liberty, however, to 
make changes in their office hours, in the time for signing and 
delivering official documents, and in their general office pro- 
cedure. 

In response to this invitation, many suggestions for improv- 
ing conditions at the consulates are being received from the 
2,500 shippers to whom the invitation was sent. These sugges- 
tions are being considered by the joint conference committee, 
which is designed to be a permanent body. 

The Society of Foreign Consuls is planning to circularize 
all consulates in the city in order to obtain suggestions from 
them as to directions in which shippers can improve their pro- 
cedure in a way that will facilitate the duties of the various 
consulates in handling such documents. 

The circular letter sent to shippers by the Merchants’ Asso- 
ciation contains an offer to forward notice of changes in the 
regulations of all consulates to each shipper and bank filing 
with the association a request for such notifications. Naturally, 
the prompt receipt of notice of such changes will obviate the 
inconvenience resulting from the presentation at the consulates 
of documents incorrectly filled out, due to the failure of the 
shipper promptly to learn of changes in consular regulations. 

The Cuban consulate general has announced that, in com- 
pliance with several protests, the recent rules imposed in 
connection with documentation of exports has been suspended. 


OVERSEAS DOCK RECEIPTS 


The Trafic World New York Bureau 


‘A new form of dock receipt, formulated by a special com- 
mittee of the Adriatic, Black Sea, and Levant Conference, has 
been submitted to the member lines for their approval. There 
is a possibility that some minor changes may be suggested to 
meet special requirements. In the meantime, the receipt has 
been adopted by at least one line. 

The receipt, which is arranged in triplicate form, providing 
one copy for the shipper, one for the trucking company, and 
another for the steamship company, is designed to eliminate 
the wide differences in form, size and contents that have existed 
between the forms used by the several lines. The form is headed 
by the name and address of the steamship company with lines 
for the name of the trucking company, the shipper, the steam- 
ship, and the destination, followed by this parenthetical note: 
“The carrier reserving the right to ship said goods in whole 
or in part in or upon a prior or subsequent steamer,” and the 
following protective clause: 


Said goods are received subject to delay and default in ship- 
ment caused by accumulation of other goods, riots, strikes, labor 
disturbances, lack of conveyances, room or facilities of any sort 
and the like. The steamer’s regular bill of lading in use by it 
for similar shipments (upon the basis of which freight rates are 
fixed) shall be issued for said goods to the above named shipper. 
The steamer shall not become responsible for the goods as carrier 
until the goods are actually loaded on steamer; until such loading 
it shall be liable only for loss or damage occasioned by its fault, 
such as an ordinary bailee is liable for but subject also to the 
conditions, exceptions and limitations of liability and value con- 
tained in said regular bill of lading with which shippers are 
understood to have acquainted themselves and to assent to. 

If the value of any of the goods exceeds $100 per package, 
a rate of freight based thereon must be arranged before tender 
of the goods for shipment and the value ofthe goods be declared 
on delivery at the dock and inserted herein, failing which, the 
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1 be conclusively deemed received subject to the bill 
goods, ste limitations of value and liability to the invoice cost 
not exceeding $100 per package. 


Then follow spaces for marks and numbers, number of 
packages, kind of packages and description of articles, total 
measurement in cubic feet and total gross weight. A notice to 
shippers is appended reading: 


Shipping Ee, MESES and port of destination must be 
on eagh package. 
at goods Tyhile on dock are at the risk of the shipper, 
or owner, for loss or damage by fire, flood or other causes beyond 
our control. Shipper should include the risk in their policies 
of insurance. ‘ 

A separate dock receipt must be obtained for each delivery. 

Bills of lading and export declaration must be presented to 
freight office not later than one day before sailing. 

Shipper’s weights as inserted herein will be relied on in 
handling the goods, and if incorrect, shipper and (or) consignee 
shall be responsible for any loss or damage to carrier or others 
resulting therefrom. 

Shippers are requested to insert detailed measurements which 
will enable us to verify corrections of same and avoid all disputes. 
Total weight for one shipment is sufficient except if any one 
package weighs 4,480 pounds or over, then weight must be 
mentioned separately. 

Attention of shippers is called to Section 235 of the Criminal 
Code of the United States (Act of Congress, March 4, 1909). 


On the reverse side of the blanks are spaces for details 
of weight and measurement of packages, and at the bottom the 
following war risk clause: 


In view of war conditions, steamer has liberty to proceed via 
any route to destination, to deviate from or change the advertised 
or intended route at any time or stage of the voyage, to remain 
in loading port or to put into or remain at any port, and (or) 
to discharge the cargo at any port where the steamer may be, 
if circumstances, in the opinion of the shipowner, or of the 
master, render either of said courses advisable, to sail armed 
or unarmed, and with or without convoy or protection of her own 
or any friendly government, and the shipper agrees that neither 
the ship, her owner, master or agent, shall become or be held 
liable in any form or manner for damages that may arise from 


action taken under any of the foregoing liberties. Freight is. 


agreed to be earned on shipment of the goods and to constitute 
a lien thereon until paid. 

It is further agreed that neither the steamer, her owners, 
agents or master, shall become or be held liable for any loss, 
damage or delay, arising or resulting directly or indirectly from 
war risk, from hostilities between any powers, or the consequences 
thereof, or from the act or restraint of any government or for 
any act or thing done to avoid any such peril. 

If the steamer or her cargo spaces shall be requisitioned by 
any act of government the ship owner shall be relieved of all 
further responsibility under this contract, and shall have the 
right to redeliver the cargo to the shipper, consignees, or their 
assigns, in whatever port she may be, against the return of all 
documents issued therefor and the payment of freight, if any, 
and of all other charges incurred in respect of the cargo, the 
steamer having and retaining a lien on the cargo for the payment 
of all such charges. 


OCEAN AGREEMENTS APPROVED 


Two agreements of the American-Hawaiian Steamship Com- 
pany providing for the shipment on through bills of lading of 
goods from Atlantic coast ports to Gray’s Harbor, Wash., have 
been approved by the Shipping Board. The agreements were 
made with Sudden & Christenson and the North Pacific Steam- 
ship Line. They provide a combination of through local rates 
plus transfer charges at San Francisco. In both cases the 
American-Hawaiian Steamship Company will absorb the state 
tolls at the port of San Francisco. 


CANAL TANKER TRAFFIC 


In March, 118 tank ships transited the Panama Canal, on 
which tolls of $605,281.59 were collected, according to the Pan- 
ama Canal Record. In point of net tonnage, tanker traffic for 
March showed an increase of approximately 9.1 per cent over 
that for March, 1926, while cargo tonnage showed an increase 
of 18.2 per cent. Tank ships comprised 23.8 per cent of the 
total commercial transits of the canal for March; made up ap- 
proximately 28.7 per cent of the total Panama Canel net ton- 
nage; were the source of 27.2 per cent of the tolls collected and 
carried approximately 25.8 per cent of the total cargo in transit 
through the canal. 


CARGOES THROUGH U. S. PORTS 


Cargoes moved through American ports in 1926 were 20 
Der cent greater than those of the preceding year when the 
previous high record was reached, according to a report com- 
pleted by the Shipping Board’s bureau of research. The total 
Volume of water-borne foreign commerce through U. S. ports 
last year exceeded 112,900,000 cargo tons. 

The 1926 export total was 68,100,000 tons, or 34.7 per cent 
greater than the export total of 1925. Most of this increase 
consisted of coal shipments to meet demands caused by the 
strike in British coal mines. The coal exports of 1926 were 
15,615,000 tons, 171.7 per cent above those of the previous year 
and reached a total of 24,700,000 tons, the greatest water-borne 
Movement of a single commodity ever recorded. Exports of 
commodities other than coal show an increase of 1,900,000 tons, 
4.67 per cent over similar exports in 1925. 
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The import movement in 1926 was approximately 44,800,000 
tons, an increase of 876,000 tons, 2 per cent over the 1925 im- 
port total. 


OCEAN STEEL RATES 


With respect to a statement of J. A. Campbell, president 
of the Youngstown Sheet Metal Company, that Shipping Board 
vessels in the trans-Atlantic service were cutting rates on steel 
to the detriment of American steel producers, the following was 
given out by the board, denying that the difference in rates as 
ascribed by Mr. Campbell existed: 


The Black Diamond Steamship Corporation, operators of the 
American Diamond Line, state that since November, 1926, they have 
booked no steel from Antwerp to the north Atlantic seaboard at rates 
below a range of $4.50 to $6.75 per ton. Mr. Campbell stated that 
the rate from Antwerp to the Atlantic seaboard via American Dia- 
— Line was $2.85 as compared with $4 per ton for the conference 
rate. 


PROPOSED OPERATING CHANGES 


The Shipping Board, at a meeting May 3, decided to make 
no change in the present operation of the American: Merchant 
Lines. (See Traffic World, April 30, p. 1148.) President Dalton, 
of the Fleet Corporation, had recommended that the five com- 
bination cargo-passenger ships of the American Merchant Lines 
be transferred to the United States Lines, the government pas- 
senger line agency, and that five cargo vessels operated in the 
service of the American Merchant Lines be transferred to the 
Southgate Marine Corporation of Norfolk, Va., for operation. 
The present managing operator of the American Merchant Lines 
is J. H. Winchester & Company, of which J. B. Smull, formerly 
president of the Fleet Corporation, is vice-president. No rea- 
sons were assigned by the board for rejecting President Dalton’s 
proposals. It was indicated at the board that the members saw 
no reason why a change should be made at this time. Mr. 
Smull advised the board at the hearing last. week on the pro- 
posals that his company hoped to make a proposal in the near 
future for purchase of the five passenger-cargo vessels. 


PARCEL POST REGULATION 


W. Irving Glover, second assistant Postmaster-General, has 
announced that, effective at once, senders of parcels from the 
United States to Nigeria and the British zone of the Cameroons 
(Buea and Victoria) have the option of attaching a single cus- 
toms declaration to only one parcel comprised in a shipment 
consisting of any number of parcels mailed simultaneously by 
the same sender to the same addressee at one address. 


PARCEL POST TO MEXICO 


The Department of Commerce has announced that George 
Wythe, acting commercial attache, Mexico City, has advised 
that, effective May 1, the present Mexican customs surcharge 
of 25 per cent of the duty assessed on shipments by parcel post 
will be increased to 40 per cent of the duty in the case of duti- 
able goods, while nondutiable goods will pay 25 centavos per 
gross kilo. Dutiable exports by parcel post from Mexico will 
pay a surcharge of 25 per cent of the export duties. There has 
been no surcharge on exports by parcel post. These surcharges, 
according to the announcement, are in addition to the regular 
customs surcharges of 10 per cent and 2 per cent of the duties 
on imports and exports collected on the basic rates. 


MIDDLE WEST COKE RATES 


Examiner Paul O. Carter this week held a hearing in Wash- 
ington on No. 16243, Indiana Gas & Coke Co. vs. Ahnapee & 
Western et al. and the cases joined with it, involving the reason- 
ableness and other qualities of the rates on coke from points 
in Indiana and Illinois westward particularly to the Missouri 
river, northward to the Canadian border and to points in Michi- 
gan. The other cases covered by the testimony given by the 
complainants were: No. 19387, Chicago By-Products Coke Co. 
vs. Ahnapee & Western et al.; No. 19403, By-Products Coke 
Corporation vs. Same; No. 16611, Citizens Gas Co. of Indianap- 
olis vs. Alabama Central et al.; No. 19363, Milwaukee Coke & 
Gas Co. vs. Ahnapee & Western et al.; and No. 19378, Zenith 
Furnace Co. vs. Algoma Central & Hudson Bay et al. 

Testimony intended to show the incongruities of the rates 
and relationships were given by R. I. Pierce for the Indiana 
Coke & Gas Co.; F. A. Doebber, Citizens Gas Co. of Indianapolis; 
H. G. Smith and J. D. Forrest, for the By-Products Coke Corpo- 
ration; Leon Stern and J. D. Morton, familiar with conditions 
in the territory in which complainants do business. 

The general trend of the testimony was that the rates were 
relatively out of line and needed readjustment so as to afford 
the complainants better opportunities to do business. Mr. For- 
rest submitted a long exhibit of rates made in accordance with 
scales devised by the traffic managers for the coke producers 
in the territory of origin, modified in some particulars to cover 
particular conditions, for consideration by the Commission, as 
to a ane be done to make the rate fabric more harmonious 
and usable. 
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RAILROAD ACCOMPLISHMENTS PRAISED 


The Traffic World New York Burcau 


The railroads of the United States have reached a turning 
point in their history and the year 1926 definitely opened a 
new chapter in their development, says a study of the operating 
records of Class I roads made by the National Industrial Con- 
ference Board, New York, covering the period 1920 to 1926. It 
was in the latter year that the combined earnings of Class I 
railroads for the first time since the passage of the transporta- 
tion act reached the level of “fair return,” as defined by the 
“recapture of earnings” clause. 

Not the mere fact that the roads as a whole in 1926 earned 
slightly above the 5.75 per cent on the government’s “fair 
valuation” of their capital investment, but the manner in which 
this was achieved is what received emphasis through the board’s 
analysis of railroad service, performance and earnings in the 
six years that may be said to constitute their era of rehabilita- 
tion after the confusion and abnormal conditions of the war 
and inflation period. A consistent drive for greater operating 
efficiency with, at the same time, lower costs, has been the 
keynote of the carriers’ program since 1920, when the railroads 
were restored, after four years of government administration, 
to private management. More business, handled at smaller cost 
per unit, has been the objective, and the degree of success 
reached is partly reflected in the fact that in 1926 the roads 
loaded eighteen per cent more cars, though they had 12 per cent 
fewer employees on their payrolls and increased their total 
freight ton-mileage—that is, the total hauling of freight for 
revenue—by 8 per Gent. Ton-miles of freight hauled in 1926 
per 1,000 pounds of fuel consumed were 27 per cent greater 
than in 1920. Total operating expenses, amounting to $5,828,- 
000,000 in 1920, were reduced to $4,669,000,000 last year. The 
statement of the board continues as follows: 


Despite a falling off in passenger revenue, from about 
$1,289,000,000 in 1920 to $1,043,000,000 in 1926, due in part to 
lowered rates, in part to diversion of travel to other means of 
communication, total operating revenues for all the Class I rail- 
roads increased from $6,178,000,000 in 1920 to $6,383,000,000 last year 
owing to an increase in freight revenues from $4,328,000,000 in 
the earlier, to $4,809,000,000 in the latter year. Operating econ- 
omies and increased freight revenues combined, helped to lift the 
combined net operating income or earnings to $1,213,000,000 for 
the Class I roads last year, as against only $17,000,000 in 1920, 
the year when the government returned the railroads to private 
management. This, moreover, was accomplished on the whole 
without curtailing wage earnings, which are higher now than 
they were at the beginning of 1920. While railroad wages, like 
all other wages and the general price level rose sharply during 
the latter part of 1920 which was the peak of the post-war 
inflation period, they dropped again in 1921 and 1922. Since then, 
however, and while the roads were working out their program of 
economy and increased operating efficiency, hourly earnings of 
railroad workers have steadily increased and in 1926 averaged 
about 7 per cent more than they did at their low level in 1922. 

Larger engines, longer trains, more intensive utilization of 
equipment and many other similar measures were employed to 
reduce operating expenses while at the time transportation re- 
quirements steadily increased. That policy in many cases required 
large capital expenditures which totalled more than five billion 
dollars or the equivalent of approximately $50 for every man, 
woman and child in the United States during the six years. 

Considerable financial assistance was received by the railroads 
from the government during that period under the Transportation 
Act for the purpose of restoring the service to peace-time require- 
ments. This was at a time when low earnings made it difficult 
to raise necessary funds in the investment market, but the roads 
since 1923 have refunded a considerable portion of the govern- 
ment’s advances. Total railroad obligations held by the govern- 
ment which totaled some $456,000,000 in 1923, ini 1926 had been 
reduced to about $299,000,000, or by more than about a third. 
The roads’ combined earning power in the meantime was increased 
from 0.09 per cent on the total property investment in 1920 to 
5.13 per cent in 1926. On the basis of the Interstate Commerce 
Commission’s “fair valuation,” which is below the roads’ own 
appraisal of their property investment, they earned 5.99 per cent 
in 1926, or slightly more than the “fair return” as defined by the 
transportation act. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended April 23 totaled 
955,215 cars, according to the car service division of the Ameri- 
can Railway Association. This was a decrease of 17,943 cars 
under the corresponding week last year and a decrease of 5,971 
cars under the corresponding week in 1925. The decreases 
were said to be due principlly to the flood along the Mississippi 
a and suspension of operations in certain bituminous coal 

elds. 

The total for the week ended April 23 was also a decrease 
of 1,660 cars under the preceding week this year, all commodities 
showing decreases compared with the week before with the 
exception of grain and grain products, live stock and ore. 

Revenue freight loading by districts the week ended April 


23 and for the corresponding period of 1926 was reported as 
follows: 


Eastern district: Grain and grain products, 10,149 and 8,241; 
live stock, 2,499 and 2,814; coal, 35,041 and 46,288; coke, 2,252 and 
3,004; forest products, 4,208 and 5,656; ore, 1,932 and 1,470; mer- 
chandise, L. C. L., 173,338 and 172,978; miscellaneous, 98,138 and 
96,543; total, 1927, 227,557; 1926, 236,994; 1925, 226,767. 

Allegheny district: Grain and grain products, 3,025 and 2,305; 
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live stock, 1,840 and 2,341; coal, 37,383 and 44,348; coke, 5,753 and 
5,896; forest products, 3,089 and 3,473; ore, 2,668 and 3,977; mer. 
chandise, C. L., 55,562 and 55,933; miscellaneous, 88,184 and §5. 
916; total, 1927, 197,504; 1926, 204,189; 1925, 197,219. . 

Pocahontas district: Grain and grain products, 215 and 246; live 
stock, 67 and 96; coal, 40,847 and 35,102; coke, 533 and 448; forest 
products, 1,644 and 1,703; ore, 285 and 81; merchandise, L. Cc, L, 
7,563 and 7,480; miscellaneous, 8,080 and 5,493; total, 1927, 59,234: 
1926, 50,649; 1925, 46,396. 4 

Southern District: Grain and grain products, 3,126 and 3,889. 
live stock, 2,042 and 1,548; coal, 23,965 and 21,508; coke, 717 and 99}: 
forest products, 21,220 and 23,031; ore, 1,278 and 1,556; merchandise. 
L. C. L., 40,598 and 41,344; miscellaneous, 60,904 and 58,293; tota)’ 
1927, 153,850; 1926, 152,089; 1925, 149,384. ‘ 

Northwestern district: Grain and grain peoteme. 7,476 and 9,152: 
live stock, 7,047 and 8,078; coal, 4,189 and 3,556; coke 1,565 and 1,541: 
forest products, 18,175 and 21,811; ore, 18,262 and 3,920; merchandise 
L. C. L., 34,298 and 33,559; miscellaneous, 37,802 and 38,681; total’ 
1927, 128,809; 1926, 120,298; 1925, 142,069. : 

Central Western district: Grain and grain products, 8,240 anq 
9,956; live stock, 11,543 and 12,345; coal, 6,682 and 11,711; coke, 25¢ 
and 289; forest products, 10,217 and 12,503; ore, 3,280 and 3,537; mer- 
chandise, L. C. L., 34,585 and 35,156; miscellaneous, 49,441 and 49,642: 
total, 1927, 124,244; 1926, 135,139; 1925, 125,995. 

Southwestern district: Grain and grain products, 3,690 and 4,590; 
live stock, 3,490 and 3,146; coal, 2,680 and 4,081; coke, 99 and 186: 
forest products, 7,279 and 9,515; ore, 369 and 431; merchandise, L, 
C. L., 14,933 and 17,071; miscellaneous, 31,477 and 34,780; total, 1927, 
64,017; 1926, 73,800; 1925, 73,356. 

Total, all roads: Grain and grain products, 35,921 and 38,379; live 
stock, 28,528 and 30,368; coal, 150,787 and 166,594; coke, 11,175 and 
12,285; forest products, 65,832 and 77,692; ore, 28,074 and 14,971; mer- 
chandise, L. C. L., 260,872 and 263,521; miscellaneous, 374,026 and 
369,348; total, 1927, 955,215; 1926, 973,158; 1925, 961,186. 


Loading of revenue freight this year compared with the two 
previous years follows: 


1927 1926 1925 

Five weeks in January......... 4,524,749 4,428,256 4,456,949 
Four weeks in February........ 3,823,931 3,677,332 3,623,047 
Four weeks in March........... 4,016,395 3,877,397 3,702,413 
Week ended April 2..........6.. 992,745 928,303 923,400 
Week ended April 9.......ccceee 959,474 929,343 918,400 
Week ended April 16............ 956,875 964,794 923,844 
Week ended April 23............ 955,215 973,158 961,186 

RROD. ies < cenduneadwovaaaanes 16,229,384 15,778,583 15,509,239 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on April 15 totaled 133,345, or 
5.8 per cent of the number on line, according to the car service 
division of the American Railway Association. This was an 
increase of 2,875 cars over the number reported on April 1, at 
which time there were 130,470, or 5.7 per cent. It was, how- 
ever, a decrease of 26,298 cars compared with the same date 
last year. Freight cars in need of heavy repair on April 15 
totaled 96,316, or 4.2 per cent, an increase of 1,759 compared 
with April 1, while freight cars in need of light repair totaled 
37,029, or 1.6 per cent, an increase of 1,116 cars compared with 
April 1. 

Class I railroads on April 15 had 9,860 locomotives in need 
of repair, or 16 per cent of the number on line, according to the 
car service division of the American Railway Association. This 
was an increase of 526 cars compared with the number in need 
of repair on April 1, at which time there were 9,334, or 15.1 per 
cent. Of the total number of locomotives in need of repair on 
April 15, 5,384, or 8.7 per cent, were in need of classified repairs, 
an increase of 302 compared with April 1, while 4,476, or 7.3 
per cent, were in need of running repairs, an increase of 224 
compared with the number in need of such repairs on April 1. 
Serviceable locomotives in storage on April 15 totaled 6,157 
compared with 5,792 on April 1. 


EXPLOSIVES REGULATIONS 


A hearing will be held May 11 by Director W. P. Bartel, of 
the Commission’s Bureau of Service, on the proposed revision 
of the regulations for the transportation of explosives and other 
dangerous articles, docket No. 3666, at the Commission’s office 
in Washington. The revision is an incident in the taking over, 
by the Commission, of the specifications for tank cars, from the 
Bureau of Explosives of the American Railway Association, the 
first step in which was taken about a year ago on account of 
the language of the statute which requires the Commission to 
issue regulations on that subject. Until the taking over, the 
American Railway Association issued the regulations with the 
approval of the Commission. 

The Bureau of Explosives of the railway association has 
proposed further changes to which the hearing will be confined. 
Objections to the proposals of the carriers or additional facts 
or suggestions in regard thereto will be received. 

With a view to reducing the hearing to the things that will 
be contested there will be a conference between shippers and 
representatives of the Bureau of Explosives on May 10 when 
opportunity will be afforded to all interested to discuss, and if 
possible, agree upon the amendments proposed. 

The additional matter suggested by the Bureau of Explosives 
pertains to inflammable liquids, other than carbon bisulphide, 
casinghead gasoline and nitrocellulose wet with alcohol or 
solvent, paint, and varnish removing compounds, their labels and 
containers; and riveted metal tanks to be mounted on or form 
part of a car and designated as shipper container specification 
Nos. 103 and 103A. 
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Perishable Protective Services 


Ninth of a Series of Ten Articles on This Subject, Written for The Traffic World by G. Lloyd 
Wilson, Ph.D., Assistant Professor of Commerce and Transportation, University of Pennsylvania 


Protective Service Against Cold—Part II 


The charges for carriers’ protective service against cold, 
referred to in the preceding article, are based on the condition 
that the cars used for the shipments are to be loaded within 
24 hours after they are placed for loading. If the cars are 
delayed by the shippers more than 24 hours after they have 
been placed to be loaded, additional charges at the rate of $2 
a car a day of 24 hours or fraction are levied against the ship- 
ments. These charges cover the period during which the cars 
are detained subsequent to the first 24 hours after placement. 
An exception is made to provide that no charges are made for 
detention due to the refusal of the carriers for any reason to 
allow shippers to load the cars. 

Detention time is computed from the expiration of the first 
24 hours after placement of the cars for loading to the time 
the loading is completed and written shipping instructions are 
given to the agents or representatives of the carriers in charge 
at the initial loading stations. An exception is made to this 
general rule providing that, when cars are ordered for loading 
on specified dates and the carriers, for their own convenience, 
place the cars on any dates prior to the dates the cars are 
ordered for loading, the period of 24 hours allowed for loading, 
before the detention charges begin, is computed from 7 o’clock 
a. m. of the date for which the cars were ordered. 

Cars may be partially loaded at two or more stations if this 
is permitted under the tariffs of the carriers lawfully on file 
with the Commission in connection with interstate commerce 
and with the proper state commissions in intrastate commerce. 
If the tariffs permit partial loading of cars at two or more sta- 
tions, the period of 24 hours for loading is computed from the 
time the cars are placed at the initial loading stations. 

A special rule applicable only to traffic loaded at points in 
Colorado or Utah provides that the free time allowed shippers 
for loading is 48 hours rather than 24 hours at any loading sta- 
tions through which a carrier operates service three times a 
week, when the service is operated in both directions on the 
same day. This extension of time for loading to 48 huors does 
not apply, however, in connection with traffic originating at 
loading stations on the Western Pacific Railroad. 

Detention charges are in addition to all other transportation 
and protective service charges. The revenues from the charges 
for the detention of cars accrue to the carriers on the rails of 
which the cars are loaded.1 


Unused Cars 


A charge of $5 a car a day of twenty-four hours or fraction 
thereof is made when cars prepared and equipped for handling 
shipments through carriers’ protective service against cold are 
ordered and placed for loading and the cars are not used, pro- 
vided the orders for the cars have not been canceled before the 
cars are placed. This charge runs from the time the cars are 
placed until the cars are released by the shippers. The charge 
is assessed against and collected from the persons who 
have ordered the cars and accrues to the initial carriers that 
have furnished the cars. No charge is made, however, for any 
period in which the carriers, for any reason, refuse to allow 
the shippers to load the cars.” 


Cars at Hold Points and Destination 


When cars containing freight traveling under carriers’ pro- 
tective service against cold are held at intermediate hold or 
reconsigning points between the points of origin and final des- 
tinations, on orders of the shippers, consignees, or owners of 
the property, charges of $2 a car a day of 24 hours or fraction 
of a day are assessed without any allowance for free time. 
Time is computed from the arrival of the cars in the train yards 
at the hold points until disposition orders are placed in the 
hands of agents of the road haul carriers at the points where 
the cars are held. If the orders are received by the agents 
at the stop or reconsigning points prior to the arrival of the 
cars at these points the cars are not considered as being held. 

Charges at the rate of $2 a car a 24-hour day or fraction 
of a day are made against cars containing freight moving under 
carriers’ protective service against cold after the expiration of 
24 hours’ free time after the arrival of the cars in the terminal 
train yards serving the final destination points and after tenders 
of the shipments have been made to the consignees by the car- 
riers. Charges at this rate continue for the entire period the 
cars are held after tender of delivery until the unloading is 
completed. 


Perishable Protective Tariff No. 3, Agent R. C. Dearborn’s I. 
. C. No. 2, Rule No. 520. 
*See Rule No. 525, and Exception. 





After the consignees have accepted delivery of the cars at 
the destination points the carriers accept written instructions 
from the consignees that the carriers are not to furnish pro- 
tective service to the shipments. No charges for protective 
service accrue after such instructions are received. 

Shipments destined to or reconsigned to points beyond the 
heater zone are considered, for the purpose of applying the 
provisions of the rule regulating the detention of cars, to have 
arrived at the final destinations of the shipments when the cars 
reach the termini of heater territory. Charges under the rule 
regulating detention charges accrue to the carriers on the rails 
of which the cars are held. 


Charges for Double Loads 


When a single freight car contains two consignments to 
be handled under carriers’ protective service against cold from 
the same consignor from one point of origin to two consignees 
at the same destination or to two destinations, the first destina- 
tion being directly intermediate to the further or final destina- 
tion, covered by two bills of lading, the charges for the car- 
riers’ protective service against cold applicable at the destination 
point of each shipment are applied.‘ 


Transportation and Return of Paraphernalia 


No charges are made for the transportation of stoves, heat- 
ers, fitting, fuel, lining, and false floors carried in the cars with 
the perishable freight requiring protection. If the articles used 
for protection against cold are furnished by the shippers, each 
article must be enumerated in the bills of lading covering the 
shipments. The agents of the carriers at the shipping points 
must designate on the billing accompanying each shipment the 
paraphernalia furnished by the carriers or by the shippers. 
Each article must be listed separately and the ownership of 
each article must be designated. 


If the shippers require the return of any of the articles used 
in protecting the shipments to the points of origin that are 
owned and furnished by the shippers, the equipment must be 
removed from the cars by the consignees at destinations. The 
paraphernalia must be tendered the carriers at the freight sta- 
tions at the destination points of the line or road haul carriers 
that have delivered the original shipments. The articles must 
be in condition suitable for shipment, properly marked and 
accompanied by shipping orders. 


Switching lines are not considered the delivering carriers, 
so that return shipments must be made through the agents of 
the line haul carriers at the destination stations. Bills of lading 
are issued to cover the return shipments by freight train serv- 
ice. The carriers do not assume any liability for paraphernalia 
belonging to the shippers unless all these requirements are 
complied with. If the articles are not removed from the cars 
by the consignees when the unloading of the cars has been 
completed they become the property of the carriers. When the 
articles used to protect the freight are removed from the cars 
at intermediate points between the originating stations and 
final destinations they may be returned to the shippers as 
described above. The intermediate points are treated as if such 
points were the final destinations. 


No return transportation charges are made if the articles 
are furnished by or for the account of common carriers. If 
they are the property of shippers, charges equal to one-half of 
the fourth class rate are charged for the return movements, 
subject to the tariff regulations as to minimum rates and classifi- 
cations governing. The return movements must be made via 
the same routes over which the loaded cars originally moved. 

The bills of lading and waybills covering return movements 
of protective paraphernalia, whether moving free as carriers’ 
property or at one-half of fourth class rates as the property of 
the shippers, must give references to the original car numbers, 
waybill references, and dates of the shipments with which the 
articles were used. 


In case the freight cars have been permanently equipped 
*See Rule No. 535. 


POSITIONS WANTED OR OPEN 


. POSITION WANTED—Young man; college graduate, ecialized 
in traffic management, transportation, etc.; well acquanited with 
I. C. C. rulings, rate and classifications, 24 years of age, two years’ 
industrial experience; conscientious, capable, and w g to start at 
bottom and advance by proven ability. Address A. R. T. 24, care 
Traffic World, Chicago, Ill. 
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with false floors, linings, or other fittings and the cars are used 
for special classes of traffic, the false floors, linings, and fit- 
tings remaining intact in the cars of which they form parts, no 
charges are made for the return transportation. Bills of lading 
are not executed for the return movements of the false floors, 
linings, or fitfings. They are considered as parts of the cars. 


‘ After the cars equipped with such fixed fittings arrive at.the 


destinations to which they are returned, the cars are subject 
to demurrage charges, however, until they are reloaded with 
freight or until the linings, floors, and other fittings are removed. 
The carriers reserve the right to remove this fixed equipment 
at any time during the detention of the cars at the points to 
which they are returned.’ 


Disposition of Revenues from Carriers’ Protective Service 
Against Cold 


The stated charges for carriers’ protective service against 
cold, as described in this and preceding articles, except the 
extra charges for furnishing stoves or heaters and fuel for ship- 
ments of bananas, bananas and cocoanuts, and sweet potatoes 
at hold points, the charges for detention of cars at hold points, 
and the charges for the detention of cars at stop, hold, or recon- 
signing points and final destinations, are divided among the 
carriers participating in the joint movements in accordance 
with the bases of divisions provided for in a special division 
sheet published by the National Perishable Freight Committee.* 


Special Rules Applying to Perishables in Less than Carload Lots. 


A sixth and fina] section of the perishable protective tariff 
provides a set of special rules, regulations, and charges to apply 
on shipments of perishable freight in less than carload lots. 
The section is governed by the general rules and regulations 
applying to all perishable protective services except as spe- 
cifically provided otherwise in the section relating solely to 
L. C. L. traffic. Traffic in less than carload lots passing through 
the Dominion of Canada, but which originates at and is destined 
to points in the United States, is governed by the section, but 
domestic traffic within Canada is not. Precedence is taken by 
the tariffs of half a dozen American and Canadian carriers over 
the rules and regulations of the section in connection with 
protective service against cold or warm car service. 

The term “less than carload,” as used in connection with 
the perishable protective services granted less than carload 
freight, includes shipments offered to the carriers for trans- 
portation on the basis of less-than-carload or any-quantity freight 
rates and at weights less than the minimum weights prescribed 
for carload shipments by the classifications, exceptions to clas- 
sifications, or tariffs governing the movements. This general 
definition of less than carload applies in all interstate and intra- 
state commerce, except in California intrastate commerce. 
Here the term is interpreted to mean freight moving at L. C. L. 
or any-quantity rates without reference to minimum weights.’ 


Types of Less-than-Carload Service 


Two types of service are available for handling less-than- 
carload perishable traffic. The first type scheduled refrigerator 
ear service, is the service operated by carriers on fixed days 
of the week from specified points of origin to specified destina- 
tion stations over routes authorized by the interested carriers. 
Insulated cars are used in this service. The second type of 
service is known as box car service and is used by shippers 
of perishables in L. C. L. lots where scheduled refrigerator car 
service is not available.® 


Refrigerator Car Service 


The carriers do not accept any commodity for transportation 
in scheduled refrigerator car service when the odor or nature 
of the commodity may contaminate butter or other freight in 
the same cars. They also reserve the right to refuse shipments 
of perishables in L. C. L. lots offered for transportation to points 
to which no scheduled perishable refrigerator car service is 
available, or offered on days when no such servite is available 
from the points of origin. Shippers must indorse on the bills 


‘of lading or on the shipping orders covering such shipments 


notations accepting box car freight service. The carriers also 
may refuse to accept consignments of less-than-carload quan- 
tities of perishables when the outside temperature, at the load- 
ing stations, or in the territory through which the shipments 
must pass, or at destination points, is five degrees below zero, 
Fahrenheit, or when the atmospheric conditions seem to indi- 
cate that the thermometer will fall to that level. The carriers 
reserve the right to suspend or annul scheduled refrigerator 
car service under such weather conditions, if any scheduled 
service is in effect.’ 

An exception to the general rules reserving the right of the 
carriers to refuse shipments or to suspend or annul scheduled 


SRule No. 550; see also rules Nos. 110 and 510. 

Rule No. 540; see N. P. F. C. Division Sheet No, 8. 

TSee Rule No. 600-A, Ceppemment No. 1; see also Item 1180, and 
Rules 610 and 625 of the tariff and Rule No. 630-A, Supplement No. 1. 

*See Rule No, 610; see Rules Nos. 605 and 620. 

See Rule No. 615. 








Vol. XXXIX, No. 19 


refrigerator car service for perishables in L. C. L. lots is made 
in connection with such traffic offered the carriers at points of 
origin in the state of Minnesota. This exception provides that, 
“on regular advertised heated car schedule days, less-than-car. 
load perishable freight will not be accepted for loading at 
stations in Minnesota when the temperature is five or more 
degrees below zero, or when the outside temperature in the ter. 
ritory through which shipments will pass, or at destination, js 
five or more degrees below zero, or the indications are that it 
will be such.” 

. This exception is used in lieu of the general rule in cop. 
nection with intrastate traffic of this character between points 
in Minnesota and in interstate commerce between points in that 
state and in connection with certain interstate commerce be. 


ween points of origin and destination in Minnesota, Wisconsin, 
and North Dakota.” 


Box Car L. C. L. Service 


Shipments of perishables in less than carload lots accepted 
for transportation in the absence of scheduled refrigerator car 
service are handled in one of the following ways if the freight 
is in quantities less than the minimum weights provided in the 
perishable protective tariff, less-than-carload section, or in tar- 
iffs of the carriers lawfully on file with the Commission or with 
the commissions, or with both: 


1. Ordinary box car service or its equivalent is given between 
points from and to which there is no scheduled refrigerator car 
service available over any parts of the routes. Bills of lading and 
waybills in such cases must bear the notation, ‘‘Box Car Service.” 

hen scheduled refrigerator car service is available over any 
parts of the routes, perishable freight receives the benefit of the 
service over the portions of the routes where it is available. Ord- 
inary box car service, or its equivalent, is given the shipments for 
the portions of the routes over which scheduled refrigerator service 
is not operated. Bills of lading and waybills covering shipments 
moving in this fashion must contain notations reading as follows: 
“Subject to box car service or its equivalent for that portion of the 
route over which scheduled refrigerator car service is not operated.’™ 


Instructions of Shippers 


When scheduled refrigerator car service as well as box car 
service is available to shippers of perishables in less-than-car- 
load lots, the shippers are required to specify on the bills of 
lading whether scheduled refrigerator car service or box car 
service is to be given. If the shippers neglect or refuse to 
specify the character of the service desired on the shipping pa- 
pers, the shipments are handled by the carriers under scheduled 
refrigerator car service when the service is available.” 


Meat Peddler Car Service 


Cars are sometimes handled in perishable protective service 
under the terms of special arrangements made by the shippers 
for the transportation of meats, packing-house products, or 
mixed shipments of meats and products. The articles eligible 
to receive this special L. C. L. perishable protective service are 
defined in tariffs of individual carriers and the lists and regula- 
tions are by no means uniform. The shipments are loaded into 
the cars by and at the expense of the shippers and are moved 
over routes and stopped for partial unloading of the contents 
of the cars at points authorized by the carriers.” 


When meat peddler car service is operated under lawfully 
filed tariffs of the carries in interstate or intrastate commerce, 
the shipments are subject to charges for ice and salt used in 
the protection of the freight. The icing and re-icing charges 
for this protective service are provided by section 4 of the per- 
ishable protective tariff." 





See Rule No. 615, Exception. 
1See Rule No. 620 


See Rule No. 605; also Rules Nos. 130, 135, 610, 615, 620, 625, 
and 630-A for restrictions and service. 

See Rule No. 625 

“Table No. 125. 


ADDITIONS TO ROLLING STOCK 


Freight cars installed in service the first three months in 
1927 totaled 15,796, according to reports filed by the carriers 
with the car service division of the American Railway Associ- 
ation. This was a decrease of 5,567 cars compared with the num- 
ber placed in service in the corresponding period in 1926 while it 
also was a decrease of 28,357 cars compared with the number 
installed in the corresponding period in 1925. Of the total num- 
ber placed in service in the first three months this year, the 
railroads installed in the month of March 2,534 coal cars; 1,112 
box cars and 539 refrigerator cars. The railroads on April 1 
this year had 27,255 freight cars on order compared with 49,524 
on the same date last year and 46,126 on the same date in 1925. 

Locomotives placed in service in the first three months of 
1927 totaled 447, of which 142 were installed in March. In the 
first three months last year, the railroads placed in service 570 
locomotives and in the corresponding period in 1925, 430 were 
installed. Locomotives on order on April 1 this year numbered 
244 compared with 738 on April 1 last year and 315 on the same 
date two years ago. These figures as to freight cars and 1loco- 
motives include new and leased equipment. 


May 
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FREIGHT RATE INQUIRY 


The Traffic World Ottawa Bureau 


The Board of Railway Commissioners, April 30, concluded 
the public hearing in the freight rates investigation. 


A new record for time consumed and work involved was 
established at the hearing. The order-in-council instructing the 
board to institute this investigation was passed June 5, 1925, and 
the hearings began in February, 1926. The actual number of 
sitting days was 112. A pile of testimony amounting to nearly 
12,000 pages and four million words has been taken. It is 
computed by those in charge of the stenographic work that two 
and a half tons of paper have been used for transcribing of 
evidence and argument. 

In the final hearing at Ottawa, seventy-one days were taken 
up and the board has sat at the following places for the taking 
of evidence: Montreal, Toronto, Windsor, Saint John, Moncton, 
Winnipeg, Regina, Saskatoon, Edmonton, Calgary, Vancouver, 
Victoria, New Westminster, Prince Rupert, Kelowna, Vernon, 
Kamloops, and Chilliwacke. 

On April 27, Allistair Fraser, counsel for the Canadian 
National, continued his argument. The order-in-council 886, 
under which the board conducted the inquiry, required it to fix 
just and reasonable rates that would encourage and develop 
Canadian trade. However, Mr. Fraser insisted that this did not 
suggest that the present rates were unjust or unreasonable, when 
they received the approval of the board. Conditions were con- 
stantly changing, he said, and what was fair and just in some 
period in the past might need adjusting now, and it was this 
readjustment that the board was called on to consider. 

Some discussion arose between Deputy Chief .Commissioner 
Vien and Counsel as to what exactly were the limitations of the 
powers of the Governor-General-in-council to issue instructions to 
the board as to the lines on which it should proceed in the ad- 
justment of rates. It was agreed that the commissioners were 
the sole judges of what would be fair and just rates, subject to 
appeal to the Governor-General-in-Council, and His Excellency’s 
power of review were wide, almost to the degree of being 
arbitrary. It was further agreed that an order-in-council might 
set forth certain principles for the guidance of the board, but, if 
those principles could be shown to be in conflict with the pro- 
visions of the railway act, the order-in-council would have to go. 

The wording of this order-in-council (P. C. 886) was, said 
Mr. Fraser, specific and definite. There were three main mat- 
ters covered—the claim of the Maritime Provinces to a restora- 
tion of the rates with that at Confederation; the encouragement 
of the trade throughout Canadian ocean ports; and the equal- 
ization of rates between east and west. As to the first of these, 
he reminded the board that the ink was scarcely dry on the 
order-in-council when a royal commission was appointed to 
inquire into this and other Maritime grievances, and, on that 
report, legislation had since been placed on the statute books and 
the issue was dead. 

Similarily, the development of Canadian ocean ports was 
being considered independently of the present inquiry and, con- 
sequently, the only matter remaining for the board seriously to 
deal with was the equalization of rates from east to west. 

“The Canadian Railways are performing a service to the 
Canadian people comparable to the service rendered by the best 
railways in the United States and, for that matter, in the world, 
and the Canadian freight rates are the lowest in the world,” he 
declared. 


Dealing particularly with the publicly-owned road, Mr. 
Fraser declared that it must have higher rates if it is to 
maintain its present showing on operation. This year alone, 
he said, the Canadian National Railways would require $6,000,000 
additional to meet increased wages to its employes. If it had 
to be subjected to a lowering of freight rates on certain com- 
modities, it should be compensated with higher rates on other 
commodities. “If it is not,” he added, “the Canadian people will 
have to pay for the operation loss ultimately.” 

He objected to the claim that the board should grant an 
eleven-cent grain rate from Armstrong to Quebec, to enlarge the 
movement of export grain to the latter point. “It is illegal, and it 
is not warrantable that we should be compelled to carry that 
grain at an out-of-pocket rate,” he said. 

Answering the argument of the representatives of the Quebec 
Harbor Commission that there was a clause in the Grand Trunk 
Pacific agreement, inherited by the Canadian National Railways, 
that the railway should provide ocean tonnage to move that 
grain from Quebec to Europe, he said: “If there is an obligation 
on the Canadian National to provide that tonnage, no action 
can be taken by this board to enforce the caluse.” 

He said the Grand Trunk Pacific. agreement was carried out 
in every respect, except in executing the lease by that company 
of the National Transcontinental. “But the legislation providing 
for this lease was never repealed or rescinded by Parliament,” 
said Commissioner Vien. 

“If there is an obligation on the Grand Trunk Pacific to 
execute that lease, this court cannot enforce that obligation. 
As to the supply of ocean tonnage, there has never been an 
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agreement between the government and the Grand Trunk Pacific 
as for what ports in Canada the ocean tonnage must be provided,” 
replied Mr. Fraser. 

“Lack of ocean tonnage can never be offered as an excuse 
for the present grain rates to Quebec,” said Commissioner Vien. 

“No one has ever offered that as an excuse,” said Mr. Fraser, 
“On the other hand, it cannot be said that there is no grain, or 
little grain, moving to Quebec, because of the present freight 
rates. Lack of movement is due to the lack of ocean tonnage” 
He declared that the present grain rate to Quebec was fair and 
just. 

In conjunction with the application of the Quebec Harbor 
Commission for an 11-cent grain rate to that port, there is also 
the application for a grain rate by rail of 11 6/10 cents a bushel 
to Saint John and Halifax. On this question Mr. Fraser said: 


The claim for these rates (the 11 cent rate to Quebec and the 
other to Maritime ports) is based solely on a two-fold considera- 
tion—first, that the National Transcontinental was constructed for 
the purpose of bringing grain to Quebec, and, second, that the recom- 
mendations in the order-in-council are to endeavor to force the move- 
ment of grain through Canadian ports and, if necessary, to make 
drastic rate reductions in order to carry it into effect. 

The Maritime application, of course, is made on the assumption 
that, if these rates are reduced, they will be followed, naturally, 
by the movement of grain to Quebec and in the same way to St. 
John and Halifax. It would seem inevitable, of course, that the ap- 
plication should be based upon these considerations. 

One need only look at the map or compare the distances between 
railway points in Canada to Montreal or the Canadian Atlantic 
ports and the distance from the same points in Canada to the 
Atlantic seaboard of the United States to realize that in making the 
same or lower rates to Canadian ports, as are in existence to United 
States ports, the Canadian railways have not been unmindful of their 
duty with respect to Canadian ports. 

In fixing these rates, export and import, through Canadian ports, 
the railways have done so upon two bases. First, national considera- 
tions and the carriage of business through these ports which must 
be, of necessity, of interest to all Canadian railways, and, second, in 
so doing, the railways have exercised what they deemed to be their 
privilege of meeting competition whereever they find it, and as there 
is competition between Canadian ports served by Canadian railways, 
in comparison with United States ports served by United States 
ae rates have been made, in Canadian railways, the same or 
ess. 


L. A. Cannon, for the Quebec Harbor Commission, claimed 
that the rate of eleven cents a bushel on grain from Armstrong, 
at the head of the lakes, to Quebec was fair and just and neces- 
sary, if Canadian ports were to compete successfully with the 
United States ports for the export traffic in Canadian grain. The 
Senate had, years ago, recommended this rate as equitable; the 
Canadian Northern had been built for the main purpose of 
moving grain to the seaboard, vast sums of public money had 
been contributed towards the construction of these lines, and the 
public was now entitled to reap the benefit it had paid for. If 
the board was satisfied that the proposed rate was fair, it was its 
duty, under the direction of the order-in-council, to order the 
rate, regardless of the effect on the revenues of the railways, and 
that, if that effect were disastrous, the board or Parliament could 
be depended on to find a remedy later. 

Counsel further contended that the federel government 
should, through the Canadian merchant marine, provide adequate 
ocean tonnage to meet all requirements of any increased grain 
offerings at the seaboard. Moreover, the fear of United States 
retaliation should have no effect on the decisions of the board. 
The Canadian railways were not part and parcel of the United 
States system and should not be controlled by it. 


The argument was continued by Mr. St. Laurent, representing 
the Province of Quebec. He argued that the 11-cent rate asked 
for was simply an equivalent in the east for the Crow’s Nest 
rates in the west. He took issue with Mr. Fraser that no rate 
should be ordered that would not give adequate revenue return 
to the railways, as the act required Canadian rates to be always 
as low as those in force on United States roads, for the cost of 
route would always determine the route—the shipper cared 
nothing which route he took so long as he got the cheapest—and 
today two bushels of Canadian grain went by way of Buffalo to 
one by way of Quebec. 

The C. N. R., he said, had been built to overcome this, and 
the rates must be adjusted to accomplish the end sought. 

Sidney B. Woods, for the Province of Alberta, followed, sub 
mitting that his clients were chiefly concerned in removing three 
inequalities—that the basis of rates west were higher than those 
east, that the scale of rates in British Columbia, by reason of 
the mountain differentials, were still higher than the prairie 
rates, and Alberta paid 50 per cent of that impost and that 
terminal rates west were discriminatory against Alberta by 
reason of the preferential rate enjoyed by Winnipeg through the 
operation of the constructive or assumed mileage. , 

The inquiry was marked by the fact that, for the first time, 
the right of a member of the board to pass judgment on a ques: 
tion before that body was challenged. Near the conclusion of his 
final argument, April 29, Mr. Woods read a brief submission, 
signed by himself, W. H. McEwan, counsel for Saskatchewan, 
and G. G. McGeer, counsel for British Columbia, questioning the 
right of Calvin Lawrence, one of the commissioners, to give 4 
decision on the general equalization case, now before the board. 

Mr. Woods, in his written submission, said: 
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“Repeat Sales’ 


The common problem of every 


business man 


“Repeat Sales”... the common 
problem of every business man in- 
terested in the great New York 
Market whether he be salesman or 
sales manager, advertising manager 
or treasurer, president or vice-presi- 
dent. 


Repeat Sales require something 
besides the salesman in the field 
... he is just one important part 
of the picture. He blazes the trail 
and keeps it open that there may 
be a free flow of merchandise, un- 
interrupted and in increasing 
volume. 


The actual flow of merchandise, 
its physical distribution, its ar- 
rival on time, in good condition, 
just as ordered .. . that is equally 
necessary to assure Repeat Sales. 
Such high type distribution ser- 
vice builds a foundation of trade 
good-will and confidence that 


‘ switches sales to the salesman 


backed by such service. 


“Filling Orders”’ plays an im- 
portant part in getting Repeat Or- 
ders. Bush Distribution Service 








BUSH 
DISTRIBUTION 
SERVICE 
















. Freight cars taken over 
from any railroad and 
carefully unloaded at 
Bush Terminal and 
merchandise placed in 
special service rooms. 





. Merchandise checked 
and entered on Bush 
inventory forms and 
duplicate acknowledg- 
ments issued. Short- 
ages, damages and 
other irregularities im- 
mediately reported. 









. Special inspection of 
merchandise conducted 
upon request, involv- 
ing unpacking and re- 
packing of any type of 
commodity. 






















. Immediate release of 
merchandise upon de- 
livery instructions, 
seven copies of each 
order being issued for 

efficiency. 






. Automatic stock rec- 
ords posted for with- 
drawal of each unit of 
merchandise ... and 
monthly summaries is- 
sued of total withdraw- 

als and stocks on hand. 






. Delivery of merchan- 
dise to any point in 
greater New York in 
shortest time possible. 


BUSH TERMINAL CoO. 


Distribution Service 
New York 


can play an equally important 
part. Merchants of greater New 
York will recognize your ability to 
meet their delivery requirements 
when they learn that Bush Distri- 
bution Service is working for you 
... for them. 


They know from experience the 
unfailing promptness, care and 
courtesy of Bush Servicemen, 
hand-picked for efficiency in the 
performance of their duties. They 
appreciate the personal pride and 
enthusiastic interest that has de- 
veloped throughout the Bush or- 
ganization and become an accepted 
guarantee of service. 


We would like to send you a 
more complete 
story of Bush 
Services. Fill 
out the coupon 
below and we 
will mail you 
a free copy of 
an interesting 
booklet, ‘“‘Dis- 
tribution Per- 
fected.” 


Bush Terminal Company 


Distribution Service— Dept. C 

100 Broad St., New York 

You may send me, without obligation, your 
booklet, “‘ Distribution Perfected.”’ 
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During the last three days the board has been augmented by 
the addition of a commissioner who was present only during the first 
six days of the final hearing. During that period the whole time was 
occupied with the filing of exhibits and the hearing of a portion of 
— evidence of one witness, upon the issue of the mountain differ- 
ential. 4 

This commissioner took no part in the eastern or western sit- 
tings of the board preceding the final hearing, with the exception 
of four days in March, when evidence was given in connection with 
the submission of the Quebec Harbor Commission. 

Since the commissioner ceased to attend the final hearing, the 
board has heard evidence on 51 days and argument has proceeded 
for an additional 16 days of which only three have been in the 
present week and were occupied by part of the argument of counsel 
for the railway companies, 

Our clients’ interests require that we point out to the board that 
it is impossible that a commissioner, so circumstanced, can ade- 
quately deal with the many important and complex issues raised. 
For him to take part in the disposition of these issues would neces- 
sarily constitute a very serious ground of objection to the validity 
of any judgment the board might give, whatever might be his share 
in that judgment, and whether or not, on any given issue his should 
prove to be a deciding voice. 

The undersigned take objection to the jurisdiction of this com- 
missioner to take part in the disposition of the matters presently 
before the board in this inquiry. 


The protest was referred to by Isaac Pitblado, counsel for 
the Winnipeg Board of Trade, who dissociated himself from the 
action of his colleagues. He said he disliked the way in which 
the protest had been made and disapproved of the presentation 
at all. It had been customary in the past for those commis- 
sioners who might be absent to read the record and familiarize 
themselves with what had occurred in their absence. Not one 
member of the board had been present at every sitting. It was 
not necessary, in fact, he said, for the board to sit in public at 
all. It could hear cases in camera, if it wished. The huge ex- 
pense of printing the evidence was incurred to enable all con- 
cerned to be fully informed. He quoted cases where similar 
conditions had arisen in the past, and argued that precedent 
had fully established the right of absent commissioners to con- 
tinue in judgment on business before the board. 


Mr. Woods disclaimed any antipathy towards Commissioner 
Lawrence, but said that it was a question of law and argued 
that, under the law, the commissioner was disqualified. 

The question was discussed at some length by the chief 
commissioner and several of his colleagues, with Messrs. Wood 
and Pitblado, the latter urging that it was not a matter of law 
but one of internal regulations of the business over which the 
board had full control. 

W. N. Tilley, counsel for the C. P. R., expressed the opinion 
that it was the duty of every commissioner to participate and 
contended that the constitution of the board required such 
participation. He argued that the board was not confined to 
the evidences submitted in public, but could make such further 
inquiry as it saw fit. He could not, therefore, concur in the 
views advanced by the western counsel, who had objected to 
the participation of Commissioner Lawrence. 

The matter was allowed to rest there, no decision or even 
expression of opinion being given by the bench. 


GETTING BY WITH BEER 


“Switching” of railway cars loaded with freight acquired 
a new meaning in evidence before the Board of Railway Com- 
missioners for Canada investigating alleged abuses in the Cana- 
dian customs service. At the session of the Commission at 
Windsor, Ontario, April 29 and May 2, railway employes and 
others gave evidence regarding the practice of passing cars 
from United States railways entering Canada and from Cana- 
dian railways entering the United States laden with beer un- 
known to the authorities. In order that the plan could be car- 
ried out successfully there had to be co-operation between the 
yardmasters of the railways concerned. 

Yardmasters of the Michigan Central, Canadian Pacific, 
Grand Trunk, and other lines gave evidence as to the effect 
that this would have. J. W. McGown, yardmaster of the Mich- 
igan Central, said he had been approached by Canadian Pacific 
Yardmaster Hawker “as to a proposition he had received 
whereby they could dig up some easy money.” The proposition 
was that cars entering Windsor from Detroit and other United 
States points en route to American cities should be switched 
over to the C. P. R. yards beside beer laden cars from the 
Carling Brewery at London. The American cars would, of 
course, be sealed during their, passage through Canada, but, 
while close to the beer cars, the seals were to be broken, the 
beer transferred into the American cars, new seals affixed, and 
the cars sent on their way into American territory via Niagara 
Falls. Hawker said this was being done right along on the 
Canadian National and Wabash railways. Hawker lost his 
position on the C. P. R. in connection with the proposals, al- 
though he contended he never was a party to the switching. 

John S. Hope, investigation inspector of the Canadian Na- 
tional, gave evidence as to the effect of this practice on the 
system. “When the American customs officials discover a case 
of this kind,” he said, “they immediately take steps to examine 
all cars at the border. This causes delay and expense in open- 
ing the cars for examination and may result in friction with 
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the consignees of goods.” He added that the Canadian Nationa) 
was doing all in its power to end the practice. 

T. E. Loney, local freight agent for the Michigan Centra] 
said he had been approached for information as to how a car 
could be routed so as to avoid the American customs and was 
told it could not be done on the Michigan Central. 


CANADIAN CAR LOADING 


Car loadings for the week ended April 23 aggregated 58,59 
cars, which was heavier than the previous week by 3,843 cars, 
The largest increase was in merchandise, which showed a bet. 
terment of 2,479 cars. Grain was heavier by 999 cars and the 
other commodities showed small changes. Compared with the 
same period last year, loading was heavier by 2,575 cars, coal 
being the chief factor in this increase, 5,394 cars being loaded 
this year as against 3,203 cars in 1926. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
For the Week Ended— 












































Apr. 23, Apr. 16, Apr, 24, 
Commodities 1927 1927 1926 
Grain and Greéin Products......cccccsccece 2,438 1,454 1,847 
Live Stock 989 53 1,089 
ee 4,317 2,570 
DE an aeecdabed wntaceadesowsadetesdeaners 87 316 
EAC? cccccves 2,479 2,539 
Pulpwood 2,143 2,255 
Pulp and 2,078 2,138 
Other Forest Products 986 1,228 
PRE aE err ere eer 67 633 6 
pe SS SE a eee een 13,726 11,411 12,689 
SR ee een 10,778 10,469 10,024 
TARE CUNO TORE. 0:06:66 0sic ce ccccicceces 40,509 37,210 37,331 
Total Cars Received from Connections 34,914 42,031 36,724 
WESTERN CANADA 
Grain and Grain Products.............. - 4,295 4,280 4,410 
IN aie dbicwcaora sarcomcecocenensnneve . 767 2 968 
Edita Sis Grastacaln Wo bar oiorerevee bis wienare padanereraeerentens bee 1,067 1,085 633 
EES Sr eee rere are sre me 45 31 
FT ae NeW AG Awe Cha esc euenwes ane 1,142 1,081 1,109 
IEE ciicigais sata ee< ctacbcsucieeeadien 151 326 69 
Pulp and Paper... cccocescs 313 185 247 
Other Forest Products 1,797 a 14 2,118 
Gt Na Uaie bags Sete aceeu.ccdinacesianie 
DE 1s: (Cy, Dincic cccicccemeeesounmes 4,598 4,434 4,692 
PEE, neetcceceSccwccaccereeweeuee A 2,779 3,660 
TUR? Card EOREGRs ..ccccscesscevrwes - 18,087 17,543 18,690 
Total Cars Received from Connections 2,777 2,863 2,712 
TOTAL FOR CANADA 
Grain and Grain Products........cccccccce 6,733 5,734 6,257 
IN NENG tale Wisio-a diet ankeccordeunesaesb eed »756 A 2,057 
oO are Seiewiedeeeles weavers Marte seacnuiale <+ee ee 5,402 3,208 
Mf nlis 6, cadet Mina aatne bors. cidierseeoanicens 253 325 347 
EMEP ccccuces sia Aca aecobenta taksstatakevaisar ac drove lateteeet a 3,784 3,560 3,648 
I dinates dgescmcnacwew<chebentawe 1,848 2,469 2,324 
Oe OD ee eer re yer 2,290 2,263 2,385 
COE POWONG FVOGMCIB soc ccccccsccrececcoe 2,846 2,723 3,346 
BEE end 65 ab a heubins snes «sesetencnoboewns 1,495 1,449 1,389 
I, Es Ey. See ccecccceerecueuns oc Sues 15,845 17,381 
II bn. b-Ciina ccrsceccasnsweederan - 13,873 13,248 13,684 
eo ae eer - 58,596 54,753 56,021 
Total Cars Received from Connections 37,691 44,894 39,436 
CUMULATIVE TOTALS TO DATE 
Grain and Grain Products 126,659 106,953 
EdVG BtOCK. occccccccccces 4 32,904 1073 
ORE ccccccccccccccccccccscee 101,123 70,872 
Riel a arcinisicnclucipanqareseteeteeeeees 5,69 7,396 
Lumber ........ OT RE EO ee 51,618 52,944 
EE  bidacceVebanwcmipigesaiod Ke ieieawre is 80,515 58,243 
EE ME ncccvccncccccceseeeesgene 35,636 41,602 
Other Forest Products. .....ccccccccecceces 53,273 56,878 
ORS Se SS A i a eee eae 22,456 22,690 
PI, TA Gy, Soci ecicie e ccccgcmeedone 262,339 244,199 
SR ne er ere tree 192,018 184,264 
Total Cars Loaded............+. nanan 964,235 879,114 
—eEE—— ——— 
Total Cars Received from Connections 629,776 598,711 





CANADIAN RAIL STATISTICS 


The February report of operating revenues and expenses 
of Canadian railways shows that the gross revenues were greater 
than for any previous February, showing an increase over 1926 
of $1,656,467, or 5.2 per cent. 

Operating expenses exceeded those of 1926 by $1,568,995, or 
5.6 per cent, and of 1925 by $1,941,122, or 7 per cent, but were 
less than those of 1924 by $1,371,204, or 4.4 per cent. Traffic 
expenses showed the largest rate of increase, being $165,524, 
or 14.5 per cent, over last year. Net operating revenues were 
$4,001,783, an increase of $87,472. 

Freight traffic was heavier by 2.4 per cent and passenger 
traffic by 4.8 per cent. The total pay roll was $1,181,535, oF 
6.7 per cent more than for February, 1926. The number of 
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Eagle “Mikado” Pencil No. 174 
Regular Length, 7 inches Made in Five Grades 


pei WHoizq ss 


Conceded to be the Finest Pencil made for general use. For Sale at your Dealer 
EAGLE PENCIL COMPANY, NEW YORK 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouse Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


Mereaeanne Storage and Pool Car 
‘omuevence: Distribution = asi 


CAPACITY 


‘CROOKS TERMINAL WAREHOUSES 


’ CHICAGO, ILL. KANSAS CITY, MO. 





NEW ORLEANS, LA. 
STORAGE 
Efficient Merchandise Distribution 
THE COMMERCIAL WAREHOUSES 


201 IBERVILLE ST. 


BALTIMORE, MD. 
GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 


CHICAGO e 


DECATUR 
ILLINOIS 


Jarce | ae 
WAREHOUSES | liver versie ohh 


DECATUR, ILLINOIS - cach er St lownd 
DISTRIBUTION 4~> WAREHOUSING 





Electricity Means 
Better Work 


The Woodstock Electrite, newest 
member of the Woodstock fam- 
ily, has all the features that dis- 
tinguish the standard Woodstock 
machine, PLUS the speed and 
ease of electrical operation. It 
is a revelation in typewriter effi- 

ciency and high grade character 
of work. Serid for booklet which 














WOODSTOCK describes both the Electrite and 
the standard Woodstock ma- 
(lectrite c chine. 
Woodstock 
The Modern powered by Lypewriter Company 
t electricit 





yDewriter y Woodstock, Ilinois 
Branches and Distributors Everywhere 
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DENVER, COLORADO 
Kennicott-Patterson Warehouse Corporation 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 
Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 


MEMBERS AWA O.W_A 


DOERER 


SER V/CeE 


TERMINAL 


BUILDS BETTER EBUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


MUSKOGEE, OKLAHOMA 


2 Fireproof Warehouses 


Merchandise and Household Goods Stored 
Pool Cars Distributed — Railroad Siding. 


MUSKOGEE TRANSFER & STORAGE CO. 
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JOS. STOCKTON TRANSFER CO. 


1020 SOUTH CANAL STREET 
70 YEARS’ EXPERIENCE 


Teaming — Motor Trucking — Carload Distribution 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution. 
Prompt and Intelligent Service. 
References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 


CHICAGO TANK CAR COMPANY 


RAILWAY EXCHANGE BUILDING 
Works: Penn. System Telephone Harrison 3486 
Hegewisch, illinois}. mee S.&S.B. CHICAGO, ILL. 


TAN K CARS 


TANK CARS TO LEASE We Rebuild and Repair Tank Cars 


DO QUESTION MARKS HOLD YOU BACK? 


The man who holds the big position in traffic is 
the one who traffic, and who knows 
how to apply his knowledge. “Question marks do 
not bother him. And that is the reason why 
his income is five or ten times greater than yours. 


Through our unique and practical traffic training 
you can also learn all the ins and outs of traffic 
—knowledge that will quickly make you a real 
traffic expert or traffic counsellor. 


Two separate courses— both available through 
resident classes and by mail: 


TRAFFIC SPECIALIZATION—TRAFFIC LAW and PRACTICE 
Resident classes now forming. Mail training available 
at all times. 

Write or call today for full particulars, advising course in 
which interested. 


COLLEGE OF ADVANCED TRAFFIC 


608-618 S. Dearborn St., Dept. A Chicago, Ill., Har. 8650 
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employes was greater by 1,230, an increase of 0.8 per cent. The 
operating ratio increased from 87.78 per cent to 88.13. 

The Canadian National Railways »show an increase over 
February, 1926, of $683,223, or 4.6 per cent, in gross revenues 
and $802,827, or 5.6 per cent, in operating expenses, producing 
a decrease of $119,104 in net operating revenues. Gross reve- 
nues were greater than for any preceding February. Although 
there was an increase of $450,741, or 4.1 per cent, in freight 
revenue, freight traffic decreased 5.5 per cent. Passenger reve- 
nue increased $134,741, or 6.5 per cent, and passenger traffic 
was heavier by 8.7 per cent. 

The largest increases in operating expenses were $596,282 
in transportation and $128,217 in maintenance of equipment. 
Traffic expenses also increased by $56,112, or 13.2 per cent. 
Taxes increased $44,565 and hire of equipment credit balance 
increased $62,731, the operating income being reduced by $90,377. 

The United States lines also showed larger gross revenues, 
increasing the total to $19,027,035, an increase of $689,958. Op- 
erating expenses were also increased, except on the New Eng- 
land lines, but not as much as gross revenues, so that net reve- 
nues showed an increase of $669 and operating income also 
showed an increase of $49,915. 

On the Canadian Pacific gross revenues showed an increase 
over 1926 of $827,809, or 6.6 per cent. Freight revenues in- 
creased $685,030, or 7.5 per cent, for an increase in freight 
traffic of 11.3 per cent, and passenger revenues increased by 
$86,858, or 4.5 per cent, for an increase in passenger traffic of 
3.2 per cent. 

Operating expenses exceeded those of February, 1926, by 
$661,195, or 6.2 per cent, and of 1925, by $723,610, or 6.9 per 
cent, but were less than for 1924 by $661,693, or 5.5 per cent. 
Net operating revenue was $2,089,398, an increase of $166,613. 
The pay roll was greater by $724,062, or 11.5 per cent, and the 
number of employes increased 2,595, or 5 per cent. 

Gross earnings of the Canadian Pacific for the first quarter 
of 1927 were the greatest ever shown by the company for a 
corresponding quarter, being $43,236,009, an increase of $2,891,051 
over the corresponding quarter of 1926. The nearest approach 
to this first quarter record was in 1920, when gross was $43,- 
187,609. Despite the record gross figures, the net for the quarter 
is somewhat lower than last year, which holds the peace time 
record of $6,531,067. For the first quarter of this year, net 
was $6,462,628, which represents a decline of only $68,438 from 
the 1926 figure. 

An encouraging feature of the statement of earnings and 
expenses was a substantial increase in both gross and net earn- 
ings for March. Gross earnings for the month at $15,433,137 
were the highest in years, representing an increase of $1,171,318 
over March, 1926, while net was at the highest level since 1918, 
being shown at $2,984,194. 

Increases of $1,128,292, or 5.13 per cent, in gross earnings 
and $71,680, or 1.66 per cent, in net earnings, are shown by 
the operating summary for the Canadian National for March, 
1927, as compared with March of last year. Working expenses 
increased by $1,056,611, or 5.97 per cent, and the operating ratio 
was 81.05 per cent, as against 80.40 per cent in March, 1926. 

For the first three months of the present year, gross earn- 
ings of the Canadian National are shown to be $62,512,461, an 
increase of $3,465,355, or 5.87 per cent, over the corresponding 
period of 1926. Working expenses increased by $3,087,034, ’or 
5.98 per cent, to a total of $54,668,829, while net earnings were 
$7,843,631, an increase of $378,321, or 5.07 per cent, the first 
three months of last year. The operating ratio was 87.45 per 
cent, against 87.36 per cent for the similar period of 1926. 


CHANGES IN DOCKET 


Hearing in finance No. 5602, joint application of St. Louis- 
Southwestern Ry. and Central Arkansas & Eastern R. R. for 
authority to abandon a line of railroad between Rice Junction 
and Hazen, Ark., assigned for May 3, at Little Rock, Ark, before 
Arkansas Railroad Commission, was postponed to a date to be 
hereafter fixed. 

Hearing in I. and S. 2888, pipe fittings from N. C. and Va. 
to Carolina territory, assigned for May 4, at Washington, D. C., 
before Examiner Carney, was canceled. 

Hearing in valuation No. 950, in re tentative valuation of the 
property of the Aransas Harbor Terminal Ry., assigned for May 
4, at Washington, D. C, before Examiner Potter, was canceled 
and reassigned for June 6, at Washington, D. C., before Exam- 
iner Potter. 

Hearing in No. 18715, Baltimore Chamber of Commerce vs. 
A. A. R. R. et al., assigned for May 6, was canceled and reas- 
signed for June 20, before Commissioner Meyer and Examiner 
Trezise, at Washington, D. C. 

I. and S. 2876 (third supplemental order), combination rule 
on lumber and forest products between southern territory and 
interstate points, was set for hearing at New Orleans May 2. 

Hearing in I. and S. 2869, fertilizer, from Ohio River cross- 
ings to Kansas and Missouri points when originating in South- 
eastern or Carolina territories, assigned for May 6, at Nashville, 
Tenn., before Examiner Johnson, was canceled. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. : : 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Tariff Interpretation—Application of Jones’ Combination Rule 
to Specific Rates on Veneer 

Indiana.—Question: A carload of walnut veneer originates 
Indianapolis, destined High Point, N. C., routed via Cincinnati, 
O. There is no published through rate and combination is based 
on Cincinnati in this instance, the.factors being 18 cents to Cin. 
cinnati, as per item 197, Jones’ Tariff 102-R, I. C. C. 1847, and 
38 cents beyond as per Speiden’s Tariff, 45-E, I. C. C. 883. 

The rate of 18 cents to Cincinnati is 115 per cent of the 
lumber rate (15% cents) in conformity with amended order of 
the Interstate Commerce Commission in I. C. C. Docket Nos. 
11497 and 12887, also 14020,, to which reference is made in con- 
nection with the item in which rate is published. 

The initial carrier insists that Jones’ Combination Rules Tar. 
iff 228 is not applicable account rate on walnut veneer is higher 
than that published on lumber and is specifically published. 
Rule 16 of Jones’ Tariff, 102-R provides that, except as noted, 
rates on commodities mentioned therein, including lumber and 
articles taking same rates or arbitraries over lumber rates, car- 
load, also other forest products on which rates are not higher 
than on lumber, carloads, are subject to rules for constructing 
combination rates as provided in C. F. A. T. B. Freight Tariff 
No. 228. Will you please say if, in your opinion, carrier is 
correct in its contention? 

Answer: It is our view that the rule for constructing com- 
bination rates published in Agent B. T. Jones’ Tariff 228, I. C. C. 
US-1, applies to rates on veneer except where specific provision 
to the contrary is published in conjunction with -the rates. In 
Grosjean Rice Milling Company vs. Director-General, 89 I. C. C. 
395, the Commission said that commodity tariffs must be read 
in the light of the governing classification, and that where an 
article is clearly embraced within a generic commodity designa- 
tion and neither the tariff nor governing classification discloses 
a contrary intention, the commodity rate is applicable even 
though the classification description is more specific. 

In Augusta Veneer Company vs. Southern Ry., 41 I. C.C. 
414, the Commission said that “all veneers appear to be ‘thin 
lumber,’” which is the generic term, and that, prior to the 
establishment of a specific rate on veneer, the commodity rate 
on common lumber applied to all thin lumber, but with the 
publication of specific rates on thin lumber called “veneer” this 
removed application of the common lumber rates. In National 
Veneer & Panel Manufacturers’ Association vs. A. & R. et al, 
81 I. C. C. 227, in which case the Commission prescribed rates 
on figured veneer at 115 per cent of the common lumber rates, 
and lumber rates on other veneer, the Commission said: 

Expert witnesses for complainants and defendants were asked at 
the hearing to differentiate between thin lumber and veneer, and the 
consensus of their testimony indicates that there is no practical 
difference. ‘‘Veneer,’”’ as the word is now used by the trade, has 
lost most of its original significance, and the great bulk of this com- 


modity as it is now manufactured might with more accuracy be 
described as thin lumber. . 


From the above cases we think it safe to say that veneer 
is thin lumber and the fact that some lumber is called “veneer,” 
other lumber is called “flooring,” “ceiling,” etc., does not make 
it any the less “lumber.” ‘“Lumber’ is a generic term and ap- 
plies to all articles which answer that description. Just as 
apples are not less “fruit” because they are specifically named, 
so is veneer no less lumber merely because in order to accord 
certain kinds of lumber higher rates than those applicable to 
common lumber, veneer is given a specific rate. The term 
“Jumber” as used in Jones’ Combination Tariff 228, is not con- 
fined to any particular kind of lumber. According to the Gros- 
Jean Rice Milling Co. case, supra, if the classification does not 
disclose a contrary intention the commodity rate published 02 
a generic plan (as is the Jones combination tariff in referring 
to “lumber”), is applicable. The classification instead of show- 
ing intention of applying different rate bases to veneer very 
clearly shows under the heading “Lumber or Veneer” a direct 
intention that lumber and veneer are to take the same rates. 
The claassification, therefore, offers no obstacale to applying 
the Jones’ combination rule, and the latter rule does not -differ- 
entiate between common lumber and that kind known as veneer. 

Further, it would seem as a matter of reasonableness that 








No, 19 


ind 
list 
nt, 
aw 
ance 
ffic 
to 


ny 
ver 
on 


a 


1 Rule 


zinates 
‘innati, 
} based 
to Cin- 
7, and 


of the 
‘der of 
t Nos. 
in con- 


S Tar- 
higher 
lished. 
noted, 
or and 
S, Car- 
higher 
ucting 
Tariff 
‘ier ig 


y com- 
ee, 
vision 
Ss. 
C. C. 
: read 
re an 
signa- 
closes 
even 


, CL. 
‘thin 
» the 
r rate 
h the 
” this 
tional 
st al., 
rates 
rates, 


ed at 
id the 
ctical 
, has 
com- 
oy be 


sneer 
eer,” 
make 
d ap- 
it as 
med, 
ecord 
le to 
term 
con- 
Gros- 
3 not 
d on 
rring 
how: 
very 
‘irect 
ates. 
lying 
iffer- 
neer. 
that 


May 7, 1927 


DENVER, COLORADO 













FIREPROOF WAREHOUSES ON TRACK 
Free Switching to Warehouse. We i in the DISTRIBUTION of 
local and pool car shipments. Insurance rate 15c. Negotiable Warehouse 


Receipts Issued. The Weicker Transfer & Storage Company 











Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 





IN THE CHICAGO SWITCHING DISTRICT 


GENERAL MERCHANDISE, FURNITURE and COLD STORAGE 
Quick Service, Efficient Handling, Low Rates. Send us your Merchandise 


THE GREAT LAKES WAREHOUSE CORP., Hammend, Ind. 


Middlesex Transportation Co. 
PIER 13, NORTH RIVER, NEW YORK CITY 
Operates Daily (.£*37,) Fast Steamship Freight Service 


New York City and New Brunswick, N. J. 


Steamer Connections Made with All Leading Water Lines in 
New York Harbor, including Delivery of Freight 


We also Operate Daily Express Auto Service 
between Jersey City, Newark, Elizabeth, Rahway, New 
Brunswick, Trenton, Camden, and 72 other cities in New 
Jersey, as also Philadelphia, Pa. 
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PANAMA MAIL S.8. CO. 


Fast Freight and Passenger Service 


Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco 


From Los Angeles 
May 25 


June 13 
July 11 


Also regular sailings for Mazatlan, Manzanillo, Cham- 
perico, San Jose de Guatemala, Acajutla, La Libertad, La 
Union, Corinto, Amapala, Puntarenas, San Juan del Sur 
and Balboa, Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South America and European Ports 


OFFICES 
350 Marquette Bldg., Chicago, Ill. 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N.Y. 548 S. Spring St., Los Angeles, Cal. 


1,500,000 SQUARE FEET 


OF 


Modern Fireproof Warehouse Space in Los Angeles and at the Port 
of Los Angeles 
Free and U. S. Customs Bonded Storage 
Insurance Rate 18 Cents 


Storage—Forwarding—Distribution—Cartage 


Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cotton Pressed to High Density 
We can serve you in some capacity and would suggest that you 
complete your file by requesting the rates for our specialized service. 


Union Terminal Warehouse Corporation 
Shattuck & Nimmo Warehouse Company 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 


HOTEL COSMOPOLITAN 


DENVER, COLORADO 


Opened June 5, 1926 460 ROOMS WITH BATH 


‘ The Largest and Finest Hotel in the State 


“The Leading Hotel of Denver” 


ROY’S COSMOPOLITAN ORCHESTRA 
EVERY EVENING 





CALVIN H. MORSE, Manager 






YOUR SPOT STOCK 


OMAHA 


WILL BE HANDLED 
IN OUR 


FIREPROOF 
WAREHOUSE 


f With Care, Speed 
and Courtesy 

















pied? 


MEMBER A. W. A. 





MERCANTILE STORAGE & WAREHOUSE CO. 
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if veneer is not to exceed 115 per cent of common lumber rates 
for local or joint application, it should bear the same relation 
to common lumber in combination rates, and if the combination 
rule is applied to common lumber and not to veneer the dif- 
ference between the two kinds of lumber is rendered highly 
disproportionate to the prescribed basis. 

Misbilling—Liability of Shipper 

Louisiana.—Question: Kindly advise your opinion and any 
ruling of the Commission on the following: A shipper manu- 
facturing oil well supplies ships from P, a point in Pennsyl- 
vania, to S, a point in Louisiana, a shipment described in bill 
of lading and so waybilled, as “angles, beams, channels, etc., 
iron or steel.” When car reached destination same was in- 
spected by a representative of the inspetcion bureau and ship- 
ment actually checked “oil well derrick material, K. D., iron 
or steel, including the necessary equipment of ladders.” 

Shipment was billed as a prepaid shipment, but when un- 
dercharge bill was presented additional payment was refused, 
although the use to which the articles were put, without further 
manufacturing process, was not denied. Is not this a violation 
of section 2, rule 2, of the current Consolidated Classification? 

Answer: The facts, as stated, show a violation of paragraph 
3, section 10, of the interstate commerce act, from which rule 2, 
section 2 of the Consolidated Classification is taken. In other 
words, the consignor in question is guilty of false billing if he 
knowingly and deliberately described the shipment as billed, 
knowing at the time that the shipment was in fact “oil well 
derrick material, K. D., iron or steel,” and not “iron or steel 
articles,” and after having had the billing corrected, refuses 
to pay the applicable rate. 

On the other hand, there is always the element of a mis- 
take of fact and the shipper or the inspection bureau may either 
or both be wrong as to what the correct description should be 
and so as to what rate should be applied. In this event, of 
course, the shipper would not be guilty of false billing. See 
United States vs. Gulf Refining Company, 268 U.S. 546. 


In this connection, in Carthage Marble Co. vs. Mo. Pac.. 


R. R., 51 I. C. C. 619, complainant claimed and billed his ship- 
ments as cut stone. At destination the inspection bureau 
changed the description to marble and collected freight charges 
on that basis. The Commission found that said shipments con- 
sisted in fact of cut stone, that the cut stone was applicable 
and that the shipments were therefore overcharged. 

In Harris Bros. Co. vs. Director-General, 60 I. C.C. 428, con- 
signor’s billing described the shipments as so many locomotives, 
steam, complete, K. D., with the number of frames, boilers, 
trucks, etc. Complainant (shipper) contended for the individual 
ratings on the various parts as set forth in the classification. 
Defendant (carrier) denied this and charged the fourth class 
rating as applicable to locomotives, K. D. 


Defendant also claimed that the bill of lading description 
must govern and that complainant could not show by parol evi- 
dence that the shipments were something else. The Commission 
denied this latter contention, citing Carthage Marble Co., supra, 
but upheld the carrier’s other contention by finding that the 
shipments properly came within the description of locomotives, 
K. D., and so the fourth class rating as charged was applicable. 

On reaching its conclusion in this case, the commission, at 
page 430, said: 


The absence of essential parts not affecting the identity of an 
article transported does not destroy its fundamental character from 
a transportation or tariff standpoint. Lakewood Engineering Co. vs. 
Director General, 57 I. C. C. 311. 


Demurrage—Free Time and Charges Applicable to Cars Placed 
for Unloading in Private Industry, Partly Unloaded, Then 
Switched to New Location in Same Industry and Unloading 
There Completed 
Pennsylvania.—Question: Car is placed in consignee’s plant 

at 10 a. m. of the day notice of arrival is given and car is held 

three days after such placement to effect partial unloading. At 
the close of the third day, agent is requested to have car 
switched to another location within the same plant to complete 
unloading, for which movement a switching charge is assessed. 

Car is placed at the new location during that night and unloading 

is completed next day. 

Making no allowance for Sundays or holidays, what demur- 
rage charge should be assessed? If possible, please quote de- 
cisions of the Interstate Commerce Commission pertinent to a 
situation of this kind. Kindly take into consideration Jones’ 
Demurrage Tariff 4-G, rule 2, section A, paragraph 3; also sec- 
tion B, paragraph 4, of the same rule. 

Answer: Rule 2-A-1, of the Demurrage Rules provides that 
“4 hours’ (two days)” free time will be allowed for unloading 
all commodities. Rule 2-A-3 provides that when a car held for 
unloading is moved by railroad to another point in the same 
yard or industry to complete unloading, only 48 hours’ free time 
will be allowed, except that when the railroad makes a charge 
for such movement the time incident thereto shall not be com- 
puted against the car. 

We know of no rule or decision holding that “48 hours’ 
(two days)” free time means two daylight working days, ex- 
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clusive of night time. We know of nothing which would pre. 
vent the consignee from unloading the car at night had he left 
it in its original spot and there completed the unloading. Ap- 
parently the car was switched to its new location during the 
first 48 hours after the first 7 a. m. after date of notice of arriya]. 
in other words, it was switched during the shipper’s free time 
period, which did not expire until 7 a. m. of the third day after 
arrival notice. To say that you held the car over the free time 
allowed is to charge you with the time incident to the switch. 
ing service, for which a charge was made, provided you useq 
no more time on the day you completed the unloading thay 
the railroad actually consumed in moving the car. Suppose 
that the carrier consumed four hours in making the switch 
during the night of the third day. It should allow you fou 
hours of the following day in which to complete the work of 
unloading. If you used five hours and the carrier four, yoy 
would be debited for the extra fraction of a day consumed by 
you, per rule 7-A, or 9-A. We have not noticed any decision 
by the Commission on this particular point. 

We do not consider that rule 2-B-4 is involved in this ques. 
tion, for it is an exception to rule 2-A-3. 

Limitation of Action Against Carrier 

New York.—Question: On January 25, 1926, we received a 
lamp from the American Railway Express Company similar to 
the kind we handle, as a return from a customer, and through 
error refund was immediately made to party from whom re. 
ceived without any investigation being made of original transac. 
tion. Later this department endeavored to locate original sale, 
but without success, although shipper was able to give date 
lamp was originally received by him. As the lamp was worth- 
less, we filed claim for damage with the express company, but 
they insisted on full information as to original movement and 
we later took up with their agent to obtain this information and 
find that lamp was originally shipped by another store in this 
city, and instead of being returned to them it was returned 
to us in error. The express company have declined claim stating 
that same was not filed within six months from the time original 
shipment was delivered to consignee but we contend that as far 
as we are concerned we received a worthless shipment from 
them on January 25, 1926, and filed claim July 8, 1926, which is 
within the six months’ period. We might add that delivery was 
originally made to consignee December 4, 1925. We believe that 
since we are not interested in original movement and since we 
made claim within six months after receipt by us, the six 
months’ clause should not apply to us, and would thank you to 
let us have your opinion. 

Answer: If the lamp was consigned by the purchaser to you, 
assuming that you have a cause of action against the carrier 
growing out of the transportation of the lamp, your cause of 
action accrued, in our opinion, on the date of the delivery of the 
lamp to you, in accordance with the provisions of paragraph 3 
of section 16 of the act. The prior transportation of the lamp, 
that is, the forwarding thereof to the purchaser is, in our opinion, 
a separate transaction. 

If the lamp was not consigned to you by the purchaser, but 
was consigned to the other store, but in error was delivered to 
your company by the express company, it is our opinion that 
your cause of action against the express company, if you have 
one, is not one relating to the transportation of the lamp which 
is covered by the limitation provisions of paragraph 3 of section 
16 of the act, but is governed by the applicable state limita- 
tion statute. 

Apparently, however, your right of action is against the 
party who returned the lamp and not the carrier, notwithstand- 
ing that it may have in error returned the lamp to your company 
contrary to the instructions of the purchaser. 


Tariff Interpretation—Follow-Lot Shipments 


Massachusetts.—Question: The Boston & Maine R. R. in its 
freight tariff I. C. C. A-2565, Item 311, publishes a commodity 
rate scale minimum weight of 20,000 pounds to apply on certain 
commodities which carry in the Consolidated Classification 4 
minimum weight of 30,000 pounds. In view of the fact that rule 
24 of the classification applies only to carload freight the author- 
ized minimum weight for which is 30,000 pounds or more, does 
the publication of the lower minimum in the commodity tariff 
remove the application of Rule 24 to shipments covered by it? 

Answer: In our opinion the provisions of Rule 24 of the 
Classification are not applicable in connection with the com- 
modity rate published in Item 311 of B. & M. Tariff, I. C. C. 
A-2565, for the reason that the rule is applicable only where 
the minimum weight is 30,000 or more. The fact that, under the 
classification rating, the minimum on the commodity in question 
is 30,000 pounds does not, in our opinion, make applicable the 
rule in connection with a commodity rate which carries a mit- 
imum weight of less than 30,000 pounds. 


Damages—Measure of Where Carrier Holds Shipment as 
Warehouseman 
New York.—Question: In referring to your loss and damage 
review in various volumes we are unable to locate information 
determining just what carriers’ liability consisted of as ware 
houseman. 
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United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 
REGULAR FREIGHT SAILINGS 


FROM 
New York, Boston and New Orleans 
TO 
Havana and Santiago, Cuba 

JAMAICA COLOMBIA 

Kingston Cartagena 

Port Antonio Puerto Colombia 

Jamaica Outports Santa Marta 
CANAL ZONE aia og vl 

Cristobal ALSO 
PANAMA Ports of Guatemala 


and British and 
Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast Port 
of South America, Central America and Mexico 


For rates and other information, address 
17 Battery Place... ............. New York, N. Y. 


Bocas del Toro 


321 St. Charles Street........... New Orleans, La. 
BR IIE, «bs highs oor: sloveier eis ond srcisin a2 Boston, Mass. 
Marquette Building.................. Chicago, IIl. 
Huff Shipping Company...... San Francisco, Cal. 





TRANSMARINE LINES 


Intercoastal Service 


TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 


From PORT NEWARK, N. J. (New York Harbor) 


SUJERSEYCO 
SUGILLENCO 
SUCARSECO 


GULF-INTERCOASTAL SERVICE 
TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 
From From 
Mobile New Orleans 
May 11 
May 20 
May 28 


COASTWISE GULF SERVICE 
From Port Newark, N. J., to Beaumont, Texas 
Serving Texas and the Southwest 
Sailings every 10 da; every 10 days 


TRANSMARINE LINES 


Port Newark Terminal 
Telephone Mulberry 4300 5 Naseau St., Nev New ¥ York City 


Agencies: Beaumont, Buffalo, Chicago, Los 


_? <n 
New Orleans, Pensacola, Pittsburgh, San Francisco. 
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Cuba-Mexican Gulf Ports 


FREIGHT SERVICE 
Sailings from New York 


FOR HAVANA— Weekly Express service every 
Saturday. Cuban ports—Weekly service for Santiago 
every Thursday. Fortnightly service for Cienfuegos, 
Guantanamo and Manzanillo alternate Thursdays. 
Sailings to other Cuban ports as freight offers. Mexi- 
can Ports—Weekly service to Vera Cruz and Tam- 
pico every Thursday. To Progreso fortnightly service 
alternate Thursdays. To Puerto Mexico, monthly 
service. 


Sailings from Philadelphia 


For Havana, Tampico and Puerto, Mexico— 
Monthly service. 


PASSENGER SERVICE 


Express sailings every Saturday to Havana on steamers 
“Orizaba” and “Siboney.” Steamers “Monterey” and “Mexico” 
furnish fortnightly service on Thursdays to Progreso, Vera 
Cruz, Tampico, Mexico. Ten and seventeen day cruises to 
Havana; Special round trip fares and rail-water circle tours to 
Mexico City in effect the year around. 


New York AND Cusa Marz S. S. Co. 


WARD LINE 


Pier 13, Foot of Wall St., New York City 


BOSTON, MASS. 


View CHARLES RIVER STORES, 131 Beverly St. 


Direct Connection with Boston & Maine R. R. 


Also ALBANY TERMINAL STORES, 137 Kneeland St. 


Direct Connection with Boston & Albany R. R. 


Also SUMMER STREET STORES, 419 Summer St. 


Direct Connection with N. Y., N. H. & H. R. R. 


Also BATTERY WHARF STORES 


Direct Connection with Union Freight R. R. 
Total General Storage Capacity: 9,706,000 Cubic Feet 
MAIN OFFICE: 


Quincy Market Cold Storage & Whse. Co. 


178 Atlantic Avenue, BOSTON, MASS. 
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In order for you to clearly understand, we will outline the 
claim in question: Car arrived at destination October 16, at 
which time the market on grapes was $1.51. Contents was sold 
by consignee through auction company for $1.62 on the 18th, 
but the buyer desired to hold contents for a probable rise in 
the market. “ 

On October 23rd he decided to take delivery, at which time 
the market sales had gone up to $2 per box, but when taking 
delivery found that the carrier had in shifting the car damaged 
practically the entire load and he was compelled to sell the 
crates for $1.40 each. 

The question of negligence has been established, but the 
liability cannot be determined since the carriers themselves are 
at sea and refused to recognize our contention that the carrier 
is liable for the difference between the final proceeds and the 
market on the 23rd, or 60 cents a box. 

Under the warehousemen’s liability is the carrier liable for 
an amount not to exceed the buyers purchasing price of $1.62 
on the 18th, or is the carrier liable for the market which our 
client would have obtained on the 23rd, as of $2. 

The carrier is inclined to hold that the extent of their lia- 
bility is the market value on the day the car arrived or the 16th, 
which would be $1.51. 

This feature arises very often in New York, but search as 
I will I cannot find any decisions that involves warehousemen’s 
liability, but can find many of them that decide. that under cer- 
tain conditions the carrier is liable as warehouseman. 


Answer: The rule of damages which governs the liability of 
a warehouseman is that when the property bailed is returned in 
a damaged condition the measure of damages is the difference 
between the market price in good condition and its value in the 
damaged condition. Hyde vs. Mechanical Refrigerating Co., 144 
Mass. 422; Motley vs. So. Finishing, etc., Co., 182 N. E. 347. 

In the instant case, inasmuch as some time subsequent to 
the date of arrival of the car the carrier held the goods as a 
warehouseman, and inasmuch as it has admitted liability for 
negligence as a warehouseman, it is our opinion that the amount 
of damages for which the carrier is liable as warehouseman, is 
the difference between the market value of the property in good 
condition and its market value in the damaged condition at the 
time of the termination of the bailment. See Henderson Min. 


& Manufacturing Co. vs. Cimine (Ky.), 2138 S. W. 23, in which 
the court said: 


It is further claimed that the measure of damages was incorrect; 
it being insisted that the proper measure of damages was the dif- 
ference between the market value of the apples just before the 
injury and their market value just after the injury. If this rule were 
applied to perishable property, it would be practically impossible to 
determine the amount of damage. Hence the termination of the 
bailment is the usual time for fixing the damages, and the measure 
of damages is the difference between the market value of the property 
at that time in good condition and its market value in the damaged 
condition, although the bailment was continued after knowledge that 
damage had occurred. Holt Ice, Etc., vs. Jordan & Co. (Ind.) N. E 
575; Patterson vs. Wenatchee Canning Co., 101 Pac. 721. 


See, also, Hansen-Rynning vs. O.-W. R. & N. Co. (Ore.), 209 
Pac. 462, in which the court held that where cans of salmon 
stored in defendant’s warehouses became rusty from a leak in 
the roof, plaintiff was entitled to the expense incurred in a 
reasonable endeavor to remove the rust from the cans, as well 
as the difference between the market value at the place where 
the injury occurred on the date of their return to the owner in 
the condition the goods were in after such reasonable endeavor 
had been made to remove the rust and the market value at the 
same time and place if the property had been in good condition. 

Receipt by Consignee of Goods Delivered by Carrier 

Virginia.—Question: Is it necessary that the delivery receipt 
be signed in the freight house immediately following the actual 
check and delivery by the warehouseman, or is a receipt signed 


at the cashier’s window for such a shipment valid, and will it 
stand in court? 


Answer: We cannot locate an opinion of the Commission or 
decision of the courts in which the question you raise was 
specifically at issue. 

A receipt has been defined as “a written acknowledgment 
of payment of money or delivery of chattels.” It is merely the 
admission of the party giving it that money or something else 
has been received by him. 

It has been held that a receipt taken by a carrier for goods 
is prima facie but not conclusive proof of delivery. G.C. & S. F. 
vs. Rosenthal Dry Goods Co. (Tex.), 207 S. W. 167. See, also, 
Burk vs. County of Galveston, 76 Tex. 276, 13 S. W. 455. 

Should the consignee sue for the non-delivery of goods and 
the carrier produce a receipt obtained in the manner you set 
forth, that is, a receipt signed at the cashier’s window, the con- 
signee would not be precluded from showing that the goods 
not received, notwithstanding the receipt given to the carrier. 
The burden would,’ however, be upon the consignee to prove 
that he did not receive the goods, notwithstanding his acknowl- 
edgment of the receipt thereof by his signing the delivery 
receipt, and not on the carrier to prove that it delivered the 
goods to him. 


The fact that the receipt is signed at a place on the carrier’s 
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premises different from the place at which the goods are tep. 
dered to the consignee would, in our opinion, enter only into 
the question of whether delivery was made as acknowledged 
in the receipt, and would not affect the legality of the receipt 
as such. 


Long and Short Haul—Definition of Term “Of Like Kind of 
Property” 

Ohio.— Question: Will you advise the definition of the phrage 
“of like kind of property” as contained in the Fourth Section 
of the Interstate Commerce Act? Does this phrase apply to 
specific commodities or is it to be interpreted to mean commo. 
dities bearing close relationship—as an illustration—would stee] 
billets, steel blooms, steel slabs and steel sheet bar be considered 
“like kind of property?” 


If this matter had been previously passed upon by the In. 
terstate Commerce Commission, would like to have citations, 
likewise if the matter has been adjudicated in the United States 
Supreme Court, would like to have citations of that Court. 

Answer: We can locate no opinion of the Commission or 
decision of the courts in which the term “of like kind of prop- 


erty,” as used in Section 4 of the Interstate Commerce Act has 
been definitely defined. 


However, in Wynn vs. Wabash Co. (Mo.), 86 S. W. 562, the 


court in construing a similar provision of the state consti- 
tution said: 


The charge of a higher freight rate for transportation of shee 
than that fixed for the transportation of cattle and other live stock 
did not constitute a discrimination, within Rev. St. 1899, Section 
1129, providing that, if any carrier shall charge a greater or less 
compensation for any service in the transportation of any kind 
of property than it charges any other person for doing for him a 
“like service’’ in transportation of a “like kind of property’ under 
substantially like circumstances and conditions, such carrier shall be 
deemed guilty of unjust discrimination. 


See, also, Conference Ruling 304 (a), which reads as follows: 


The fourth section applies to all rates and fares, but in determin- 
ing whether its provisions are contravened rates and fares of the 
same kind should be compared with one another; that is, trans- 
shipment rates should be compared with trans-shipment rates; pro- 
portional rates with proportional rates; excursion fares with ex- 
cursion fares; and commutation fares with commutation fares. It 
would not be in violation of the fourth section, for instance, if a 
proportional rate to or from a given point were lower than the 
regular rate to or from an intermediate point, nor if the commuta- 
tion fare to or from a more distant point were lower than the regular 
fate to or from an intermediate point. (Rulings 309, 310.) See Southern 
Illinois Millers Assn. vs. L. & N. R. R. Co., 23 I. C. C. 673; and Rates 
on Grain and Grain Products to Texarkana, Ark., 29 I. C. C. 36. 


See, also, Royal Milling Co. vs. G. N. Ry. Co., 47 I. C. C. 
263, 270; Massey Gin & Machine Works vs. C. of G., 101 I. C. C. 
45, 46, and Rates Between C. F. A. Territory and Points on C. & 
O. Ry., 47 I. C. C. 576, 580, in which latter case the Commis- 
sion said: 


In view of these circumstances and of the generally circuitous 
character of the petitioner’s route, we are of opinion that the situa- 
tion presented constitutes a special case within the meaning of the 
fourth section and that except as otherwise provided herein petitioner 
should be permitted to continue to meet the rates of shorter lines 
between Louisville and Ashland and central freight association terri- 
tory, and to maintain higher rates to and from intermediate points 
on its Lexington district, upon the following conditions: 

That the rate on any commodity to or from any intermediate point 
shall not exceed the rate on the same commodity to or from the next 
more distant point to or from which a lower rate is charged by 4 
greater amount than the rate to or from the intermediate point 
on the class to which the commodity belongs exceeds the rate on 
the corresponding class to or from the more distant point. 


Weights and Weighing 
Tennessee.—Question: Kindly let us know what can be done 
concerning the overbilling of charges on carload shipments 
which amount to 400 pounds and over. In many cases the ovel- 
billing results from a disparity between the actual tare weight 


._ of the car as weighed by sworn weighmaster at the mill at 


destination, and the stencil tare weight, as taken by railroad 
at point of origin. 

We have several overbilling claims in which the difference 
lies between the large railroad track scale weights as against 
individual bale weights of small scales at destination of the 
various mills to which we ship. The railroad always claim their 
large scales are more preferable than the small scales used in 
weighing each individual bale. 

Answer: Sections A, B, and E, of Rule 8 of the National 
Code of Rules Governing the Weighing and Reweighing of Car- 


load Freight, which rules are published by the carriers in get- 


eral, read as follows: 


Section A. Where carload freight, the weight of which is not 
subject to change from its inherent nature, is checkweighed or re- 
weighed en route or at destination, no correction will be made in the 
billed weight except as provided below: a 

Section B. If the difference between the original net weight an 
the weight obtained by reweighing does not exceed the toleranc® 
provided in this rule, the first weight will not be changed. If a 
difference exceeds the tolerance, the car should be weighed a thi i 
time if practicable. If the third weighing confirms the origi’ 
weight within the tolerance, no change shall be made. Where = 
original weight can not be applied as above, the lower of the secon 
or third weight shall be used where the difference between the secon 
and third weights does not exceed the tolerance. itb 

Section E. The tolerance shall be 1 per cent of the lading, W 
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Broad Street Warehouse Corp’n 


700 Broad Street 


Rome, Watertown and 

York, Ontario and Western R. R. and 
Delaware, Lackawanna and Western 
R.R. Daily Trolley Freight Service 
and Auto Trucking to all principal 


Utica is the most natural and prac- 
tical point for Warehousing and 
Distribution in Central New York. 


100,000 sq. ft. of fire-proof storage 

space. Private railroad sidings. 

Ample office space and desk room for manufactur- 
ers’ or shippers’ representatives. 


For complete or Further Information Address 


BROAD STREET WAREHOUSE CORP’N, UTICA, N.Y. 


GULF PACIFIC LINE 


THE STEELE STEAMSHIP LINE, INC. 
SWAYNE & HOYT, INC. 
(Joint Service) 


SAILINGS EVERY SECOND SATURDAY 
FROM 


Mobile and New Orleans 


Los Angeles, San Francisco, Oakland 
Portland, Seattle and Tacoma 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
424 Whitney Central Bldg., New Orleans, La. 
SWAYNE & HOYT, INC., General Agents Pacific Coast 
430 Sansome Street, San Francisco, Cal. 

15 Moore PO STEELE STEAMSHIP LINE, on N.Y. 
200 Merchants Heakeres Banneg et Woe Aone ate, lilo. 


W. J. SMITH, General t 
208 South La Salle Street — Chicago, Ill. 
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ROCHESTER, 


GENERAL MERCHANDISE STORAGE 
Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 


Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Ine., on 


Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los huagihin, San Francisco 
Oakland, Seattle and Tacoma 


FROM 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailings and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 

Moore and Water Streets, New York, Telephone Bowling Green 7394 
Baltimore, Md. ja, Pa. Pa. Norfolk, Va. 
Be ET oe SE ea a ne 
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a minimum of 500 pounte, on all carload freight, including coal and 
coke, except that when ashes, cinders, clay, dolomite,  omgner f gravel, 
mill scale, ore, sand, slag, all stone (not cut), and similar bulk freight, 
brick and soft drain tile are loaded in open cars, the tolerance shall 
be 1 per cent of the lading, with a minimum of 1,000 pounds. 


As you will observe, under the provisions of Rule 8, above 
quoted, unless the difference between the two weights obtained 
on the car exceeds the tolerance no change is to be made fm the 
original net weight. 

With respect to shipments as to which the difference be- 
tween the two weights exceeds the tolerance, we direct your 
attention to what is said by the Commission in its opinion in 
Reweighing of Freight by Carrier, 28 I. C. C. 7, on pages 18 
to 21, inclusive, under the subject Tare Weights. The Commis- 
sion in this case states that a prolific source of error in the 
obtaining of weights is a wrong stencilling of the tare 
weights or Cars. 

The Commission has stated that the actual weight of ship- 
ments constitutes the true basis upon which to assess transporta- 
tion charges and that the question is one of fact. Peters vs. 
oO. S. L. R. R. Co., 20 I. C. C. 298. 

Where the difference in weights exceeds the tolerance and 
it can be shown that the tare weight of the car obtained on the 
scale at destination is accurate you are entitled to a refund in 
the amount of charges based upon the difference in the sten- 
cilled tare weight of the car and the tare weight found by the 
weighing of the car at destination. ’ 

In so far as past shipments are concerned, the Commission 
has held that evidence of a very positive character as to the 
incorrectness of the scale weight of a carrier is necessary before 
another weight will be substituted therefore. See Brown Coal 
Co. vs. G. C. & S. F. Ry Co., 20 I. C. C. 163; Monon Lumber 
Co. vs. Director-General, 109 I. C. C. 429. 

Again, the Commission has said that a carrier should not 
be required to accept weights ascertained by shippers on their 
private scales (Providence Fruit & Produce Exchange vs. Di- 
rector General 66 I. C. C. 300; William H. Fissell vs. B. & O. 
R. R. Co., 40 I. C. C. 5389; S. C. Schenk vs. N. & W. Ry. Co., 
29 I. C. C. 125), although it has, where a carrier’s weights were 
questioned, given consideration to those found by a consignee 
on his scales at point of destination (Keystone Wood Company 
vs. Pa. R. R. Co., 38 I. C. C. 622; S. C. Woolman & Co. vs. Pa. 
R. R. Co, 24 I. C. C. 580; Aetra Portland Cement Co. vs. Dircetor 
General, 46 I. C. C. 407), or of the shipper at point of origin. 
(Alberger Pump & Condenser Co. vs. A. V. Ry. Co., 40 
I. C. C. 105.) 

Tariff Interpretation—Application of Intermediate Routing 
From More Distant Point Covers Intermediate Point 

Tennessee.—Question: With reference to your answer to 
“Tennessee”, under the above caption, on page 902 of the April 
2, 1927, Traffic World. 

While that decision covers destinations, I do not believe it 
covers origins. We have a shipment from Lafayette, Ind., and 
it is intermediate with West Lebanon and Chicago on C. I. & L. 
Will the rate made by the use of the intermediate rule apply 
on traffic routed from Lafayette via Wabash from Lafayette, 
Ind., it to be understood that Lafayette is not intermediate on 
Wabash? 

Answer: In our opinion the principle of the case cited in 
our answer is applicable to points of origin as well as points 
of destination. 

As to the application of the intermediate rule to the in- 
stance given in your letter, unless the rate from the more dis- 
tant point is applicable through Lafayette, the intermediate 
point, via the Wabash, the rate from the more distant point may 
not be applied from Lafayette on shipments moving via the 
Wabash, although via the C. I. & L. the rate from Chicago is 
applicable through Lafayette as an intermediate point. 


Add—Leftover Questions & Answers a ee 
Reconsignment—Right of Consignor to Reconsign Order Notify 
: Shipment 


indiana.—Question: Kindly refer to your answer on page 
562 of the February 26 issue of The Traffic World relative to 
the reconsignment of shipments on order notify bill of lading. 

From your answer one might infer that the carrier can issue 
a second bill of lading without requiring surrender of the first 
bill of lading. 

It has been our understanding that if the carrier issued 
an order notify bill of lading they could not accept orders cover- 
ing reconsignment from anyone other than the party holding the 
original bill of lading. 

It is our view that in the case involved the carrier could 
be held liable for conversion by the holder of the original bill 
of lading. 

If the carrier could issue several bills of lading on one ship- 
ment the very foundation of a large amount of business trans- 
actions would be placed in jeopardy. 

Kindly review your reply to this question and advise. 

Answer: Where a bill of lading is taken by the shipper 
making the goods deliverable to his own order, with instructions 
to notify another on arrival at destination and nothing appears 
to the contrary, the title to the goods remains in the shipper 
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while they are in transit, and passes from him to his transferee 
of the bill of lading. 

Until, however, the shipper and owner of the goods nego. 
tiates the bill of lading, he retains control of the goods. 

It is not stated that the notify party received the bill of 
lading upon payment of the draft, which is the usual practice 
and certain statements led us to believe that the draft had bee, 
paid without the bill of lading having been obtained by the 
notify party. 

Nevertheless, inasmuch as title to a shipment moving oy 
an order notify bill of lading remains in the consignor untij 
the surrender of the bill of lading by the notify party or other 
holder of the bill of lading, we are of the opinion that a carrier 
cannot be held liable in damages for accepting and executing 
the reconsigning instructions of the consignor prior to the gy. 
render of the bill of lading. 

As to the waiver by a carrier, of the provisions of its re. 
consigning tariff requiring the surrender of an order notify bil 
of lading, see Ohio River Lumber Co. vs. C. C. C. & St. L. Ry, 
Co., Unreported Opinion No. A-93. 

In this case the Commission said: 


The shipment did not actually or constructively pass from the 
custody of the carrier at Springfield, the identity of the freight was 
preserved, and the shipment was in the direct line of movement to 
final destination. The carriers’ tariffs provided for reconsignment on 
the basis of the through rate, plus $3 per car, and the agent of 
the Cleveland, Cincinnati, Chicago & St. Louis Railway at Springfield 
is chargeable with notice of that fact. Any assumption on his part 
that the complainant desires the shipment forwarded via Columbus 
and the Norfolk & Western, via which route the charges were 7,5 
cents per 100 pounds greater, or any construction of complainant's 
telegram as authorizing such routing was in our view unwarranted, 
Manifestly the demand for the surrender of the bill of lading is q 
precautionary measure adopted by carriers for the purpose of insur- 
ing themselves against fraud. It is really a condition precedent 
to any change of consignee or destination while the property is in 
the hands of the carrier, but was waived in this case. Under its 
tariff, it would appear that it was the duty of the carrier to hold 
the shipment at Springfield until the bill of lading had been sur- 
rendered by the shipper. Having failed to comply with its rule, 
and having actually pe pgp the car, we can see no reason 
why a greater charge should be exacted from the shipper than would 
have resulted had the carrier conformed to its rule. 


Tariff Interpretation—Compliance with Tariff Provision by 
Shipper 

Georgia.—Question: In the absence of specification on bill 
of lading of an allowance of 500 pounds for blocking on ma- 
chinery loaded on open cars, as provided in rule No. 30, Con- 
solidated Freight Classification, can refund be collected from 
the carrier for blocking where the shipper makes affidavit that 
blocking in excess of the 500 pounds was used, also when ship- 
ment is inspected by Southern Weighing and Inspection Bureau 
at time of unloading? 

Answer: With respect to this question, see American Licor- 
ice Co. vs. C. M. & St. P., 95 I. C. C. 525; Dill-Crossett, Inc, 
vs. Director-General, 104 I. C. C. 48; Beatrice Creamery Co. vs. 
Cc. B. & Q., 107 I. C. C. 568. 

‘ Under the findings of the Commission in these cases a com- 
pliance by a shipper with a tariff provision, which is a condition 
precedent to the application of a given rate or the obtaining of 
an allowance, is essential. Therefore, your failure to make a 
notation on the bill of lading called for by rule 30 of the classifi- 
cation will preclude your receiving the allowance provided for 
therein. 


Notice to Consignor of Refused or Unclaimed Shipment 


Georgia.—Question: We have been presented with a claim 
for loss on a shipment of watermelons, claimant alleging car- 
rier’s negligence account failure of delivering line to comply 
with section E, Rule 4, National Car Demurrage Rules and 
Charges, B. T. Jones’ I. C. C. 1787. 

In the instant case the car arrived at destination July 5 
and remained on hand unclaimed through the 9th, destination 
line not notifying shipper in accordance with section E, rule 4, 
until July 9, on which date shippers handled with original con- 
signee and prevailed upon them to handle. 

Can you advise what would be the extent of carrier’s lia- 
bility, and cite court decisions wherein the carriers were either 
held liable or not liable? 

Answer: In a number of cases the question of the carrier's 
liability for loss of or injury to goods while in its possession, 
where it has failed to give the consignor notice within a rea- 
sonable time of the fact that the goods have been refused or are 
unclaimed at destination, has been considered by the courts. 
See the following cases: A. G..S. vs. McKenzie, 77 S. E. 647 
(Ga.); Mich. Cent. vs. Harville, 136 Ill. App. 243; Edson, Keith 
& Co. vs. A. T. & S. F., 192 Ill. App. 350; Carrisso vs. N. Y. 5. 
& W. E. Co., 123 N. Y. S. 173, 129 N. Y. S. 915; Fine & Barrett, 
142 N. Y. S. 533; Sauer vs. Lehigh Valley, 150 N. Y. S. 977; 
Cc. N. O. & T. P. vs. Malsby Co., 96 S. E. 710; Sterling Button 
Co. vs. Barrett, 171 N. Y. S. 326; Lumber Co. vs. R., etc., Co. 
165 Pac. 363 (Ore.); R. Co. vs. Products Co., 208 S. W. 989 
(Tex.); Commission Co. vs. R.: Co., 188 S. W. 920 (Mo.); Manu 
facturing Co. vs. R. Co., 162 N. Y. S. 49; Schlitten vs. Hines, 
186 N. Y. S. 831; Fineberg vs. Express Co., 71 Pa. Super. 407; 

(Continued on page 1220) 
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DOINGS OF THE TRAFFIC CLUBS 
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MRS. MYNOMA DE GROFF 
President of the Twin City Women’s Traffic Club 

Mrs. De Groff was largely responsible for the organization 
of the club of which she is the president and was its delegate 
at the recent meeting of the Associated Traffic Clubs of America 
at Memphis. She holds an important position, being traffic 
manager of Reinhard Brothers, Minneapolis. She and the club 
she represents are much interested in the educational work of 
th national association. She is the mother of three young men, 
one attending high school and two the University of Minnesota. 





The Transportation Club of Toronto held its “Annual Noon- 
day Luncheon” at the Carls-Rite Hotel April 29. William S. 
Campbell, manager, transportation and customs department, 
Canadian General Electric Company, Ltd., spoke on “Some Ad- 
vanced Ideas on Transportation.” He gave a technical account 
of the development of the electric engine and the part he expects 
it to play in the transportation of the future, and referred to 
other recent innovations, such as the equipment of rolling stock 
with Timken bearings. 





The Transportation Club of Louisville held a meeting at the 
Kentucky Hotel May 5. The “French Lick Trip” will be held 
June 4 and 5. 





The Traffic Club of Chicago will hold a golf tournament at 
the Calumet Country Club May 11. Numerous prizes will be 
awarded. 





The Transportation Club of Decatur will hold its monthly 
meeting at the Decatur Club May 12. M. W. Dancy, assistant 
general freight agent, C. & A., at St. Louis, will speak on “Ro- 
mance of Railroading.” 





The Columbus Transportation Club will hold a meeting at 
the Neil House May 9. F. A. Larish, Chicago, general counsel, 
Western Traffic Association, will speak on “The Educational 
Program.” The delegate to the annual meeting of the Associ- 
ated Traffic Clubs of America will make his report. A _ buffet 
luncheon will be served. 





The Transportation Club of Saint Paul held a meeting at 
the Saint Paul Hotel May 3. Captain J. Milton State spoke on 
the “Romance of Canada.” 





The Traffic Club of St. Louis held a meeting at the Chamber 
of Commerce May 2. Carl J. Baer, president, Standard Unit 
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Navigation Company, spoke on “The Answer to River and Rail 
Co-operation.” 





The Oklahoma City Traffic Club held a meeting at th. 
Skirvin Hotel May 2. Final plans for the “Oklahoma Shor 
Line Railroad’s Banquet” were discussed. 





The Traffic Club of Wichita held a meeting at the Wichita 
Club May 5. Louis C. Gabbart, attoreny, spoke. Ted H. Bap. 
ister, city freight and passenger agent, Frisco, who was the 
club’s delegate to the annual meeting of the Associated Traffic 
Clubs of America at Memphis, made his report. 





The Traffic Club of Newark held a meeting at the Chamber 
of Commerce Building May 2 Charles A. Gammons, secretary 
of the Boys’ Work Committee of the Rotary Club, spoke on 
“Just Boys.” Music and entertainment were furnished by the 
De Molays. Refreshments were served. A “smoker” will be 
held at the Labor Lyceum May 9. 





The Traffic Club of Philadelphia will hold its “June Out. 
ing” on the Wilson Line steamer, City of Chester. Entertaip. 
ment and education will both be featured. New port develop. 
ments will be visited. 





The Milwaukee Traffic Club held a business meeting andj 
“smoker” at the Plankinton Hotel May 2. There were approx. 
imately 150 present. There was a thorough discussion of the 
annual meeting of the Associated Traffic Clubs of America and 
a committee was appointed to study and report on the resolv. 
tion adopted there. The club voted to donate $250 to the Red 
Cross to be used for relief of flood sufferers. A dinner dance 
and card party will be held at the Hotel Astor May 16. 





The Women’s Traffic Club of San Francisco will hold a 
dance and reception on board the Los Angeles Steamship Com- 
pany’s liner, Harvard, May 23. A bridge and whist competition 
has been arranged. Music will be furnished by the ship’s or. 
chestra A prize waltz, elimination dance, and several novelty 
surprises will be among the features of the evening. 





The Chattanooga Traffic and Transportation Club held a 


meeting May 3. T. B. Curtis, president, Traffic Club of Atlanta, 
spoke. 





The Traffic Club of Atlanta will hold a meeting May 9. The 
club will consider the invitation of the Birmingham Traffic & 
Transportation Club to hold a joint outing of the two clubs. 
The Traffic Study Club will hold a meeting May 10. It is ex 
pected that Charles Barham, chairman, Southern Freight Asso- 
ciation, will speak on “Freight Rates and Charges.” 





D. T. Lawrence, chairman, Official Classification committee, 
will be the speaker at the monthly meeting of the Motor City 
Traffic Club (Detroit) May 16, in the Hotel Savoy. The sub 
jects discussed at the monthly meetings of the club are chosen 
with a view to treating matters that will bring about a better 
understanding of the many complexities that enter into modern 
transportation. 





The annual spring outing of the New Jersey Industrial 
League will be held at Balsberg’s Farm, Hawthorne, N J., May 
21. Members and their railroad friends will leave Newark by 
auto at 9:00 A. M. Baseball and other games are scheduled as 
part of the entertainment. 





The Traffic Club of Pittsburgh will hold its first golf tourna- 
ment of the season at the South Hills Country Club, June 6. 
W. H. Millard is general chairman of the committee in charge 
and H. M. Corbett is vice-chairman. 


Personal Notes 





F. A. Eisiminger has been appointed general manager, Uni- 
versal Carloading and Distributing Company of Texas, at Hous 
ton. E. C. Dubbs, formerly assistant general freight agent at 
Cincinnati, Universal Carloading and Distributing Company, 
has been appointed manager of the Indianapolis office. L. J 
Bodie has been appointed assistant general freight agent at 
Cleveland. 

Owing to a transposition of lines, there was an error iD 
the “Personal Notes” column of The Traffic World of April. 30, 
p. 1189, with respect to J. F. Graves and E. C. Falkenstein. The 
sentence following that announcing appointment of Mr. Falk 
enstein as freight traffic agent of the N. C. & St. L., at Chicago, 
should have followed the sentence announcing the appointment 
of Mr. Graves as traffic manager of the Consolidated Coal Com- 
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TERMINAL SERVICES 


AND 
ALLOWANCES 


You can see your car of freight on the 
line, but what goes on at the terminal? 





















There is where the important and com- 
plicated services are rendered: 


Weighing 
Switching 
Spotting 

Elevation 
Storage 
Cartage 


And a lot more. Do you know to just 
which of these your traffic is entitled, and 
whether or not you may have allowances 
to cover certain services? 















The newest of the Traffic World Manuals tell all 
about it. Two volumes prepared in the neat, substan- 
tial form of the other numbers in the series. Get your 
copies immediately. 















The Traffic Service Corporation, 
418 South Market St., Chicago, Ill. 


UNE GD: 6660-000: copies of the two volumes in the 
Traffic World Manual series covering “Terminal Serv- 
ices and Allowances.” I enclose $............. 
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The price of these two volumes is 75 cents, complete, in- 
cluding postage. Others in the series are: Special Freight Serv- 
ices; Transit Privileges; Freight Routing; Diversion and Recon- 
signment; Demurrage Tariffs; Personnel of Railroad Traffic De- 
partments; others in preparation. Fifty cents each, two for seventy- 
five cents, three or more, thirty-five cents each. 





WETZEL 


Drop Front Tariff Files 


are acknowledged to be standard equipment for 
filing and referring to freight and passenger tariffs 
by Traffic Managers and Chiefs of Tariff Bureaus. 
They are unequaled for efficiency, convenience and 
simplicity. 


=F 





These tariff files come in sections, as illustrated, 
which are designed, constructed and finished to 
harmonize with the best makes of office furniture. 
Additional sections can be added to meet your 
future requirements. 


Ti—Tep Section 


T2—Tariff File Section with 24 2-inch Drop Front Tariff Files 








T3—Tariff File Section with 16 3-inch Drop Front Tariff Files 





T5—Sliding Shelf Section 


T4—Tariff File Section with 12 4-inch Drop Front Tariff Files 





T6—Two Drawer Storage Section 
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pany, so that the item would have shown that Mr. Graves, as 
general freight and passenger agent, Cumberland & Pennsyl- 
vania, had announced transfer of his office from Baltimore to 
New York. 

F. L. Gannaway has been appointed general agent, C. B. & 
Q., at Detroit, succeeding F. C. Board, who died. O. G. Hage- 
mann has been appointed general agent at Indianapolis, suc- 
ceeding Mr. Gannaway. 

John A. Coakley has been appointed traffic manager, Amer- 
ican Steel and Wire Company, of New Jersey, at Cleveland. 

John E. Craig has been elected first vice-president, Clyde 
Steamship Company and the Mallory Steamship Company, suc- 
ceeding J. B. Denison, retired. 

T. H. Warrington has been retired as general agent of the 
Santa Fe at Sacramento, after 33 years in the employ of that 
road. He will be succeeded by Elmer B. Johnson. F. A. Bell 
has been appointed division freight and passenger agent at 
Oakland, succeeding W. J. Shattuck, retired, because of ill health. 
E. J. Platt succeeds Mr. Bell as division freight and passenger 
agent at Stockton. 

H. F. Mocklar has been appointed commercial agent, B. & 
O., at Chicago. L. R. Luth succeeds Mr. Mocklar as traveling 
representative. 

Charles Milbauer has been appointed general eastern agent, 
Green Bay & Western, Kewaunee, Green Bay & Western, Ahn- 
apee & Western, at New York. B. J. Webb has been appointed 
traveling freight agent at Louisville. 

F. A. Finnegan has been appointed general agent, L. H. & 
St. L., at Chicago. ~ 

Breckenridge Armstrong has been appointed assistant gen- 
eral passenger agent, Union Pacific, at Omaha. T. I. McGrath 
has been appointed district freight and passenger agent at 
Tacoma, Wash. 

The Newtex Line (New England, New York & Texas Steam- 
ship Corporation) has appointed E. H. Harkrader traffic man- 
ager at New York; S. P. Fleming, manager, at Houston; and 
A. B. Bogan, general agent, at Dallas. 

J. J. Blommer has been appointed general agent, Pittsburgh 
& West Virginia and the West Side Belt, at Chicago. 

E. P. Gaines, traffic commissioner, East Texas Traffic Bu- 
reau, died April 20 at Dallas, after a short illness. 

Kenneth A. Moore, of Detroit, assistant traffic manager and 
western representative of the National Automobile Chamber of 
Commerce, was elected president of the Great Lakes Regional 
Advisory Board at its fourth annual meeting, at Cleveland, May 4. 


SCHOOL OF TRAFFIC COMMENCEMENT 


The School of Traffic of the Minneapolis Y. M. C. A. schools 
will hold its seventh annual commencement May 12. There 
are fourteen members in the graduating class. The program 
will include, among other things, invocation by the Rev. Irvin 
E. Deer, executive secretary, Council of Churches, an address 
by Dr. C. A. Prosser, director, Dunwoody Institute, and pres- 
entation of diplomas by A. H. Speer. 


QUESTIONS AND ANSWERS 


(Continued from page 1216) 


Emerson vs. Chicago, etc., R. Co., 188 N. W. 1026 (Minn.); Nash- 
ville, etc., R. Co. vs. Dreyfus-Weil Co., 150 S. W. 321 (Ky.). 

Certain of these cases, of which N. C. & St. L. R. Co. vs. 
Dreyfus-Weil Co., 150 S. W. 231, is representative, hold that the 
carrier is liable under such circumstances, while other cases, 
of which Hasse vs. American Railway Express Co. (Mich.), 
53 N. W. 918, is representative, hold that notice to the consignor 
is not necessary in all instances. 


In accordance with the provisions of section D-4 of rule 8 
of B. T. Jones’ I. C. C. 1737, a carrier may not collect demurrage 
between the date the notice should have been sent and the date 
it was actually sent in accordance with section H-2 of rule 4. 


Demurrage—Waiver of Embargo by Delivering Carrier 


Pennsylvania.—Question: We would appreciate if you would 
advise us if demurrage charges could be waived on cars arriving 
in violation of an embargo placed on us by the B. & O., ship- 
ments originating on foreign lines and are accepted by the 
B. & O. at interchange points. We would like to know if we 
can base our contention and authority on the strength of the 
rule in the demurrage tariff which provides for any error on 
the railroad’s part regarding acceptance of cars. 


We feel that the B. & O. should not have accepted these 
cars from the foreign lines, as we requested them to place an 
embargo on us, due to the fact that our warehouse space is 
limited, and we will be unable to handle cars accepted for a 
week or two, which will result in excessive demurrage charges, 
which we think we should not be held liable for. 

Answer: Under the findings of the Commission in Timken 
Roller Bearing Co. vs. W. & L. E., 59 I. C. C. 149, demurrage 
is properly collectible by a delivering carrier, notwithstanding 
the fact that the carrier has accepted cars from connecting 
lines in the face of an embargo placed by that carrier. 
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Limitations—Recovery of Overcharge or Reparation by Shipper 

Montana.—Question: Kindly state the limitations for re. 
covery of freight charges, which, we contend, were in violation 
of the fourth section, interstate commerce act. 

Answer: Paragraph 3, of section 16, of the interstate com. 
merce act, provides for a limitation period of three years for 
the recovery of overcharges and two years for the recovery of 
damages not based on overcharges, the cause of action accruing 
on the date of delivery or tender of delivery of the shipment. 

A complaint for the recovery of damages in respect to q 
violation of either provision of the fourth section of the act 
that is, the long-and-short-haul provision or the aggregate-of. 
intermediates’ provision, is not a claim for the recovery of an 
overcharge. See Davis vs. Portland Seed Company, 264 U. §. 
403, and Morgan et al. vs. M. K. & T., 12 I. C. C. 525; also Con. 
ference Ruling No. 220(g). 

In Davis vs. The Portland Seed Co., 264 U. S. 403, the Su. 
preme Court of the United States said: 


The statute requires rigid observance of the tariff, without re- 
gard to the inherent lawfulness of the rates specified. It commanded 
adherence to the published rate from Roswell; section 6 forbade any 
other charge. Observance of the lower rate from Pecos, put in with- 
out authorization, might have been forbidden, as pointed out in United 
States vs. Louisville & Nashville R. R. Co., supra; but it would be 
going too far to hold, as respondent insists, that the unauthorized 
publication established the lower rate as the maximum permissible 
charge from the intermediate point—the only rate therefrom which 
could be demanded. 


In Morgan vs. M. K. & T., 12 I. C. C. 525, the Commission, 
on page 528, said: 


The Commission has announced that it will view a through rate 
that is in excess of the sum of the local rate between the same points 
as prima facie unreasonable, and if called upon to pass upon such 
a case under formal complaint will place the burden of proof upon 
the carriers to defend the reasonableness of such rates. This, how- 
ever, does not assume that there may not be instances in which a 
through rate higher than the sum of the locals between the same 
points will be found reasonable. Neither does it furnish to carriers 
or to shippers any license to depart from the rates and terms of 
tariffs lawfully applicable to shipments. A specific through rate is 
the lawful rate upon a through shipment even though some com- 
bination might make lower. The higher rate may not be reduced 
except by lawful amendment to tariff, and carrier may not charge 
the higher through rate upon one shipment and the lower combination 
rate upon another shipment of the same kind between the same 
points at the same time. 


Therefore, your complaint must be brought within the two- 
year provision of paragraph 3 of section 16 of the act. 


Limitation—Action by Carrier for Undercharge 


Arkansas.—Question: Conflicting rates are published in 
separate tariffs between A and B. Upon delivery of the ship- 
ment, carrier assesses and collects charges on the basis of the 
lower of the two rates. Approximately two years later, carrier 
discovers that, through failure to cancel out the older and higher 
of the two rates, an undercharge is due from the shipper. Car- 
rier registers its corrected freight bills with the Interstate Com- 
merce Commission for the purpose of tolling the statute of limi- 
tations and for the purpose of preventing the claim for under- 
charge being barred, while the application of the two rates is 
being investigated by shipper. 


A short time later, the conflict in the tariff is removed, and 
carrier consents to and does, within the three-year period, file, 
on the Interstate Commerce Commission’s Special Docket, an 
application for authority to waive collection of the undercharge. 
The three-year period, since delivery of shipments, has expired, 
and I am advised that, as the carrier did not institute proper 
action at law, within the three-year period, provided by section 
16 of the act, for the recovery of the undercharge, the collection 
of such undercharge is now barred. Further, that the registra- 
tion of the freight bills and also the filing of the application on 
the Commission’s Special Docket, did not protect the carrier 
against the running of the statute, and such registration merely 
prevents the running of the statute as a matter of protection 
to shippers, in instances of this kind, and does not operate to 
extend the time within which carrier might make collection of 
such undercharge. 


Answer: Paragraph 3, of section 16 of the act, provides that 
an action at law by carriers subject to this act for recovery 
of their charges or any part thereof, shall be begun within three 
years from the time the cause of action accrues and not after. 

The registering of shipments with the Commission on its 
Special Docket has no relation to the recovery of an under- 
charge by a carrier, an action by the carrier must be brought 
within the limitation period prescribed in paragraph 3 of section 
16 of the act or it is barred. 

We assume that the shipments in question were delivered 
subsequent to February 28, 1920, the date on which the act was 
amended to include a limitation period within which an action 
must be brought by a carrier for the recovery of its charges 
or any part thereof. 

Limitations—Overcharges 

South Carolina—Question: Referring to your answer t0 
“California,” on page 1028 of The Traffic World for April 16: 

We have in our possession copy of a letter written by the 
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VISUALIZED 
DEMURRAGE 
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Old and current demurrage claims set- 
tled promptly. 


Our Patented Graphic Charts satisfy 
shipper and railroads. 


We settle claims out of court. 


Our basically patented system shows the 
true situation on each track daily. It 
automatically and graphically shows 
run-arounds, bunching and _ switching 
delays. 


Write us your demurrage troubles and 
we will advise you our recommendations 
without charge. 


We make no charge for our services 
until a settlement is reached. 


Our charges are based on the amount of 
the claims in dispute and then we charge 
a commission on the amount collected or 
adjusted. 


We also install our system so industries 
can keep their own visual demurrage 
records. 


Our system saves Money, Time and 
Worry. 
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THE ROSS DEMURRAGE BUREAU, INC. 


17 Battery Place New York, N. Y. 
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We Want Service! 


The Cry of Every Shipper 


WE HAVE IT! 


‘The Speed of Express 
at the Cost of Freight’’ 


Between 


COLUMBUS, OHIO 


5000 Miles of Electric Railway 
Territory in Ohio-Indiana- Michigan 


Overnight Service 


Springfield, Dayton, Lima, Toledo, Ft. Wayne, 
Indianapolis, Newark, Zanesville, Urbana, 
Bellefontaine, London. 


2nd Day 


Cincinnati, Hamilton, Middletown, Sandusky, 

Findlay, Fostoria, Norwalk, Troy, Piqua, Muncie, 

Richmond, Connorsville, Anderson, Crawfordsville, 

New Castle, Logansport, Martinsville, Detroit, 
Monroe, Wyandotte. 


3rd Day 


Terre Haute, Lafayette, Warsaw, South Bend, 
Kendallville, Waterloo, Seymour, Louisville. 


4th Day 


Jackson, Lansing, Battle Creek, Kalamazoo, 
Grand Rapids, Muskegon. 


The “IC&E” and “Southern Ohio” 


Traction Lines 


W. R. HUFFER, Traffic Manager 
201 Interurban Terminal Bldg., Columbus, Ohio 
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Secretary of the Interstate Commerce Commission to the auditor 
of one of the carriers, reading as follows: 


The Commission has received your letter of January 7, 1925, 
relative to your claim No. .. in which you make reference to the 
filing of straight overcharge claims. ‘ 

You are advised that sub-division (c), paragfaph 3, section 16 
of the Interstate Commerce Act, provides that complaints thay be 
filed directly with the carrier within three years from the time the 
cause of action accrues. Where complaints for straight overcharge 
have been filled with the carrier within the three-year period the 
carrier is authorized to make adjustment without the necessity of 
filing with this Commission. Therefore, where complaints have been 
seasonably filled payment may be made more than three years sub- 
sequent to the date the cause of action accrued as filing with the 
earrier stayed the running of the Statute of Limitations. 


The above advice given by the Commission and of which 
we were furnished a copy by one of the carriers, does not appar- 
ently coincide with your understanding as expressed in your 
answer to “California.” 

Won’t you kindly advise your opinion of the letter above 
quoted and its effect upon the question submitted by “Cali- 
fornia?” 

Answer: 


In its conference ruling of July 28, 1925, the Com- 
mission said: 


Upon inquiries as to the effect of the decision rendered on June 
8, 1925, by the Supreme Court of the United States in Wm. Danzer 
& Co., Inc., vs. Gulf & Ship Island R. R. Co.: The Commission con- 
strues that decision, considered in connection with the decision in 
Kans. City So. Ry. vs. Wolf, 261 U. S. 133 (see Conference Ruling 
of February 23, 1924), as prohibiting common carriers subject to the 
interstate commerce act from paying straight overcharge claims 
which were barred by statute at or prior to the amendment of June 
7, 1924, to paragraph (3) of section 16 of said act, and as prohibiting 
the Commission from awarding reparation on any claim which was 
barred by statute at or prior to the date of that amendment. 


Inasmuch as the claim for recovery of the overcharge on 
the shipments in question was barred by the provisions of para- 
graph 3 of section 16 of the act, as it read prior to the amend- 
ment of June 7, 1924, recovery of the overcharge is impossible 
at the present time under the above quoted conference ruling 
of the Commission. 

The fact that, under the present provisions of paragraph 3 
of section 16 of the act, payment may be made by a carrier 
more than three years subsequent to the date the cause of 
action accrues, in the event that the,claim is filed with the 
carrier within the three-year period provided for therein, does 
not, in our opinion, authorize the carrier to, at the present time, 
pay a claim which was barred at the time paragraph 3 of sec- 
tion 16 of the act was amended, namely, June 7, 1924, to provide 
that if claim for the overcharge has been presented in writing 
to the carrier within the three-year period of limitation, said 
period shall be extended to include six months from the time 
notice in writing is given by the carrier to the complainant of 
the disallowance of the claim or any part or parts thereof, 
specified in the notice, to which provision the Commission refers 
in its letter quoted by you. 


Demurrage—Reshipment Versus New Shipment 


Maryland.—Question: We would appreciate your giving us 
the benefit of your views regarding the proper application of 
demurrage charges in connection with carload shipment under 
the circumstances outlined in the following paragraph: 


A carload shipment was delivered at a plant and accepted 
in the usual way. A few days later it was discovered that the 
material did not come up to specifications, and the matter was 
handled direct with the consignor. A conference was arranged, 
and two weeks after the shipment was actually delivered at 
the plant it was decided to return it to the original point of 
origin. The car was never unloaded at the plant, although a 
small part of the material was removed for testing purposes 
and not replaced. If this is to be considereed a reshipment, we 
would only be allowed twenty-four hours’ free time, and de- 
murrage charges would be assessed in accordance with rule 7. 
It could not be included in the average agreement if it was to 
be considered a reshipment. However, it is our view under 
the demurrage tariff that when it was decided to return the 
shipment to the original destination, it could have been unloaded 
and reloaded in the same car, and in this manner been included 
in our average agreement. 

Will you please outline your views regarding the proper 
application of the demurrage rule in connection with this ship- 
ment? 

Answer: With respect to this question, see Acme Cement 
& Plaster Co. vs. C. & A., 17 I. C. C. 220, and Chestnut Lumber 
Co. vs. Director-General, 89 I. C. C. 236. 

In the former case the Commission held that the right of 
reconsignment in transit does not carry with it the right to 
remove a portion of a carload shipment at the reconsigning point. 

It seems clear that under the findings of the Commission 
in these two cases there was neither a reconsignment nor a 
reshipment, the movement from the plant at which the ship- 
ment was delivered being a new shipment. 

Limitations—Recovery of Overcharge from Barge Line 

Tennessee.—Question: We have a rate claim against the 
Mississippi Warrior Barge Line. The shipment was made Janu- 
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ary 4th, 1922, and claim was made May 16, 1923. Our origing 
rate claim was for 93.6 per cwt. for scrap brass from Memphis 
to Chicago, and they claimed a rate of 97c per cwt. 

On April 29, 1924, the Mississippi-Warrior Service wrote 
a letter that they were willing to pay us on basis of 97 rate 
and were willing to pay us the $10.89 due us on the claim, by 
as we were not sure about the rate we delayed answering thei; 
letter until November 24, 1926, at which time we advised then 
that we were willing to amend this claim to a 97c basis. 
; In their letter of December 15, 1926, they wrote us as fo. 
ows: 


Your letter November 24, 1926, claim 675. 

This claim is outlawed as the Supreme Court Decision—Kanga; 
City Southern vs. Wolf, prohibited the paying of claims after ty 
years time, and this shipment is dated January, 1922. Therefore, we 
can make no refund and your claim is respectfully declined. 


According to the above statement have they a right to bar 
us from collecting this claim? 

You will note that we made this claim on May 16, 1923 
within the two years limit. Therefore, we cannot see why we 
should be barred from collecting this claim. 

Answer: By an act of Congress, 43 Stat. 360, Chapter 243 
a corporation designated as the “Inland Waterways Corpora. 
tion’”’ has been created, the purposes, powers and liabilities of 
which corporation are set forth in the statute. 

Section 3 of the act provides: 


The operation of the transportation and terminal facilities under 
the act, shall be subject to the provisions of the Interstate Commerce 
Act, as amended, in the same manner and to the same extent as if 
such facilities were privately owned and operated; and all vessels 
of the corporation operated and employed as merchant vessel shall be 
subject to all other laws, regulations and liabilities governing mer- 
chant vessels. 


This statutory provision was enacted June 3, 1924. 

The present provisions of paragraph 3 of section 16 of the 
act provide that for recovery of overcharges an action at law 
shall be begun or complaint filed with the Commission against 
carriers subject to this act within three years from the time 
the cause of action accrues and not after, except that if claim 
for the overcharge has been presented in writing to the carrier 
within the three year period of limitation, said period will be 
extended to include six months from the time notice in writing 
is given by the carrier to the claimant of disallowance of the 
claim, or any part or parts thereof, specified in the notice. 

In its Conference Ruling of July 28, 1925, the Commission 
said that it construed the decision of the Supreme Court of the 
United States in Wm. Danzer & Co., Inc., vs. Gulf & Ship Island 
R. C., 268 U. S. 633, considered in connection with the decision 
in Kansas City Southern Ry. Co. vs. Wolf, 261 U. S. 133, as 
prohibiting common carriers subject to the Interstate Commerce 
Act from paying straight overcharge claims which were barred 
by statute at or prior to the amendment of June 7, 1924, to 
paragraph 3, of Section 16 of said Act, and as prohibiting the 
Commission from awarding reparation on any claim which was 
prohibited by statute at or prior to the date of that amendment. 

Unless there was a statutory provision under which your 
claim was barred on June 7, 1924, your claim is not barred at 
the present time, in our opinion. See Sturgis & Co. vs. A. & V, 
107 I. C. C. 136. 

It is to be observed that the Act of Congress, 43 Stat. 360, 
Chapter 243, making the operation of the transportation and 
terminal facilities of the barge lines subject to the provisions 
of the Interstate Commerce Act, became effective June 3, 1924, 
at which time the two year period of limitation governed a1 
action. at law or complaint before the Commission for the re 
covery of overcharges, four days prior to the amendment of 
June 7, 1924, above referred to. 


So far as we are aware, there was no statute of limitation 
governing the recovery of overcharges against the Barge Line 
prior to June 3, 1924, at which time the Barge Line was made 
subject to the provisions of the Interstate Commerce Act. 

If, on June 7, 1924, your claim was barred by the two year 
provision which governed an action or complaint for the re 
covery of overcharges, under the Commission Conference Ruling 
of July 28, 1925, referred to above, the Barge Line may not 
pay your claim at the present time and a complaint before the 
Commission therefor is barred. 

Rates—Less Carload vs. Carload Rates—Less Carload Rates 
Lower Than Carload 

Georgia.—Question: A carrier maintains from a given point 
to a given point on its line a set of class rates applicable only 
on L. C. L. traffic, and refers to another tariff for rates applicable 
on C. L. traffic between the same points. The set of rates a> 
plicable on L. C. L. traffic are lower than the set of rates ap 
plicable on C. L. traffic. This seems to me that if there should 
be any difference in the rates the rates that are applicable 02 
C. L. traffic should be lower than on L. C. L. traffic, but you 
will please understand that the situation is just the reverse. 

Will you please advise me if you know of any case that has 
been before the Commission or otherwise decided that involved 
two sets of class rates, one applicable on C. L. and other 
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L. C. L. traffic between the same points. Each of the tariffs 
that I have reference to are properly issued, and on file with 
the Commission. 

Answer: We agree with you that this is an unusual situa- 
tion, i. e., where the L. C. L. class rates are lower than the 
C. L. rates. We locate no case in which such a situation has 
been before the Commission. Carload traffic is usually accorded 
lower rates, due to the lower cost of handling C. L. tonnage, 
etc. See Natchez Freight Bureau vs. M. P. R. R., 101 I. C. C. 
476 (484) and Carnie-Goudie Mfg. Co. vs. D. G., 83 I. C. C. 573. 
In the latter case, the Commission, at page 574, said: ‘“Com- 
modities when shipped in less than carloads should take, and 
ordinarily are accorded, higher ratings and rates than when 
shipped in carloads.” 

On the other hand, in Southwest Cotton Co. vs. A. & E. 
R. R. et al., 92 I. C. C. 563, at 565, the Commission said: “ * * * 
As a general proposition no definite relationship exists between 
carload and less carload rates.” See also St. Louis Merchants 
Exchange vs. A. & R. R. R. Co., 87 I. C. C. 547, which, while 
not exactly in point, contains a discussion of L. C. L. versus 
Cc. L. rates. Therein you will note the Commission refused to 
disturb the L. C. L. rates, under which the intermediate jobbers 
secured lower through rates, by using the C. L. rate in and 
L. C. L. rate beyond, than the shippers at original points of 
origin who were obliged to use higher through carload rates. 


Demurrage—Average Agreement—Credits Earned by One Con- 
signor or Consignee Cannot be Used by Another 


Texas.—Question: On referring to Conference Ruling 498 
and ruling in Opinion No. 1175 of the Interstate Commerce Com- 
mission, we are unable to determine the proper disposition to 
be made of shipper’s claim and not locating anything more 
definite bearing on the subject, wish to submit the following 
question on demurrage to your department for enlightenment, 
which I assure you will be greatly appreciated. 

Industry “A” ordered car for loading and completes loading 
and released within twelve hours and sells car to shipper “B” 
who operates under average demurrage agreement. 

“A” does not operate under average agreement and “B” 
desires to apply credits earned on car to offset debits of his 
average agreement, claiming he is the shipper of car and in 
case this car had accrued demurrage, “A” would call on “B” 
for payment. 

Will you please advise if it is proper to apply credit earned 
by “A” to the average agreement of “B,” quoting Commission 
ruling, if any? 


Answer: Conference Ruling 498 is the result of an informal 
complaint (89278) to the Commission. It covers a situation 
exactly the reverse of yours. Therein the industry which loaded 
the car was a member of the average agreement and as such 
claimed the benefit thereof even though he had sold the car and 
it was billed out by another shipper. The Commission held that 
the car could be included in the average agreement of the in- 
dustry and logically so, for the industry earned the credit before 
the car was sold and so was entitled thereto. By the same prin- 
ciple, had demurrage accrued, the industry and not the shipper 
would have been liable therefor. This for the reason that the 
industry was the owner of the goods and charged with the car 
until it sold the goods. 


Opinion No. 1175, Lynah & Read vs. B. & O. R. R. Co., 18 
I. C. C. 38, was, as you will observe, decided in 1910, that is, 
prior to the informal complaint resulting in Conference Ruling 
No. 498 referred to above. Nevertheless, a careful study of 
this decision, in our opinion, does not disclose a conflict between 
it and Conference Ruling 498, but rather a consistency between 
the two. 


For convenience we are repeating the pertinent part of the 
Lynah Case supra, to-wit, at page 45, second paragraph: 


It is our opinion that except when consignee is operating under 
the average plan, the free time is granted to the car rather than 
to the consignee, the purpose of demurrage being to penalize the 
detention of the car beyond that period. It does not appear that 
the argument offered by defendants should prevent a subsequent 
purchaser or consignee from having a privilege which belongs to 
the car. The shippers who execute and use the average agreement 
are given the same rights and credits in connection with a car which 
they sell or reconsign as on one that is unloaded. It does not, there- 
fore, seem unreasonable to close the free time at time of reconsign- 
ment or when sale is consummated and ownership of coal passes to 
new consignee, in cases where the original consignee is operating 
under the average plan. The same argument is not applicable to 
straight demurrage. Then the car is entitled to a certain number 
of days of free time, and that time may not be arbitrarily shortened 
by defendants simply because the ownership of the contents of the 
car has changed. We are of the opinion that in case of changes 
of ownership of coal the free time should follow the car when the 
car is not subject to the average plan of computing demurrage. ° 


Observe that an exception is made on cars that are subject 
to the average agreement. In other words, on cars subject to 
the average agreement, demurrage does not follow the car where 
the car has been sold and then shipped out by another consignor. 
This principle is exactly the same as in Conference Ruling 498, 
and likewise is in harmony with Conference Ruling 409 and 
also Section “G” Rule 9 of the demurrage code, to the effect that 






cars loaded or unloaded by different consignors or consignee 
shall not be combined in one average agreement. 

It is our opinion that, in the instant case, “B” is not entitled 
to the credit on the car in question as earned by “A.” “A” no 
being a member of the average agreement, the credit so earneg 
by him = but theoretical, and so it is lost, as it cannot be paggeq 
on to “B.” 


VIRGINIA RATE CASE 


(Special Correspondence from Richmond, Va.) 


Hearings in case No. 3102 and case No. 3136 were held be. 
fore the State Corporation Commission of Virginia at Richmond 
on May 3. Case No. 3102 is a proceeding instituted by the state 
commission and involves all the class rates and classifications 
within the state of Virginia, the purpose being to determine 
whether or not they are in any respect unlawful and should 
be readjusted. 

Case No. 3136 was also instituted by the commission in the 
form of a rule against the carriers to show why all the intra. 
state rates, both class and commodity, within the state of Vir. 
ginia should not be reduced 10 per cent, or, if not 10 per cent, 
to what extent they can be reduced. 

When the cases were called the carriers filed pleas to the 
jurisdiction of the State Corporation Commission claiming that, 
under the transportation act, the matters involved were pri- 
marily matters for determination by the Interstate Commerce 
Commission. The commission took these pleas under advise. 
ment, stating that it would render its decision thereon June 21, 


The commission introduced at this hearing the annual re 
ports of the carriers, and also the tentative valuations, together 
with carriers’ protests and final valuations, which have been 
made by the Interstate Commerce Commission. The carriers 
objected to the introduction of these documents, but their ob- 
jections were overruled. The commission stated that it would 
probably introduce some more evidence on June 21 in the event 
it overruled the carriers’ pleas to its jurisdiction. 

Some rather lively discussion was had as to whether the 
carriers or shippers should proceed first with the evidence. 
The commission held that the carriers should introduce their 
case first, beginning August 2, and that after the carriers’ case 
beg 4 —— commission would set a time for the shippers to 

e heard. 


: Appearanes at the hearing, with the railways and steamship 
lines represented by each, follow: 


J. C. Nelms, Jr., Norfolk-Southern; R. P. Bruce, Norfolk and 
Northern; G. F. Butler, Norfolk and Western; C. J. Field, Virginia 
Central; J. F. Dalton, Norfolk-Southern; J. W. Wilcox, N. Y. P. and 
N., and Pennsylvania; C. F. Keeley, Norfolk and Western; Gooch 
Vaughan, Norfolk and Western; Charles J. Rixey, Southern, Danville 
and Western; W. J. Riday and George Shafer, Norfolk-Portsmouth 
Belt Line railroad; A. J. Brannen, Chesapeake Steamship Co.; R. C. 
Carden, Eastern Steamship Lines; Sherlock Bronson, Baltimore and 
Ohio; Richard B. Gwathmey, Richmond, Fredericksburg and Potomac, 
Atlantic Coast Line, Seaboard Air Line and Clinchfield; T. Justin 
Moore, Virginia Electric and Power Co.; N. W. Proctor and L. L 
Drescher, Louisville and Nashville; D. W. Thomas, Chesapeake- 
Western; S. C. Bumgarner and G. C. Baggett, Washington and 
Old Dominion; W. S. Bronson and H. Y. Fitzpatrick, Chesapeake 
and Ohio; . _S.. Saunders, Virginian; Samuel House, Balti- 
more and Ohio, Valley railroad, Winchester and Potomac and Win- 
chester and Strasburg; R. R. Blydenburgh, Pennsylvania railroad; 
H. Neece, Buxton Line; O. C. Abrams, Seaboard Air Line; 
J. Gordon Bohannon and Edward Rogers, Surry, Susex and South- 
ampton; H. T. Lawford, Marion-Rye Valley and Virginia-Southern. 


Other organizations and companies represented follow: 


Mason Manghum and T. C. Crouch, Richmond Chamber of Com- 
merce; A. J. Hays, Bristol Chamber of Commerce; H. V. C. Wade 
and H. J. Wagner, Norfolk-Portsmouth freight traffic commission; 
R. K. Crawford, Newport News Chamber of Commerce; R. M. Lett, 
Newport News city attroney; L. L. Sackriter, Virginia Portland 
Cement Corporation; R. R. Mackenzie, Ford Motor Company; Harry 
Graham, Standard Oil Company of New Jersey; G. A. Nimmo, Planter 
Nut and Chocolate Co.; T. C. Johnson, Suffolk Chamber of Commerce; 
T. A. Basley, Virginia-Carolina Chemical Co.; J. B. James, Danville, 
South Boston, and Martinsville Chambers of Commerce; W. B. Jeste!, 
D. Pender Grocery Co.; C. M. Marks, Newport News Chamber of Com- 
merce; B. S. Dowdell, Hopewell Chamber of Commerce; H. E. Mang- 
hum, Virginia Shippers’ Assn.; J. T. Slatter Lynchburg Traffic Bur- 
eau, and dford; John C. Dillon, Liberty Lime and Stone Co.; Nor- 
man D. Chapin, Atmospheric Nitrogen Corp.; H. M. Mabey, Mathieson 
Alkali Works; E. T. Eckles, Petersburg Chamber of Commerce; J 
T. Preston, representing seventeen companies, chiefly in Roanoke and 
Bedford, and C. C. Furgason, West Virginia Pulp and Paper Co. 





CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
April 15-22, inclusive, was 269,933 cars, while the average daily 
shortage reported was 84 flat cars, according to the car service 
division of the American Railway Association. The surplus was 
made up as follows: 


Box, 114,132; ventilated box, 1,153; auto and furniture, 14,954; 
total box, 130,239; flat, 6,629; gondola, 58,579; hopper, 37,009; to 
coal, 95,588; coke, 623; S. D. stock, 18,148; D. D. stock, 4,515; re 
frigerator, 12,783; tank, 252; miscellaneous, 1,066. 


Canadian roads reported a surplus of 17,000 box, 550 flat, 
775 S. D. stock, 450 refrigerator and 406 miscellaneous cars. 


May ‘ 
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THE TRAFFIC WORLD 


“The Sensation of Eastern Travel- 


‘Single Room Cars’ 
Now in Daily Service to St.Louis 


"The ALTON, 


/ 


Each Room Has a Real Single Bed 
with Box Spring and Deep 
® Soft Mattress 


The greatest improvement in railway service since the 
introduction of the sleeper,—the new “Single Room 
Cars,” just out of the Pullman shops and first put in 
St. Louis-Chicago service by the Alton Railroad, 
pioneer in all new things for passengers’ comfort. 


On “The Midnight Special” 


Ly. Chicago 11:59 PM; Ar. St. Louis 7:45 AM 


All the luxury of a real single bedroom can now be 
yours at moderate cost. These new cars are divided 
into single rooms, each with a real bed that has a deep 
box spring and a regular thick, soft mattress, the kind 
that invites you instantly to sound, refreshing sleep, 


Comforts of a Bedroom 
With Toilet Facilities 


The morning shaveis madea pleasure 
in this room which has a complete 
washstand with hot and cold water 
and dental faucet and toilet in acom- 
pact unit which, when not in use, be- 
comes an upholstered chair. A drop- 
table, thermos bottle, individual heat 
radiator with regulator, latest venti- 
lating devices, deep luggage rack, 
large and small mirror, three parch- 
ment-shaded lights. Rooms may be 
had in suites of two. The cost of this 
comfort, per passenger, is only $7.50 
for each room plus railroad fare. 
Try it on your next trip. 


CHICAGO ALTON 


“The Only Way” 


Tickets and Information 
City Ticket Office, 179 West Jackson Blvd., Tel. Wabash 4600 
or NEW UNION STATION, Tel. Franklin 6700 





» 
All C. & A. Trains Leave and Arrive at New Chicago Union Station 
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| Digest of New Complaints 


od 


No. Pe - No. 3. Armour and Co. et al., Chicago, Ill., vs. Santa 
e et al. 7 
Unreasonable rates on cheese from points in Wisconsin to 

Kansas City, South St. Joseph, South Omaha and Sioux City, 
Ia. Asks rates for future and reparation. 

No. 19042. Sub. No. 1. W. M. Ferguson et al.; Wellington, Kans., vs. 
Santa Fe et al. 

Rates in violation of sections 1 and 4 of the act, on stock cattle 
from Coalgate, Okla., to Wellington and Perth, Kans., and from 
other Oklahoma points to Kansas points. Asks reparation. 

No. ge Gateway Hay Co. et al., Kansas City, Mo., vs. Union Pa- 

cific. 

Charges without tariff authority, in violation of sections 1 and 
2 of the act, on hay at Kansas City, Mo., because of imposition 
of an inspection and disposition charge. Asks reparation. 

No. 19476. Mingo Lime & Lumber Co., Williamson, W. Va., vs. Nor- 

folk & Western. 

Unreasonable rates on building brick from Coal Grove, Scioto- 
ville and Portsmouth, O., to illiamson, W. Va. Asks rates 
for future and reparation. 


No. 19477. Twin City Separator Co., Minneapolis, Minn., vs. M. St. 
P. & S. Ste. M. 

Illegal rate or charge on grain cleaners from Minneapolis, Minn., 
to Ruso, N. D. Asks reparation. 

No. 19478. Elmer C. Smith, Washington, D. C., vs. Fort Worth & 
Denver City et al. 

Complaint, filed on behalf of Edwin M. Jones et al., of El 
Dorado, Ark., alleges that rate of 88 cents charged on oil well 
supplies, second-hand oil well machinery, etc., from points in 
Texas to points in Arkansas was unreasonable. Asks reparation. 

No. 19479. Jackson (Miss.) Traffic Bureau for Lawrence Construction 
Co., Jackson, Miss., vs. Illinois Central et al. 

Rates in violation of sections 1, 2 and 3 of the act, on empty 
cement sacks from Sitka, Milan, and Medina, Tenn., to Cape 
Girardeau, Gulf Junction and Marquette, Mo. Asks reparation. 

No. 19480. The Inland Waterways Corporation, operating Misgsissippi- 
Warrior Service et al., New Orleans, La., vs. Alabama Great 
Southern et al. 

Alleges violation of section 1 of the act because of refusal of 
defendants to join with complainant in establishment of joint 
through routes via Birmingport, Ala., and reasonable joint through 
barge-and-rail and/or rail-and-barge rates on all classes and 
commodities upon which all-rail rates are maintained between 
the same points over such joint through routes between New 
Orleans, La., and Mobile, Ala., and certain points on lines of 
defendants in Tennessee, Alabama and Georgia, and all points 
in the Carolinas and Virginia. Asks that defendants be required to 
establish rates and routes. 

No. 19481. Jackson (Miss.) Traffic Bureau for Webster Bros. Mfg. Co., 
Ine., Jackson, Miss., vs. Alabama Great Southern et al. 

Rates in violation of sections 1, 2 and 3 of the act, on hardwood 
lumber and box material from points in Mississippi and Louisiana 
to points in Kansas and Tennessee, because in excess of rates on 
pine lumber and pine box material. Asks rates for future and 
reparation. 


No. 19482, East St. Louis Cotton Oil Co. et al., National Stock Yards, 
Ill., vs. B. & O. et al. 

Unreasonable rates on bituminous coal from points in Illinois 
and Kentucky to points in Missouri and Arkansas. Asks rates for 
future and reparation. . 

No. 19483. Jackson (Miss.) Traffic Bureau for R. H. Green et al., 
Jackson, Miss., vs. Illinois Central et al. 

Rates in violation of sections 1, 2, 3 and 4 of the act, on clean 
rice from producing points in Louisiana and Arkansas to Jackson, 
Miss., as compared with rates to Memphis, Tenn., and New Or- 
leans, La. Asks rates for future and reparation. 


No. Ley C. R. Gleason Co. et al., Bottineau, N. D., vs. Ann Arbor 
et al. 

Unreasonable rates on freight and passenger automobiles from 
Milwaukee, Kenosha, and Racine Junction, Wis., St. Louis, Mo., 
East St. Louis, Ill., Duluth and Minneapolis, Minn., Detroit, Flint, 
Lansing and Pontiac, Mich., and South Bend, Ind., to Minot, N. D., 
and Bottineau, N. D. Asks rates for future and reparation. 

No. 19485. Carolina Portland Cement Co., Charleston, S. C., vs. Bir- 
mingham & Southeastern et al. 

Illegal rates and charges on rough pine lumber from Lake, 
Ala., to Hazard, Ky., dressed in transit at Tuscaloosa, Ala. Asks 
reparation. 

No. 19486. The Edwards Mfg. Co., Cincinnati, O., vs. Santa Fe et al. 

Unreasonable rates on sheet iron, iron and steel roofing, iron 
shingles, iron nails, sheet steel, iron and steel ceiling and iron 
and steel ridge roll from Cincinnati, O., and Canonsburg, Pa., to 
Dallas, Tex. Asks rates for future and reparation. 

No. 19487. Scharff-Koken Mfg. Co., St. Louis, Mo., vs. Santa Fe et al. 

Rates in violation of sections 1, 3, 4 and 6 of the act, on straw- 
board, chipboard and other paperboard in carloads from Eaton 
and other points in Indiana, Monroe and Three Rivers, Mich., 
Baltimore and St. Marys, O., to St. Louis, Mo. Asks for rates, and 
reparation. 

No. 19488. H. Sofranscy Co., Allentown, Pa., vs. New York, Susque- 
hanna & Western et al. 

Rates in violation of sections 1 and 3 of the act, on carload 


of scrap iron from Ogdensburg, N. J., to Allentown, Pa. Asks 
reparation. 
No. 19489. E-Z Opener Bag Co., Decatur, Ill., vs. Southern et al. 


Illegal and unreasonable rate on lime from Knoxville, South 
Knoxville Extension and River Front Extension, Tenn., to Braith- 
waite, La. Asks rate for future and reparation. 

No. 19490. Wolff Mfg. Corp., Chicago, Ill., vs. A. & S. et al. 

Rates in violation of section 1, on enameled iron bath tubs in 
straight carloads and in mixed carloads with other enameled iron 
plumbers’ goods, from Chicago to points in Texas. Asks for rates 
and reparation. 

No. 19491. Scharff-Koken Mfg. Co., St. Louis, Mo., vs. Santa Fe et al. 

Rates in violation of sections 1 and 3 of the act, on fibreboard, 
pulpboard or strawboard corrugated boxes, in carloads, from 
St. Louis, Mo., to Denver, Colo., and points taking Denver rates. 
Asks for rates and reparation. 

No. ey — Builders Supply Co., Winter Haven, Fla., vs. A. C. 

. et al. 

Rates in violation of section 1, on brick from Cawthon, Ala., to 
Winter Haven, Fla. Asks for rates and reparation. 
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No. 19493. Geo. C. Speir and Co., Inc., Atlanta, Ga., vs. M. & O. et al, 

Inapplicable, unjust and unreasonable rates on cottonseed shay. 

ings from Meridian, Miss., to Philadelphia, Pa. Asks for refund, 

No. 19494. Federated Metals Corp., New York City, vs. Tennesgee 
Central et al. 

Unjust, unreasonable and unlawful rates and charges on Scrap 
zinc from Old Hickory, Tenn., to East Alton, Ill., and St. Louis 
Mo. Asks for rates for future and reparation. , 

No. 19495. Western Carolina Shippers’ Assn., for S. Sternberg & (Cp, 
Asheville, N. C., vs. A. & R. et al. : 

Rates in violation of sections 1, 3, and 4 of the act, on hides 
pelts, skins, animal grease, tallow and scrap metals, in less than 
carloads, from points in South Carolina to Asheville, N. C. Asks 
for rates and reparation. 

No. ce & Blish, Des Moines, Ia., et al. vs. C. M. & gt 

+. or . 

Rates in violation of sections 1, 2 and 3, on radio receiving sets 
and radio loud speakers from Nicetown, Pa., to Des Moines, La, 
and from New York, N. Y., to Omaha, Neb. Asks or reparation, 

No. 19497. The Evens & Howard Fire Brick Co., St. Louis, Mo., vg. 
M. & O. et al. 

Illegal charges on fire brick from St. Louis, Mo., to Goodyear, 
Miss. Asks for refund. 

No. yy Barry Mfg. Co. et al., Muscatine, Ia., vs. Alton & Eastern 
et al. 

Rates in violation of first three sections of the act, on iron and 
steel articles from various points in Illinois Freight Association 
territory as named in C. W. Galligan tariff I. C. C. 87, to Musca. 
tine, Ia. Asks rates for future. 

No. 19499. Gilliland Oil Company of New Mexico, Albuquerque, N. M, 
vs. Santa Fe et al. 

Rates in violation of sections 1 and 3 of the act, on carload of 
oil storage tanks from Haynesville, La., to Artesia, New Mexico, 
Asks for rates and reparation. 

No. be George L. Collins Co. et al., Detroit, Mich., vs. Pennsylvania 
et al. 

Rates in violation of sections 1, 2 and 3 of the act, on straw- 
berries from Selbyville, Del., and Marion, Md., to Detroit, Mich., 
and Toledo, Ohio. Asks for rates and reparation. 

No. 19501. John Arko, Frank Arko, John & Frank Arko, co-partners 
et al., Chisholm, Minn., vs. Santa Fe et al. 

Unjust and unreasonable rates on shipments of grapes from 
points in California to points in Minnesota. Asks reparation. 

No. 19502. Leon K. Stein Co., Minneapolis, Minn., vs. Gulf, Colorado 
& Santa Fe et al. 

Illegal charges on watermelons from Belleville, Tex., to South 
Hibbing, Minn. Asks reparation. 

No. Be Hill-Lawson Co., Middlesboro, Ky., vs. Seaboard Air 
ne et al. 

Unreasonable rates and charges on beans from Anthony, Fla., to 
Middlesboro, Ky. Asks reparation. x 

No. 19504. Stoll Oil Refining Co., Louisville, Ky., vs. St. Louis South- 
western et al. : 

Unreasonable, preferential, prejudicial rates in violation of the 
aggregate of intermediate clause of section 4 of the act, on gas- 
oline from Camden, El Dorado, Pearson and Smackover, Ark. 
and Fowler and Shreveport, La., to Louisville, Ky. Asks rates 
for future and reparation. 

No. 19505. American Crate & Basket Co., Denver, Colo., vs. Union 
Pacific et al. 

Charges in violation of first three sections of the act, on box 

shooks from Denver, Colo., to Sioux City, La. Asks reparation. 
No. heap ee Bakeries Co., Atlanta, Ga., vs. Norfolk & West- 
ern et al. : 

Unreasonable rate on condensed milk from Chicago, IIl., to 
Winston-Salem, N. C. Asks rate for future and reparation. 

No. bar ig Rumford Chemical Works, Providence, R. I., vs. New Haven 
et al. 

Unreasonable rates on charred filtering bone (spent animal 
charcoal) from Boston, Mass., Hoboken, N. J., Yonkers, N. Y., and 
Cote St. Paul, Que., to Rumford, R. I., and on steamed animal 
bones from Peabody, Mass., to Rumford, R. I. Asks rates for 
future and reparation. 

No. 19508. Galesburg Horse & Mule Co., Inc., et al., Galesburg, III, 
vs. Santa Fe et al. 

Unreasonable rates on horses and/or mules from Perryton and 
Darrouzett, Tex., Forgan and Blackwell, Okla., to Galesburg, Ill. 
Asks rates for future and reparation. 

No. 19509. Armour and Co., Chicago, Ill., vs. Santa Fe et al. 

Unreasonable rates and charges on butter from Winfield, Kans. 
to San Antonio, Tex. Asks reparation. 


No. 19510. Meier-Dawson Produce Co., Denver, Colo., vs. Central of 
Georgia et al. 
Unreasonable rates on peaches from Ft. Valley, Ga., to Denver, 
Colo. Asks reparation. 


No. 19511. Home Star Produce Co. et al., Fort Worth, Tex., vs. Texas 
& Pacific et al. 
Unreasonable rates on bananas and cocoanuts from New Orleans, 
La., to Ranger, Breckenridge and Fort Worth, Tex. Asks joint 
rates, through routes and minimum weights for future and repara- 
tion. 


No. 19512. Birmingham Slag Co., 
Great Southern et al. 

Rates in violation of sections 1 and 3 of the act, on slag from 
Ensley, Bessemer, Birmingham, Oxmoor and Alabama City, Ala. 
to points in the peninsula of Florida. Asks for rates. 

No. 19513. Inter-Cities Oil Co. et al., Springfield, O., vs. B. & O. et al. 
Unreasonable rates on kerosene from Lucinda, Pa., to Waverly, 

O. Asks reparation. 
No. 19514. Simms Oil Co., Dallas, Tex., vs. Texas & Pacific et al. 
Unreasonable rates on boilers from Wortham, Tex., to Norphlet, 
Ark. Asks rates for future and reparation. 
No. 19515. Cudahy Brothers Co., Cudahy, Wis., vs. Chicago & North 
Western et al. 

Unreasonable charges on dried, salted, smoked and pickled meats, 
loose, in straight and mixed carloads, from Cudahy, Wis., t? 
points in Massachusetts, New York, Pennsylvania, Rhode Island, 
and Maryland. Asks reparation. 

No. 9515. Sub. No. 1. Cudahy Bros. Co., Cudahy, Wis., vs. C. & N. 
. et al. 
Unreasonable charges on dried, dry salted, smoked and pickled 

meats, loose, from Cudahy, Wis., to points in C. F. A. territory. 
Asks reparation. 

No. 19516. Arizona Corporation Commission et al., Phoenix, Ariz., V5 
Santa Fe et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on petroleum oils and products thereof from points in California 
to ints in Arizona. Asks rates for future and reparation. 

No. 19517. Continental Paper & Bag Mills Corporation, New York 

City, vs. Atlantic City Iway et al. 
Rates in violation of sections 1 and 3 of the act, on paper bags 


Birmingham, Ala., vs. Alabama 
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OLUME increasing by leaps 

and bounds—markets of almost 
limitless opportunities. Never in 
our history has big business ex- 
panded as in recent years. But 
this rapid growth has put additional 
strains upon the machinery of pro- 
duction and distribution. 


Big men of industry—planning 
for this expansion—have turned 
their eyes to the Norfolk-Ports- 
mouth area of Virginia. Midway 
on the Atlantic Coast Norfolk- 
Portsmouth is centrally located to 
great fields of raw materials—cot- 
ton—lumber—coal—steel—tobacco. 
From Europe and South America 
come sugar, molasses, rubber, iron 
ore, coffee, heavy chemicals—at low 
freight rates. 


For shipments of finished prod- 
ucts Norfolk-Portsmouth is ex- 
celled by none. Eight railway sys- 
tems—linked together by a jointly 
owned belt line—carry Norfolk’s 
products by easy short hauls to the 
great consuming markets. By sea 
—express coastwise steamship serv- 
ice at freight rates. 
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Norfolk labor is high class—con- 
tented—low in cost. Less than 5% 
is of foreign birth in striking con- 
trast with the great cities of the 
North. Hydro-electric and steam 
power are available at low cost. 
The moderate climate means a high 
health rate and pleasant living con- 
ditions—permits of all year opera- 
tion of outdoor industries. 

x * * * 


Norfolk’s abundant acreage pro- 
vides excellent plant sites at mod- 
erate cost. Our Industrial Com- 
mission will be glad to assist you by 
preparing an economic and engi- 
neering analysis of the Norfolk- 
Portsmouth industrial area as re- 
lated to your specific enterprises. 
All inquiries held in confidence. 
Address Norfolk-Portsmouth In- 
dustrial Commission, Dept. U-5, 
Chamber of Commerce, Norfolk, 
Va. 


* * *K * 


Within the last three years over 
100 new industries have come to 


Norfolk-Portsmouth. Among them. 


are: 
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Where should I build 


plant P 


American Linseed Company 


Dwinnell Wright Company (White 
House Coffee) 


Ford Motor Company 
International Cement Corporation 
Sam Finkelstein & Company 
Stone & Webster 


DIRECT 
ROUTES 
TO EUROPE 





gi short hauls to half the population of the 
United States. By sea—express coastwise serv- 
ice at freight rates to the Atlantic Coast cities. 


NORFOLK - PORTSMOUTH 


Chamber of Commerce 
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and wrapping paper from Rumford, Me., to Trunk Line destina- 

tions... Asks rates for future and reparation. 

19518. Dungan, Hood & Co., Philadelphia, Pa., vs. Norfolk & 

Western et al. 
Unreasonable and prejudicial rates on green salted hides and 

green salted goat skins from Nashville, Tenn., to Philadelphia, 


No. 


Pa. Asks rates for future and reparation. 
No. by Vermont Snath Co., Springfield, Vt., vs. Boston & Maine 
et al. 


Rates in violation of sections 1, 2 and 3 of the act, on pig iron 
from Riddlesburg, Pa., to Springfield, Vt. Asks rates for future 
and reparation. 

No. 19520. Black Hills Wholesale Grocery Co., Rapid City, S. D., vs. 
Chicago & North Western et al. 

Unreasonable rates on salt from Hutchinson and other Kansas 
points and Port Huron and other Michigan points to Rapid City, 
S. D. Asks rates for future and reparation. 

No. bei een Potato Co., Minneapolis, Minn., vs. M. St. P. & S. Ste. 

. et al. 

Unreasonable rate on potatoes from Lacombe, Alberta, Can., to 
Minneapolis, Minn. Asks reparation. 

No. 19522. South Bend (Ind.) Chamber of Commerce for St. Joseph 
Valley Lumber Co. vs. L. & N. et al. 

Illegal and unreasonable rates on yellow pine lumber from 
Sparta, Ala., to Chicago, Ill., reconsigned at Cincinnati. Asks 
reparation. 

No. 19522. Sub. No. 1. Same vs. Same. 

Same complaint and prayer as to lumber from Ft. Deposit, Ala., 

to Grand Rapids, Mich., reconsigned at Cincinnati. 
No. 19522. Sub. No. 2. Same vs. Same. 

Same complaint and prayer with respect to lumber from Selma, 

Ala., to South Bend, Ind., reconsigned at Cincinnati. 
No. 19522. Sub. No. 3. Same vs. Atlantic Coast et al. 

Same complaint and prayer as to lumber from Abbeville, Ala., 
to Jamestown, N. Y., reconsigned at Louisville, Ky. 

No. 19523. The Elliott Fuel Co., Minneapolis, Minn., vs. D. & H. et al. 

Illegal and unreasonable rates and charges on anthracite coal 
from points in anthracite fields of Pennsylvania to Stillwater 
Minn. Asks cease and desist order and waiver of collection o 
amounts sought by defendants. 

No. — Texas Pacific Coal & Oil Co., Thurber, Tex., vs. Santa Fe 
et al. 

Unreasonable rates on iron and steel pipe from Ranger, Tex., 
to Crescent, Okla., and Cushing, Okla., and from Wynnewood, 
Okla., to Ranger and McCamey, Tex., and from Avery, Okla., to 
Ranger, Tex. Asks rates for future and reparation. 

No. 19525. Mississippi Hardwood Lumber Co., Meridian, Miss., vs. 
Tennessee Central et al. 

Seeks withdrawal of request for payment of alleged under- 
charges on one car of lumber shipped from Nellieburg, Miss., 
to Nashville, Tenn. 

No. 19526. Louis Cohen & Son, Cottonwood, Pa., vs. Erie. 

Unreasonable rates and charges on scrap iron from Paterson, 
N. J., to Buttonwood Yard, Wilkes-Barre, Pa. Asks reparation. 

No. 19527. The National Supply Company of Texas, Toledo, O., vs. 
Houston & Texas Central et al. 

Rates in violation of first three sections of the act, on oil well 
supplies from Wortham, Tex., to Eldorado, Ark. Asks rates for 
future and reparation. 

No. 19528. Red Trail Oil & Transfer Co. et al., Mandan, N. D., vs. 
Camas Prairie et al. 

Unreasonable rates on petroleum and its products from produc- 
ing points in the Montana oil fields to points in the Dakotas and 
Minnesota. Asks rates for future and reparation. 

No. aw cee Metals Corporation, New York City, vs. D. L. 
. et al. 

Unreasonable, discriminatory and prejudicial rates on scrap 
zinc from Waterbury, Conn., to Chicago, Ill. Asks rates for future 
and reparation. 

No. 19530. White Eagle Oil & Refining Co., Kansas City, Mo., vs. 
Santa Fe et al. 

Unreasonable rates on petroleum products from points in Okla- 
homa, Kansas, Missouri, and north Texas to Tracy and other 
Minnesota points. Asks rates for future and reparation. 

No. ‘ey The Keystone Steel & Wire Co., Peoria, Ill., vs. B. & O. 
et al. 

Unreasonable rate on galvanized wire in coils from South 
Bartonville (Peoria), Ill., to Cincinnati, O. Asks rate for future 
and reparation. 

No. 19532. National School Equipment Co. et al., Port Washington, 
Wis., vs. Santa Fe et al. 

Unreasonable rates and charges on school desks, theatre chairs, 
school desks or seat parts, from Port Washington, Wis., to points 
in Texas and Oklahoma. Asks rates for future and reparation. 

No. 19533. East St. Louis Cotton Oil Co., Chicago, Ill., vs. Southern 
Pacific et al. 

Unjust and unreasonable rates on cottonseed meal from Phoenix 

and Tucson, Ariz., to East St. Louis, Ill. Asks for reparation. 


No. 19534, Shanpaed W. King, Dallas, Tex., vs. V. S. & P. et al. 
Unreasonable rates on cotton from Arcadia and other Louisiana 

points to New Orleans, La., Galveston, Tex., San Francisco, Calif., 
and Tacoma and Seattle, Wash. Asks application of reasonable 
rates to shipments that have moved and waiver of collection of 
alleged undercharges. 

No. 19535. Minnesota Potato Growers’ Exchange, St. Paul, Minn., vs. 
Santa Fe et al. 

Rates in violation of sections 1 and 4 of the act, on potatoes 
from points in Minnesota and North Dakota to points in Texas. 
Asks reparation. 

19536. Independent Fruit Co., East Grand Forks, Minn., et al. 
vs. Chicago & Alton et al. 

Unreasonable rates on bananas from points in Alabama and 
Louisiana to points in North Dakota and Minnesota. Asks rates 
for future and reparation. 

No. bt  cemenned Container Co., Delair, N. J., vs. C. M. & St. 

. et al. 

Unreasonable rate on lumber from Milwaukee, Wis., to Pavonia, 
N. J. Asks reparation. 
No. 19538 Hudson Bag Co., Inc., Brooklyn, N. Y., vs. N. Y. N. H. 
& H. et al. 
Unreasonable rate on printing paper from Holyoke, Mass., to 
Bushwick, N. Y. Asks rate for future and reparation. 
No. ae ana : iced of Commerce, Lynchburg, Va., 
vs. C. . et al. 


No. 


Rates in_ violation of sections 1 and 6 of the act, on oak lum- 
ber from Walkersford, Va., to Johnson City, Tenn. Asks rates 
for future and reparation. 

No. 19540. Flynn, Welch & Yates, Artesia, N. M., vs. Santa Fe et al. 

Unreasonable rates and charges on lubricating oil from Chi- 

cago, Ill., to Artesia, N. M. Asks rates for future and reparation. 
No, 19541. Albright-England Co. et al., Atlanta, Ga., vs. A. G. S. et al. 
Rates and charges in violation of section 1 of the act, on salt 
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from points in Louisiana to Atlanta, Ga. Asks rates for future 
and reparation. 
No. 19542. The Barrett Co., New York City, vs. B. & O. et al, 

Unreasonable rate on water_gas tar and petroleum tar fron 

Georgetown, D. C., to Gwynns Run, Md. Asks rate for future anj 
reparation. 

. “a” Home Builders’ Supply Co., Lakeland, Fla., vs. A. ¢, 1, 
et al. 

Rates in violation of sections 1 and 6 of the act, on lumber fron 
points in Alabama to Lakeland, Fla. Asks rates for future anj 
reparation. 

No. 19544. Harlan Fruit Co. et al., Harlan, Ky., vs. L. & N. 

Rates and charges in violation of sections 1 and 3 of the ag 
on sweet potatoes from points in Tennessee to Harlan, Ky,, as 
— ared with rates to Hazard, Ky. Asks rates for future and rep. 
aration. 

No. 19544. Sub. No. 1. Harlan Fruit Co., Harlan, Ky., vs. L. & N, 

Same complaint and prayer with respect to potatoes from 
Theodore, Ala., to Harlan, Ky. 

No. 19544. Sub. No. 2. Same vs. Same. 

Same complaint and prayer with respect to potatoes from 
Tennessee points to Harlan, Ky. 

No. ey Sub. No. 3. Harlan Fruit Co., Harlan, Ky., vs. L. &N. 
et al. 

Rates and charges in violation of sections 1 and 4 of the act, 
on potatoes from Atmore, Ala., to Harlan, Ky. Asks rates for 
future and reparation. 

19545. Harlan Fruit Co. et al., Harlan, Ky., vs. West Shore 
N. ¥. C.} ota. 

Rates and charges in violation of sections 1 and 3 of the act, 
on apples from Lockport and other New York points to Harlan, 
Ky., as compared with rates to Middlesboro, Ky. Asks rates for 
future and reparation. 

No. —— Rub-Tex Products, Inc., Indianapolis, Ind., vs. C. I. & L, 
et al. 

Unreasonable, prejudicial and preferential rates on impregnated 
fibre or rubber battery boxes from Newcastle and_ Indianapolis, 
Ind., to points in Pennsylvania, New York, Ohio, Michigan and 
+ [—pcaaaa Asks rates for future from Indianapolis and repara- 

on. 

No. 19547. Wadhams Oil Co., Milwaukee, Wis., vs. Santa Fe et al. 

Rates in violation of sections 1, 3 and 4 of the act, on oil, pe- 
troleum and its products from points in Kansas and Oklahoma to 
Janesville and Jefferson, Wis. Asks rates for future and repara- 


on. 

No. — Kraft Cheese Co. et al., Chicago, Ill, vs. L. A. & SL 
et al. 

Rates in violation of first three sections of the act, on cheese 
from Arco and other Idaho points to San Francisco and Los 
Angeles, Calif. Asks rates for future and reparation. 

a Lone Star Gas Co. et al., Dallas, Tex., vs. A. T. & SF. 
et al. 


Unreasonable rates on wrought iron pipe and pipe fittings from 
points in Ohio, Pennsylvania, West Virginia, and Indiana to points 
in Oklahoma and Texas. Asks rates for future and reparation. 

No. 19550. Alamo Iron Works et al., San Antonio, Tex., vs. A. & 


No. 


No. 


No. 


V. et al. 
Unreasonable rates on iron and steel articles from points in Ala- 
bama, Colorado, Delaware, Georgia, Illinois, Indiana, Kentucky, 


Maryland, Missouri, Ohio, Pennsylvania, Tennessee and West Vir- 
ginia to Dallas, Waco and other Texas points. Asks rates for 
future and reparation. 

No. 19551. Rome Soap Mfg. Co., Rome, N. Y., vs. C. & N. W. et al. 

Rates in violation of sections 1, 4 and 6 of the act, on inedible 
crude corn oil from Clinton, Ia., to Rome, N. Y. Asks reparation. 

No. 19551. Sub. No. 1. Same vs. C. I. & W. et al. 

Rates in violation of sections 4 and 6 of the act, on crude corn 
oil from Decatur, Ill., to Rome, N. Y. Asks reparation. 

No. wea : eel & Post Pipe Co. et al., St. Louis, Mo., vs. A. & 

. et al. 

Rates on vitrified clay sewer pipe and other clay products from 

St. Louis, Mo., to points in C. F. A. territory in violation of sec- 
tions 1, 3 and 13 of the act. Asks rates for future. 

No. 19553. Traffic Bureau-Chamber of Commerce, Lynchburg, Va., Vs. 
N. & W. et al. 

Unreasonable and discriminatory charges on_cotton piece goods 
in the original piece from Manville and other Rhode Island points 
and Fall River and other Massachussetts points to Lynchburg, 
Va. Asks reparation. 

eal a M. ommend & Co. et al., Montgomery, Ala., vs. A. & 
we Ge Oh 

Unreasonable rates on cotton from points in Alabama to cotton 
mill points in Georgia. Asks rates for future and reparation. 

No. 19555. Traffic Bureau-Chamber of Commerce, Lynchburg, Va., 
vs. Pennsylvania et al. 

Unreasonable and incorrect rate on ice making machinery pieces 
from Philadelphia, Pa., to Lowesville, Va. Asks reparation. 


REIMBURSEMENT OF DEFICIT 


The Commission has certified to the Secretary of the Treas- 
ury, under section 204 of the transportation act, that $3,037.90 
is due the Gales Creek & Wilson River Railroad Company of 
Oregon. 





LUMBER SHIPMENTS 


The “lumber thermometer” of business is encouraging, ac 
cording to the National Lumber Manufacturers’ Association's 
weekly review of the industry, covering telegraphic reports from 
307 of the larger commercial softwood, and 141 of the chief 
harwood, lumber mills of the country, for the week ended April 
30. Despite the fact that 14 fewer softwood mills reported this 
week, than for the preceding week, marked absolute increases 
in production—although high water closed some mills—and 
new business were noted, with shipments about the same. In 
comparison with the same period a year ago, however (and 
April is about the apex month of the lumber year), there are 
decreases in all three items. The 141 hardwood operations, 
when compared with reports from 158 mills for the week earlier, 
show considerable decrease in production, shipments somewhat 
larger, and a decided increase in new business. Compared with 
the corresponding week last year, there was a heavy decrease 
in production, due to the floods in the Mississippi Valley, with 
large increases in shipments and new business. 
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The Development Service of 
Southern Railway System, 
Washington, D. C., will 
gladly aid in securt. 
dustrial locations, 

and home sites in theSouth. 
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Eggs in many baskets 


Thanks to the variety of Southern soil 
and the favorable climate, probably no 
other similar area on earth can show 
a greater range of products. 


Cotton, it is true, is the South’s largest 
crop, but the value of cotton and 
cotton seed amounts to only 25 per 
cent of the total value of Southern 
agricultural products, which last year 
exceeded three and one-half billion 
dollars. There are also corn, tobacco, 


wheat, and a wide variety of fruits and 
vegetables—all east of the Mississippi 
and south of the Ohio. 


The average farm in the South is one 
of about 70 acres. On this the South- 
ern farmer can plant cotton, grow 
grain and raise tobacco, fruits, vegeta- 
bles, and dairy herds and poultry. 


This diversity yields him a stable in- 
come—he has his eggs in many baskets. 


The volume of freight traffic which the railroads of the country 
were called upon to handle between 1916 and 1926 increased 23 
per cent. In the same period the freight traffic which the Southern 
Railway System was called upon to handle increased 48 per cent. 
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The following table compares the lumber movement, as re- 
flected by the reporting mills of seven softwood, and two hard- 


wood, regional associations, for the three weeks indicated; 000s 
omitted: 


Corresponding Preceding Wk., 

Past Week Week, 1926 1927 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 

ee 287 141 348 115 301 158 
Production ...... 180,413 12,245 237,896 18,507 175,334 14,804 
Shipments ....... 208,283 21,620 260,940 17,499 208,948 20,040 
er 201,232 24,460 242,256 18,193 191,718 21,019 





*Fewer west coast mills are reporting this year; to make allow- 
ance for this add 26,000,000 to production, 29,000,0000 to shipments and 
26,000,000 to orders in comparing softwood with last year. 

The following revised figures compare the lumber move- 
ment of the same regional associations for the first seventeen 
weeks of 1927 with the same period of 1926; 000s omitted: 


Production Shipments Orders 
Soft- Hard- Soft- Hard- Soft- Hard- 
wood wood wood wood wood wood 
1927 ............-3,166,191 479,750 3,308,354 496,590 3,436,903 517,144 
MEE  chtaercceton 3,818,618 441,394 3,977,233 426,262 4,004,521 428,884 
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COAL PRODUCTION AND SHIPMENT 


“Production of bituminous coal in the week ended April 93 
the third week of the suspension, is estimated at 7,929,000 net 
tons,” says the Bureau of Mines of the Department of Con. 
merce. “In comparison with the preceding week this was 
decrease of 72,000 tons. The decrease was due to the obsery. 
ance of Easter Monday, April 18, when the number of cars of 
coal loaded dropped to 19,272. From Tuesday to Saturday, the 
loadings exceeded those on the corresponding days of the preced. 
ing week.” 

Anthracite production the week ended April 23 was esti. 
mated at 1,662,000 net tons, a decrease of 100,000 tons as con. 
pared with the preceding week. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended April 9 were reported 
as follows: Bituminous, 2,576 cars; anthracite, 1,996 cars. 

Tidewater bituminous coal shipments the week ended Apri] 
23 were reported as follows: From Hampton Roads, 404,429 
net tons, of which 232,590 tons were for New England delivery; 
and from Charleston, S. C., 589 tons. 


Docket of the Commission 





Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


May 9—Coffeyville, Kans.—Examiner Money: 

1. . 3 S. 2895—Potatoes from Kansas City, Mo.-Kans., to Coffeyville, 
ns. 

May 9%—Harrisburg, Penn.—Examiner Barron: 
ee Leather Companies, Inc., vs. C. R. R. of N. J. 

et al. 

May 9—New York, N. Y.—Examiner Kerwin: 
19225—-Federated Metals Corp. vs. Penna. R. R. 
19229—-Federated Metals Corp. vs. Penna. R. R. 

wey 9—Washington, D. C.—Examiner Macomber: 

aluation No. 918—In re tentative valuation of the property of 
the Canton R. R. 

May 9—Dallas, Tex.—Commissioner Meyer and Examiner Mackley: 
17000—Rate Structure Investigation Part 7, grain and grain products. 
16294—-State of Colorado and Public Utilities Commission of State 

of Colorado vs. Mo. Pac. Ry. et al. 
17477—St. Joseph Grain Exchange et al. vs. A. & S. Ry. et al. 
17992 (and Sub. 1)—The Southern Kansas Millers Traffic Club et 
al. vs. A. & S. Ry. et al. 
18203—American Maid Flour Mills et al. vs. A. & S. Ry. et al. 
191083—Merchants Exchange of St. Louis vs. A. & S. Ry. et al. 
19279—The Board of Trade of Cairo, Ill., vs. Ark. & La. Mo. Ry. et al. 
18359 (and Sub. 1)—Atchison Board of Trade et al. vs. A. & S. Ry. 


et al. 
18669 (and Sub. 1)—Southwestern Millers League vs. A. T. & S. 
F. Ry. et al. 


18782—New Orleans Joint Traffic Bureau vs. A. & S. Ry. et al. 


be ye Moines Elevator & Grain Co. et al. vs. C. B. & Q. R. R. 

et al. 

18900—-Des Moines Board of Trade et al. vs. K. C. C. C. & St. J. 
Ry. et al. 


19453—Lucius P. Cook et al. vs. C. R. I. & P. Ry. et al. (In con- 
nection with 17000, part 7, grain and grain products, in so far 
as the issues fall within the scope of that proceeding). 
16322—Nebraska State Ry. Commission vs. A. T. & S. F. Ry. et al. 
* 16612—Superior Traffic Assn. vs. A. T. & S. F. Ry. et al. 
(Further hearing in connection with 17000, part 7, grain and 
grain products.) 
May 9—Nashville, Tenn.—Examiner Johnson: 
18884—Nashville Grain Exchange vs. L. & N. R. R. et al. 


May 9—Los Angeles, Calif.—Examiner Harraman: 
49086—-Columbia Glass Co. et al. vs. A. T. & S. F. Ry. et al. 

May 9—Montgomery, Ala.—Examiner Walsh: 
15219—Montgomery Cotton Exchange vs. S. A. L. Ry. et al. 


May ee D. C.—Director Mahaffie: 

* Finance No. 6113—Application C. & O. Ry. for authority to issue 
additional shares of common capital stock. 

* Finance No. 6114—Application C. & O. Ry. for authority to acquire 
control of Erie R. R. and Pere Marquette Ry. by purchase of 
capital stock. 


May 10—Boston, Mass.—Examiner McChord: 
19220—Ashland Leather Co. vs. Sou. Ry. et al. 
May 10—Chicago, I!l.—Examiner Smith: 

lL. & S. 2887—Rules governing handling of fresh meat and 
house products in peddler cars from Buffalo, N. Y., to 
tions on the B. R. & P. Ry. and its connections. 

May 10—Montgomery, Ala.—Examiner Walsh: 

1. & S. 2856—Routing on cotton from Mississippi Central R. R. 
stations to Carolina pts. and from Alabama pts. to South Atlantic 
Gulf ports. 

May 10—New York, N. Y.—Examiner Kerwin: 
1$230-_—Federated Metals Corp. vs. B. & M. R. R. et al. 
19228—Federated Metals Corp. vs. W. Md. Ry. et al. 
May 10—Los Angeles, Calif.—Examiner Harriman: 

12783—Rio Grande Oil Co. vs. Ariz. Eastern R. R. et al. (further 
hearing for purpose of receiving additional proof with respect to 
reparation). 

May 11—Fargo, N. D.—Commissioner McManamy: 

* 17000, part 2, Western Trunk Line Class Rates. Ex Parte 87 (Sub. 
1)—Class rates within Western Trunk Line territory. 

* 14625—Class rates to and from Nebraska stations. 


* 15265—Board of Railroad Commissioners of the state of S. D. vs. C. 
& N. W. Ry. et al. 


acking 
estina- 





: 


* 16226 (and Sub. Nos. 1 and 2)—Omaha Chamber of Commerce Traffic 
Bureau vs. A. & R. R. R. et al. 

* 16838—Board of Railroad Commissioners of the state of N. D. vs. ¢. 
M. & St. P. Ry. et al. 

* 16913—Chamber of Commerce of Kansas City et al. vs. A. & R. R.R, 


et al. 
*16945—Board of Railroad Commissioners of the state of N. D. vs. A. 
&. W. Ry. et al. 
16981—Board of Railroad Commissioners of the state of S. D. vs. A. 
&. W. Ry. et al. 
17030—Sioux Falls Chamber of Commerce vs. A. A. R. R. Co. 
17235—Intrastate class rates within South Dakota. 
17980—Bismarck Assn. of Commerce et al. vs. Nor. Pac. Ry. et al. 
10390—Chamber of Commerce of Kansas City vs. D. G. 
18454—Commercial Club of Fargo, N. D., vs. A. & W. Ry. et al. 
18735—The Grand Forks Commercial Club vs. A. & W. Ry. et al. 
18790—Dodge City Chamber of Commerce vs. A. T. & S. F. Ry. et al. 
(Further hearing.) 
May 11—Argument at Washington, D. C.: 
17451—Beatrice Creamery Co. vs. C. M. & St. P. Ry. et al. 
18492—-Flory & Albers et al. vs. A. T. & S. F. Ry. et al. 
May 11—Indianapolis, Ind.—Examiner Barron: 
19072—Chapman-Price Steel Co. vs. A. T. & S. F. Ry. et al. 
“— 11—Washington, D. C.—Examiner Carney: 
19107—H. F. Watson Co. vs. B. & O. R. R. et al. 
ae tll.—Examiner Smith: 
19080—North Shore Material Co. et al. vs. C. M. & St. P. Ry. et al. 


“ 11—Boston, Mass.—Examiner McChord: 
191583—Fitchburg Gas and Electric Light Co. vs. B. & M. R. R. etal. 
May 12—St. Louis, Mo.—Examiner Money: 
* 1. & S. 2901—Transit Privileges on lumber at points on the Wabash 
Ry. 
May 12—New York, N. Y.—Examiner Kerwin: 
$$081—Marquardt Hewitt Corp. vs. Penna. R. R. et al. 
May 12—Chicago, Ill.—Examiner Smith: 
19111—Gutmann and Co. vs. B. & O. R. R. et al. 
May 12—Boston, Mass.—Examiner McChord: 
19223—Lever Brothers Co. vs. B. & A. R. R. (N. Y. C. R. R., lessee). 


* 


HHH EE 


May 12—Indianapolis, Ind.——Examiner Barron: 
—— Chamber of Commerce et al. vs. C. & N. W. Ry. 
et al. 


May 12—Argument at Washington, D. C.: 
13857—Chamber of Commerce of Selma, Ala., vs. A. G. S. R. R. et al. 
14096—Carnation Milk Products Co. vs. A. & W. Ry. et al. 
17776—National Canners’ Assn. et al. vs. B. & O. R. R. et al. 
May 12—Louisville, Ky.—Examiner Johnson: 
19092—-Stoll Oil Refining Co. vs. L. & N. R. R. et al. 
May 12—San Francisco, Calif.—Examiner Harraman: 
19177—A. M. Costa and A. V. Costa et al. vs. 
Ry. et al. 
max 12—Harrisburg, Pa.—Public Service Commission: 7 
* Finance No. 6152—Application of Pennsylvania R. R. for authority té 
abandon a portion of its Fairbroom Branch. 
May 12—Chicago, Ill.—Commissioner Campbell and Examiners Faul 
and Bardwell: 
17000—Part 6, iron and steel articles. 
17878—Rates on iron and steel articles, in carloads, within state of 


A. T. & &. F. 


Ohio. 
> ane Cleveland Chamber of Commerce vs. A. T. & S. F. BY: 
et al. 
18548—Jones & Laughlin Steel Corp. vs. A. & E. R. R. et al. 
18627—Cumberland Steel Co. vs. B. & O. R. R. et al. 
18667—The American Rolling Mill Co. vs. Pa. R. R. et al. 
18688—Inland Steel Co. et al. vs. A. C. & Y. Ry. et al. 
18951—-The Detroit Board of Commerce vs. A. & E. R. R. et al. 
19023—-Kalamazoo Chamber of Commerce vs. A. & E. R. R. et al. 
19036—Lansing Chamber of Commerce vs. A. & E. R. R. et al. 
19059—B. Nicoll & Co., Inc., vs. N. Y. N. H. & H. R. R. 
19062—Krupp Foundry Co. vs. Reading Co. et al. 
19066—The Motor Wheel Corp. vs. A. & E. R. R. et al. 
19085—Elmira Steel Co., Inc., vs. L. V. R. R. et al. 
19134—-The National Supply Co. et al. vs. N. Y. C. R. R. et al. 
19400—The Keystone Steel & Wire Co. vs. C. & A. R. R. et al. 
1. & S. 2713—Iron and steel articles from Brazil and Terre Haute, 
Ind., to Chicago. 
19498—Barry Manufacturing Co. et al. vs. A. & E.R. R. et al. 


o. 2 S. 2896—Iron and steel articles from Cleveland, O., to Dunkirk, 
es 
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To Save Time, Labor and Prevent Errors 


USE 


LEO FEIT’S UNIVERSAL CALCULATOR 


A short-cut method of finding results of multiplications and divisions 


EASY, QUICK AND ACCURATE 
Always Ready for Use. No Parts to Get Out of Order 


Indispensable to Accountants, Bookkeepers, Clerks, Shippers and 
Receivers of Freight, Railroads, Manufacturers, 
Wholesalers, Banks, Contractors and Others 









Send for Sample Page and Instructions on the 
Particular Kind of Work You Desire to Try Out 


Size of Book 1444" x 114" x 14” 


This Calculator contains 528 pages and over 500,000 results of multiplications and divisions. Its unique arrangement 
of the tables and its several distinctive features, such as checking tables for pointing off decimals in the answers make 
it possible to obtain several billion answers. 

__ The columns in the tables are arranged and headed for easy and quick reading. The results are printed in black 
with one of the factors shown opposite thereto printed in green, and the other or constant factors shown as page numbers. 
The pages are index-tabbed on the side with strong durable linen tabs with page numbers printed on both sides of the 
tabs for quick reference to the pages wanted. Extra tabs at the bottom of the book give quick reference to the section 
of the tables desired with the titles of the sections printed on both sides of the tabs. 

This Calculator covers practically the entire field of calculations by the processes of multiplications or divisions, no 
matter how small or how large the problems. 


SOME OF THE SPECIFIC USES: 


To determine freight charges on any shipments at per 100-pound rating or net or gross ton rating. 

To determine freight charges on any shipments at per ton rating when weights given are in pounds. 

To determine division of through rate and through charges on established per cents. 

To determine total estimated weights of shipments where only number of gallons, crates, boxes or 
packages are furnished or obtained. 

To convert pounds into net or gross tons. 

To convert net or gross tons into pounds. 

To convert rate per ton into rate per 100 pounds. 
: Also for payroll work, figuring extensions on invoices, estimating cost, computing percentages, 
interest, etc., etc. 


PUBLISHED BY 


The Leo Feit Publishing Company 


701-706 Park Building, CLEVELAND, OHIO 
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* 19531—The Keystone Steel & Wire Co. vs. B. & O. R. R. et al. (in 
connection with 17000, part 6, rates on iron and steel articles). 
May 13—San Francisco, Calif.—Examiner Harraman: 
19278—Northern Products Corp. et al. vs. Sou. Pac. Co. et al. 
May 13—Chicago, Ill.—Examiner Smith: 
1. & S. 2894—Soda, Soda Products, Chloride of Lime and Whiting 
from Wyandotte, Mich., to Mich. and Wis. points. 
May 13—New York, N. Y.—Examiner Kerwin: . 
19096—-Tennessee Extract Linge vs. I. & N. R. R, et al. Portions 
Fourth Section Application No. 1952, 1563, 1572 et al. 
May 13—Washington, BD. C.—Examiner Carney: 
19397—-N. Auth Provision Co. vs. B. & O. R. R. et al. 
May 13—Argument at Washington, D. C.: 
17520—Clinchfield Coal Corp. vs. C. C. & O. Ry. et al. 
18516—Western Shade Cloth Co. vs. A. & W. P. R. R. et al. 
18710—Manufacturers’ Assn. of Chicago Heights, on behalf of 
——— —_ Co. of Ill., vs. Chicago Heights Terminal Trans- 
er R. - Ot al. 


Oop 13—Boston, Mass.—Examiner McChord: 
19116—Kay Manufacturing Co. et al. vs. A. A. R. R. et al. 


May 13—Indianapolis, Ind.—Examiner Barron: 
19330—Indianapolis Board of Trade vs. A. C. & Y. Ry. et al. 


May 14—New York—Examiner Kerwin: 
19250—Kelley Construction Co. vs. B. & O. R. R. et al. 


oe 14—Birmingham, Ala.—Examiner Walsh: 
18978—Pine & Cypress Manufacturing Co. vs. C. & O. Ry. 


May 14—Argument at Washington, D. C.: 
18557—-United Zinc Smelting Corp. vs. B. & O. R. R. et al. 
18720—Federated Metals Corp. vs. C. R. R. of N. J. et al. 


May 16—San Francisco, Cal.—Examiner Harraman: 
19356—Simon Newman Co. vs. L. A. & S. L. R. R. et al. 


May 16—Washington, D. C.—Examiner Law: 
vuenee Pi 3984—-Excess Income of the West Virginia Northern 
~ a Cm . 


a 16—New York, N. Y.—Examiner Kerwin: 
19160 (and Sub. 1)—Burnham Boiler Corp. vs. N. Y. C. R. R. et al. 
19160, sub. 2—Hitchings and Co. vs. B. & O. R. R. et al. 


May 16—Washington, D. C.—Examiners Gibson and Woodrow: 

* Valuation No. 386—In retentative valuation of the property of the 
Pennsylvania Co. et al. 

Valuation No. 437—Dayton Union Ry. Co. 

Valuation No. 429—Manufacturers Ry. Co. (Toledo, O.). 

Valuation No. 435—Louisville Bridge & Terminal Ry. Co. 

Valuation No. 436—Wheeling Term. Ry. Co. 

Valuation No. 431—Lorain, Ashland & Southern R. R. Co. 

Valuation No. 434—Akron & Barberton Belt R. R. Co. 

Valuation No. 432—Calumet Western Ry. Co. 

Valuation No. 425—Cincinnati, Lebanon & Northern Ry. Co. 

Valuation No. 351—Grand Rapids & Indiana Ry. Co. et al. 

Valuation No. 461—Pittsburgh, Chartiers & Youghiogheny Ry. Co. 

Valuation No. 462—Toledo, Peoria & Western Ry. Co. 

Valuation No. 928—Pennsylvania R. R. Co. et al. 

Valuation No. 382—West Jersey & Seashore R. R. Co. 

Valuation No. 841—Winfield R. R. Co. 

Valuation No. 837—Perth Amboy & Woodbridge R. R. Co. 

Valuation No. 840—Elmira & Lake Ontario R. R. 

Valuation No. 839—Delaware, Maryland & Virginia R. R. Co. 

Valuation No. 878—Freehold & Jamesburg Agricultural R. R. 

Valuation No. 877—Cherry Tree & Dixonville R. R. Co. 

Valuation No. 880—Monongahela Ry. et al. 

Valuation No. 879—Johnsonburg R. R. Co. 

Valuation No. 88i1—Pennsylvania & Atlantic R. R. Co. 

Valuation No. 887—York, Hanover & Frederick Ry. Co. 

Valuation No. 886—Western N. Y. & Pa. Ry. Co. 

Valuation No. 885—Pennsylvania Tunnel & Terminal R. R. Co. 

Valuation No. 903—Phila., Balto. & Wash. R. R. Co. 


May 16—Sioux Falls, S. D.—Commissioner McManamy: 
17000, part 2, Western Trunk Line Class Rates. Ex Parte 87 (Sub. 
1)—Class rates within Western Trunk Line territory. 
14625—Class rates to and from Nebraska stations. 
15265—Board of Railroad Commissioners of the state of S. D. vs. C. 
& N. W. Ry. et al. 
* 16226 (and Sub. Nos. 1 and 2)—Omaha Chamber of Commerce Traffic 
Bureau vs. A. & R. R. R. et al. 
* 16838—Board of Railroad Commissioners of the state of N. D. vs. C. 
M. & St. P. Ry. et al. 
* 16913—Chamber of Commerce of Kansas City et al. vs. A. & R. R. R. 


HHH HRHHHRSHHRHRHRHRHRHRHHHE GE THE 
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** 


et al. 
*16945—Board of Railroad Commissioners of the state of N. D. vs. A. 
&. W. Ry. et al. 
16981—Board of Railroad Commissioners of the state of S. D. vs. A. 
&. W. Ry. et al. 
17030—Sioux Falls Chamber of Commerce vs. A. A. R. R. Co. 
17235—Intrastate class rates within South Dakota. 
17980—Bismarck Assn. of Commerce et al. vs. Nor. Pac. Ry. et al. 
10390—Chamber of Commerce of Kansas City vs. D. G. 
18454—Commercial Club of Fargo, N. D., vs. A. & W. Ry. et al. 
18735—The Grand Forks Commercial Club vs. A. & W. Ry. et al. 
18790—Dodge City Chamber of Commerce vs. A. T. & S. F. Ry. et al. 
(Further hearing.) 
May 16—Argument at Washington, D. C.: 
16923—-Port of New York Authority vs. A. T. & S. F. Ry. et al. 


May 16—Washington, D. C.—Examiner Peterson: 
1. & S. 2861—Beverages from O. & M. River Crossings to South- 


* 


ee eee een 
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eastern and Carolina territories. 
Portions Fourth Section Applications Nos. 1024, 972, 703, 1530, 
et al. (to be heard in connection with I. & S. 3861, Beverages trom 
O. & M. River Crossings to Southeastern and Carolina territories), 
May 16—Washington, D. C.—Examiner Potter: 
Valuation No. 954—In re tentative valuation of the property of the 
Chatham Terminal Co. 


May 16—Boston, Mass.—Examiner McChord: 

1. & S, 2838—Class and Commodity Rates between New Englang 
and Eastern Trunk Line territories via Boston (Mystic Wharf) 
and M. & M. T. Co. 

19384—Boston & Maine R. R. vs. M. & M. Transp. Co. et al. 


“| 16—Chicago, Ill.—Examiner Smith: 
19137—Pennsylvania Oil Co. of Evanston vs. A. T. & S. F. Ry. et al, 


. . Ind.—Examiner Barron: 
18402—W. J. Holliday & Co. vs. E. J. & E. Ry. et al. 


May 16—Birmingham, Aia.—Examiner Walsh: 
—— News Co. vs. A. B. & A. Ry. et al. (further 
earing). 


May 17—New York, N. Y.—Examiner Kerwin: 
19374—-Hartford City Gas Light Co. vs. Penna. R. R. et al. 
“ 17—Chicago, Ill.—Examiner Smith: 
19186—S. Obermeyer & Co. et al. vs. A. A. R. R. et al. 
19283—Phoenix Horse Shoe Co. vs. A. T. & S. F. Ry. et al. 


May 17—Argument at Washington, D. C.: 
18235—Holland Furnace Co. vs. B. & O. R. R. et al. 
18594—E. C. Palmer & Co., Ltd., vs. New England S. S. Co. et al, 
18236—Holland Furnace Co. vs. E. J. & E. Ry. et al. 


as 17—Washington, D. C.—Examiner Hays: 
aluation No. 961—In re tentative valuation of the property of 
the Kansas City Terminal Ry. 


May 17—Washington, D. C.—Examiner Macomber: 
Valuation No. 958—In re valuation of the property of the Texas 
City Terminal Co. 


May 17—Washington, D. C.—Examiner Bunten: 
19450—Depreciation charges of express companies. 


May 17—Boston, Mass.—Examiner Mullen: 
* 9200—Railway mail pay (further hearing with respect to railway 
mail pay rates on the New England lines). 


May 18—Washington, D. C.—Examiner Sullivan: 

* Finance No. 6244—Application St. Louis-San Francisco Ry. for au- 
thority to acquire control of St. L., K. & S. E. R. R. by purchase 
of capital stock and to lease the railroad of that company. 

* Finance No. 6245—Application St. Louis-San Francisco Ry. for au- 
thority to acquire control of the Butler Co. R. R. by purchase of 
capital stock and to lease the railroad of that company. 

* Finance No. 6253—Application St. Louis-San Francisco Ry. for au- 
—— ." issue prior lien mortgage 5 per cent gold bonds, 

eries 


May 18—New York, N. Y.—Examiner Kerwin: 
18304—American Cyanamid Co, vs. Mich. Cent. R. R. et al. 


May 18—Chicago, Ill.—Examiner Smith: 
19323—Federal Cement Tile Co. vs. Indiana Harbor Belt R. R. et al. 


May 18—Argument at Washington, D. C.: 
18387—Hudson Valley Coke & Products Corp. vs. B. & M. R. R. etal. 
18762—Continental Rubber Works vs. N. Y. C. & St. L. R. R. et al. 


May 19—New York, N. Y.—Examiner Kerwin: 
19873—-American Hide & Leather Co. vs. C. R. R. of N. J. et al. 


May 19—Chicago, Ill_—Examiner Smith: 
1. & S. 2892—Chipboard, Fibreboard and Pulpboard from Marrero, 
aa — and Port Chalmette, La., and Mobile, Ala., to Bay 
ty, ch. 


May 19—Argument at Washington, D. C.: 
17444—Perry Iron Co. vs. N. Y. C. R. R. et al. 
17722—-Artemus-Jellico R. R. Co. vs. L. & N. R. R. et al. 


May 20—Washington, D. C.—Examiner Carney: 
* 19451—E. B. Muller & Co. vs. P. M. Ry. et al. 


ae 20—Florence, Ala.—Examiner Walsh: 
1 — ou” Shoals Traffic Bureau for King Co. vs. A. T. & S. F. 
y. et al. 


May 20—Charleston, W. Va.—Examiner Barron: 
18824—Lovett Fruit & Produce Co. et al. vs A. G. 
19074—Kanawha Manufacturing Co. et al. vs. N. & 


May 20—Argument at Washington, D. C.: 
17032—The Florence Chamber of Commerce vs. A. V. Ry. et al. 
17117—Hudson and Thompson et al, vs. N. I. & N. R. R. et al. 


May 2i1—Omaha, Neb.—Commissioner McNanamy: 

* 17000, part 2, Western Trunk Line Class Rates. Ex Parte 87 (Sub. 
1)—Class rates within Western Trunk Line territory. 

* 14625—Class rates to and from Nebraska stations. 

* 15265—Board of Railroad Commissioners of the state of S. D. vs. C. 
& N. W. Ry. et al. 

* 16226 (and Sub. Nos. 1 and 2)—Omaha Chamber of Commerce Traffic 
Bureau vs. A. & R. R. R. et al. 

* 16838—Board of Railroad Commissioners of the state of N. D. vs. ¢: 
M. & St. P. Ry. et al. 

* 16913—Chamber of Commerce of Kansas City et al. vs. A. & R. R. B. 


et al. 
*16945—Board of Railroad Commissioners of the state of N. D. vs. A. 
&. W. Ry. et al. 


S. R. R. et al. 
W. Ry. et al. 
& 








Traffic Service 
THOMAS E. GRADY & CO., INC. 


Industrial Traffic Managers 
and Counselors 


SAVANNAH, GA. 
WEST PALM BEACH, FLA. 


MIAMI, FLA. 
ATLANTA, GA. 





DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


‘You can reach Traffic World| youR ANNOUNCEMENT 
readers each week 
Through the use of an advertise- 
ment in this space at the small 
expense of about one-fortieth of 
a cent per subscriber. 










in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 
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S | this is — with 34 of the Country’s 
| population within two days, 14 the 
==! Country’s population within 24 
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hours, of Wilmington, North Caro- 
lina. This location means the saving of both 





Keyport to the 
Prosperous Southeast 


Plentiful native labor. Living 
inexpensive. Wages moderate. 
No disturbing element. Heat 
seldom needed. Local and 
state taxes low. Sites with 
both trackage and frontage 
on the Atlantic’s finest land- 
locked harbor available for 
varied industries. The mild 
climate cuts cost both of 
building investment and 
manufacturing operations. 





Investigation will show the 
many advantages Wikming- 
ton offers for you and your 


new plant. <Any questions 
will be answered accurately, 
comprehensively and fairly. 


time and money in your 
shipments which place 
your products in your 
customers hands while 
fresh and at the same 
time when needed most. 


This is another advan- 
tage which you have by 
locating your plant in 
Wilmington. Investigate 
the many other features 
which will justify you in 
selecting Wilmington for 
your plant. Accurate, 
comprehensive and fair 
assistance will be given 
you at any time. Start 


‘ this investigation by 


writing today for the new 
booklet on Wilmington. 


WILMINGTON 


Address — inquiries 


thine 


Chamber of Commerce 
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ALBANY, N. Y.—Albany Terminal & Security 

Warehouse Co., | Dean St. 

ATLANTA, GA.—Merchants & Manufacturers 
Warehouse Co., 169 Haynes St. 


AUGUSTA, GA.—The Hollingsworth Warehouses, 
556 Walker St. 

BANGOR, ME.—MecLaughlin Warehouse Co., 45 
Front St. 


BIRMINGHAM, ALA.—Warrant Warehouse Co., 
3500 Avenue “A.” 


BUFFALO, N. Y.—Buffalo Storage & Carting 
Co., 350 Sencea St. 


CHARLESTON, S. C.—Charleston Warehouse & 
Forwarding Co., 16 Hasell St. 


CHARLOTTE, N. C.—Carolina Transfer & Stor- 
age Co., i130 W. Morehead Street. 


os a TENN.—Chattanooga Ware- 
house & Cold Storage Co., 1208 King St. 


CHICAGO, ILL. pe Warehouse & Transfer 
Co., 15th’ St. and Western Ave. 


CINCINNATI, OH!0—The Wallace Transfer & 
Forwarding Co., 222 E. Front St. 


CLEyeL Ane. OHI0—Tha General Storage Co., 
range Avenue Terminal 


coLuMata, S. _C.—Columbila Brokerage & 
e Co., P. 0. Box 989 


COLUMBUS, 0 yi Merchandise Storage 


DALLAS, sional os Transfer & Ter- 
minal Warehouse Co., Sante Fe Bidg. 


DAVENPORT, tt teet & Richter Express 
& Storage Co., 820 E. 4th St. 


DAYTON, OHIO—The Union Storage Co., 101 
Bainbridge st. 


DENVER, COLO.—Welcker Transfer & Storage 
Co., 1700 16th St. 


DES MOINES, !0WA—Merchante Transfer & 
Storage Co., 9th & Mulberry Sts. 


EL PASO, TEXAS—E!I Paso Fireproof Stor 
Co., 1125 Texas St. - 


—, N. ner C. Rice Storage Corpora- 
tion, 607 Rallroad Ave. 


vanes. N. Lye aay 
orthern Paelfie A 


ron a , (OWA Brady, ente & Stor- 
16th & Central 


Font cum. o—Petties 
house Co., 414 E. Columb! 


GALVESTON, sense —Why Py Nicholls Co., 
ine., 509° 85th 


GRAND RAPIDS, , Storage Co., 
59 Front Ave, 


Transfer Co., 806 


L, Se Ware- 


HARRISBURG, PA.—Montgomery & Co., 25 
South (0th St. 

HARTFORD, CONN.—Hartford Despatch & 
arehouse Co., 249 Asylum St. 


noueTem, bi “ang Texas Warehouse Co., 


er & Cedar Si 
am... Bd, Ww. == Sales & Storage 
Co., 1639 Seventh Ave. 


INDIANAPOLIS, wee Warehouse Co., 
620 South Capito 

te ~~~ “0m ih naeie Terminal Ware- 
house Co., Union & tonia Sts. 


KANSAS CITY, MO.—Adams Transfer & Stor- 
age Co., 228 West 4th St. 
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-MENMBERS -— 


LEXINGTON, KY.—Union Transfer & Sto 
Co., Spring & Vine Sts. = 


LITTLE fe. ARK.—Terminal Warehouse Co., 
812 E. 2nd St. 


Los ANGELE®, CALIF. wt Terminal Ware- 


SHIPPERS 


All Chain Warehouses 
are operated with 


Low Insurance Rates 


R. R. Connections 


Cartage Facilities 


For Storage and Distri- 
bution of Merchandise 
at Equitable Rates. 


Call upon our nearest 

Representative for further 

Information regarding 
facilities in any city. 


LOUseveLLE. Na Publie Warehouse 
Co., Brook & Main Sts. 

aie yg vAtsabers Storage Ca, 

MEMPHIS, TENN.—Patterson Transfer Co., 24 
North 2nd St. 

oe WIS.—Hansen Storage Co., 128 
Jefferson St. 

~~ _ _ toy Warehouse 
Co., 334 N st St. 


MOBILE 


re th Warehouse Co., Water 
& Lipscombe S Sts. 
NASHVILLE, a. & Bond Fireproof 
Storage €0., 1609 B way. 
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NEW ORLEANS, LA.—United Warehouse Co., 
Ltd., 815 South Front St. 


NEW YORK CITY—F. GC. Linde CO., 23 Varick 
Street. 


OKLAHOMA CITY, As. as Transfer & 
Storage Co., 330 West ist S 


OMAHA, NEB.—Bekins Omaha a & Storage, 
806 South (6th St. 


ORLANDO, FLA.—Orlando Storage Company, 
West Jefferson St. and Railroad. 


PEORIA, ILL.—Federal Warehouse Co., 800 
South Adams St. 


PETERSBURG, by —Southern Bonded Ware- 
house Corp., 22 South Market St. 


PHILADELPHIA, 
Co., 10 Chestaut 


PORTLAND, MAINE—Galt Block 
Co., 30 Commercial St. 


PORTLAND, ORE.—Holman Transfer Co., 8-12 
Front St. 


en -—Merchants Warehouse 


Warehouse 


pues, COLO.—Burch Warehouse & Transfer 
Co., Inc., 200 South Santa Fe Avenue. 


a N. C.—Carolina Storage & Dis- 
Ing Co., 108 W. Lane St. 


ore § N. Y.—Blanchard Storage Co., 
Ine., Broad Street at Oak. 


ROCK ISLAND, ILL.—Rock Island Transfer & 
Storage Co., 101 17th St. 


—. hAny age y CALIF,—The Haslett Ware- 
se Co., 60 California St. 


SAVANNAM, GA.—Savannah Bonded Weronss 
& Transfer Co., Bay St. Extension & Canal 


omnes. PA.—The Quackenbush Warehouse 


Co., 21 Bridge St. 


a a Storage & Distribut- 
9 Co., 301 Ry. Ave. So. 


mune. LA. — poole Transfer & Ware- 
house Company, corner Spring and Vine Sts. 


SIOUX CITY, IOWA—Bekins Van & Storage 
Co., #14 Riverside Aye. 


ST. LOUIS, MO.—MoPheeters Warehouse Co., 
1104 North Levee. 


ST. PAUL, MINN.—Security Warehouse Co. 

ST. PETERSBURG, FLA.—Southerg Transfer & 
Storage Ce. 

SYRACUSE, N. Y.—Great Northern Warehouses, 
Inc., 350 West Fayette Street. 

TEXARKANA, ARK.—Hunter Transfer Co., 819 
E. Front St. 


TOLEDO, OHIO—Depenthal Truck & Storage 
Co., 108 Summit St. 


UTICA, N. Y.—Seneca Warehouse Company. 


VANCOUVER, B. C.—Vaneouver Warehouses, 
Ltd., 550 Beatty St. 


WASHINGTON, D. C.—Merchants Transfer & 
Storage Co., 920 E St. N. W. 


Se W. VA.—Union Warehouse & 
orage Co., Main, South & (6th. 


Wickit ee A, 4 & Warehouse 
Co., 143 No. Rook Island Ave. 


WICHITA mp TEX.—Tarry-Martin Trans- 
fer, Storage & Forwarding Co., 1507 Lamar 


WILMINGTON, N. C.—W. B. Thorpe & Co., 
ine., Water & Ann Sts. 


WINNIPEG, CANADA—Tyson’s 
James Street. 

WORCESTER, MASS.—Bowler Storage & Sales 
Co., 81 Lafayette Street. 


Storage, 126 


STORAGE - MERCHANDISE. DISTRIBUTION 


Directory, with Full Information Regarding Facilities 
of Each Member, Available Upon Request 


O. V. HUKILL, Eastern Representative 
260 West Broadway 
New York City 


Phone Walker 7195 





W. H. EDDY, Western Representative 
53 West Jackson Blvd., Room 1010 
[Phone Harrison 1496 


Chicago, III. 
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EMPRESS HOTEL 


EDMONTON g 


Boston, Mass., 40 Central St. 
Buffalo, N. Y., 409-410 Iroquois 


Bldg. 
Chicago, Ill., 707 Standard Trust 
Bldg. 
Chippewa Falls, Wis. 
rid 709 Traction Bl 
Cleveland, O., 915 Union Trust 
Detroit, Mich., 311 Transportation 
Duluth, Minn., 320 West Superior St. 
Grand Rapids, Mich., 414 Lindquist Bldg. 
Indianapolis, Ind., 430. Merch. Bank Bldg. 
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THE TRAFFIC WORLD 


1927 Season 


IMPROVED 
SERVICE 


Through Train -- Chicago 


ST. PAUL, MINNEAPOLIS to VANCOUVER 
Via SOO LINE and CANADIAN PACIFIC RY. 


Effective June 5th, 1927 
June 9th from Vancouver 
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FREIGHT SERVICE 


AGENCIES 
Kansas City, Mo., 738 Railway Ex. Bldg. 
Los Angeles, Cal., 530 Van Nuys Bldg. 
Memphis, Tenn., Porter Bldg. 
Milwaukee, Wis., 68 East Wisconsin Ave. 
Minneapolis, Minn., Soo Line Bldg., 5th St. and 
Marquette Ave. . 
Neenah, Wis. 
New York, N. Y., Woolworth Bldg. 
Omaha, Neb., 725-26 W. O. W. Bldg. 
Passaic, N. J., 250 Bloomfield Ave. 
Philadelphia, Pa., Cross Bldg., Locust St. at 15th 
Pittsburgh, Pa., 2041 Oliver Bldg. 


CIER 


A SULKAN TRAIL 


ed 
iA 


Wy 


To avoid delay, shipments for Can- 
adian destinations must be accompan- 
ied by shippers’ export declaration 
made in triplicate. This document 
must be delivered to railroad agent at 
initial point with the shipment and ac- 
company same to Canadian port of 


entry. 
Y SAULT SAINTE MARIE 


MENOMINEE 


MANITOWOC 
MILWAUKEE 


Portland, Ore., 3rd and Pine Sts. ICAGO 
St. Louis, Mo., 2050 Railway Exch. Bldg, 
St. Paul, Minn., 1112 Merchants 
Nat'l Bank Bldg. 
San Francisco, Cal., 675 Market St. 
Sault Ste. Marie, Mich. 
Seattle, Wash., 5564 Stuart Bldg. 
Spokane, Wash., 1006 Old Nat'l Bank Bldg. 
Superior, Wis. 
Tacoma, Wash., 1113 Pacific Ave. 
Waukesha, Wis. 
Winnipeg, Man., 603-604 Lombard Bldg. 


ROUTE YOUR FREIGHT - - - CARE SOO LINE 
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The Central Ohio Valley 


Served by 


The Chesapeake and Ohio Railway 


One of the most favored spots in America for Economical Manufacturing: 
The border land between the North and South, and almost equidistant from the 
Atlantic Seaboard and the Mississippi Valley. 


From Cincinnati to Charleston, W. Va., a distance of a little over 200 miles, THE 
CHESAPEAKE AND OHIO RAILWAY skirts the south banks of the Ohio and Great Kanawha 
Rivers. In this territory is found a combination of industrial fundamentals not equalled, and 
scarcely approached by any other section of the Country. 


ITS low-cost fuels—coal, coke, natural gas and oil, are found and produced 
in large quantities within its local territory. 


NEARLY 55,000,000 tons of coal were moved from the New River, Kana- 
wha, Logan, and Northeast Kentucky coal fields in 1926 by THE 
CHESAPEAKE AND OHIO RAILWAY to near and distant markets 
for domestic, steam, by-product, and coking purposes. 


ITS cheap electric power is obtained from several large generating plants 
centrally located, which are inter-connected into a super power system, 
thereby insuring ample power at all times, and at competitive prices. 


THE geographical location of the Central Ohio Valley gives it an important 
advantage in low cost assembly of raw materials and distribution of 
finished products. Adequate and efficient labor is obtainable; while 
climatic and living conditions are most favorable. 


THE CHESAPEAKE AND OHIO RAILWAY maintains an industrial department which 
has available valuable information on the resources and manufacturing advantages of this valley. 
This data and any other desired will be gladly furnished on request. Address: 


INDUSTRIAL DEPARTMENT 


The Chesapeake and Ohio Railway 
RICHMOND, VIRGINIA 
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You can save money right 
now on shipments to Britain 
by using the new L M S stor- 
ageservice. The L M S owns 
and operates 350 storage 
warehouses at its terminals in 
practically every important 
industrial centre throughout 
Britain. Storage capacity ex- 
ceeds 100,000,000 feet! Direct 
rail connections between 
warehouses. 


The L M S is the only British 
Railroad serving with its own 
lines all major British ports. All 
merchandise is delivered right 
which through to store door with its own 
— teams and trucks. 1,300 motor 
valley. trucks and 10,000 teams con- 
tinuously employed. 
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REE—Booklet explaining L M S unusual 
F Warehousing Plan mailed free on request 
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‘| Warehouse Storage 


at unusual saving 


Here’s real news! Storage rates in Britain from 
one-half to one-seventh of current American rates 


Recently a prominent Ameri- 
can Exporter sold merchandise 
to a British customer for future 
delivery. He shipped directly 
to the LMS warehouse in 
buyer’s home town in England 
where it was held at a mere frac- 
tion of cost which same storage 
would be anywhere in the 
United States. Delivery of the 
merchandise was given to buyer 
by special LMS motor truck 
service on exact delivery date. 


In addition to the example quoted, 
authentic bulletins will be published 
from time to time demonstrating 
how L M S Service assists Amer- 
tcan business. Watch for the next 
example—it will pay youl 


LONDON MIDLAND & SCOTTISH 


RAILWAY of GREAT BRITAIN 


THOMAS A. MOFFET 
Freight Trafic Manager in America 
OnE Broapway, NEw YorK CITY 


THE ONLY BRITISH RAILROAD WITH AN ACTIVE FREIGHT DEPARTMENT IN AMERICA 


1 
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INDIANAPOLIS 
Merchants Bank Bldg. 
@ KANSAS CITY 
Railway Exchange Bl 


@ 


® DETROIT 
Majestic Bldg. 
@ HAVANA 
Manzana de Gomes 


Hippodrome Bldg. 
Boston Bldg. 


® DENVER 


Southern Pacific Bldg. 
DEPT., 33 West Jackson 


@® CHICAGO—PASSENGER 


@ CHICAGO—FREIGHT DEPT. @ CLEVELAND 


Ellicott Square Bldg. 
@® CINCINNATI 
Dixie Terminal 


@ BUFFALO 


Woodward Bidg. 
Old South Bldg. 


@ BOSTON 


@ BIRMINGHAM 


Healey Bidg. 
@® BALTIMORE 
Union Trust Bldg. 


@ ATLANTA 
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Where they reach 


SOUTHERN PACIFIC LINE 


Where to reach them 





Formation of First Agricultural Society 





LD MOTHER EARTH has always 
been a bountiful provider. But 
she has always lavished richer 
gifts on those who helped to 
earn them. It has ever been 


ge) 
such since the beginning of time. 
It wasn’t until 1723 that the first agri- 





cultural society was formed. Then a 
group of earnest farmers, who saw the 
possibilities of bigger rewards in better 
methods, banded together in Scotland as 
the “Improvers of Agriculture.” This 
was the first move toward a closer under- 
standing of the potentialities of the soil. 


In the United States the first society 
for the promotion of agriculture was 
established in Philadelphia in 1785. 


Since then, the development of scien- 


tific farming has steadily progressed, and 
today the modern farmer regards his 
work as a complex but interesting form 
of chemistry. He has cast aside forever 
the costly, hit-or-miss methods which 
prevailed for centuries. He does not 
have to guess at results. He knows them 
beforehand. 

He also knows the advantage of keep- 
ing in close touch with all the markets in 
the United States, and that quick deliv- 
eries must be made—particularly of 
perishable goods. 


Since 1863 the SOUTHERN PACIFIC 
LINES have played an important part 
in dispatching his goods—and today is 
the only railroad having through freight 
service over its own lines between the 
Atlantic Seaboard and the Pacific Coast. 


For information 
Write, telegraph or 'phone 
® “General Agent, Southern Pacific Lines’’ ® 


—The Postman Knows Him 


SOUTHERN PAcIFic LINES 
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